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“Im not your milkman...4u¢ heres your milk” 


“T’m a Dodge service mechanic .. . not your milkman. 
So I can’t promise to keep milk on your doorstep. 


“T can help, though, because it’s my indispensable job 
to keep milk trucks going. 


“It’s my job, too, to keep a lot of other trucks on the 
road ... fuel trucks, farm trucks, food trucks... and 
especially trucks that haul war materials. 


“All during the war, the Dodge factory has kept us 
well supplied with truck parts. And if you don’t think 


parts are important, just ask truck owners. They 
know. 


“‘We’re awful busy, but my boss, the Dodge dealer, is 
a pretty level-headed guy and he says, “Trucks come 
first, but don’t let anybody down.’ 


“Well—that’s right, because if we don’t keep the home 
trucks rolling, it’ll be too bad!” 


DETROIT (980,000 QUARTS DAILY) AND 48 OTHER 


LARGE 


Yes—your Dodge dealer and his service organization are 
on the job, doing a job. Whether you own a Dodge truck, 
or a Dodge or Plymouth car, your Dodge dealer’s looking 
out for you—with the right factory-engineered parts ... 
with time-saving tools and equipment .. . and a lot of 
Dodge “know how.” See him for courteous service. 
DODGE DIVISION, CHRYSLER CORPORATION 


NEW TRUCKS AVAILABLE—Dodge is building new 1% 
and 2-ton trucks, in limited quantities, for essential use. See 


your Dodge dealer for the right Job-Rated truck to fit your job 
—save you money! 


DODGE TRUCKS 


FIT THE JOB... LAST LONGER 


TUNE IN MAJOR BOWES, CBS, THURSDAY, 9 P.M., E. W. T. 


CITIES, RECEIVE THEIR ENTIRE MILK SUPPLY BY TRUCK 
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Eight hours of productive work. That’s 
what time cards indicate. It’s the kind 
of service good employees try to give. 
But they know, even if the boss does not, 
that time clocks lie. 


A time clock, you see, doesn’t record wasted time. 


And in many a business today, employees are 
forced to waste time because they are using in- 
efficient forms—forms that fail in their primary 
function of getting the right information to the right 
people in the fastest possible way. It’s easy to over- 
look that function because forms are so often 
regarded as ‘“‘mere routine.” 
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Uarco has devoted more than 50 years of thought 
and effort to the job of making forms work faster. 
We’ve devised ingenious ways of combining paper 
and carbons to save from 17% to 78% of form- 
handling time. We’ve invented entirely new forms 
to cut down the time-lag in every business oper- 
ation where forms are used. 


Perhaps the Uarco Representative can suggest 
forms that will help your employees to give you 
more of their productive time. A consultation costs 
nothing—and may save you hundreds of dollars. 


UNITED AUTOGRAPHIC REGISTER COMPANY 
Chicago, Cleveland, Oakland e Offices in All Principal Cities 


@ 
We call this form the Uarco E-Z-Out. Up to 6 copies with 
pencil... up to 17 copies with typewriter. Then snap! Out 
pop the forms ready for instant distribution . . . singly or all 
at once. Here’s a real time-saver when records must be 
written at odd moments, or when later entries are necessary. 
But remember, no matter what type of records you keep, 
Uarco has a form which may save you time and money! 


SINGLE SET CONTINUOUS-STRIP FORMS FOR N& 
FORMS HANDWRITTEN TYPEWRITTEN + BUSINESS MACHINE RECORDS 


BETTER BUSINESS FORMS . 
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WHITE KNOWS TRANSPORTATION FROM THE GROUND UP 









| Typical White transport unit in the fleet of H. E. Swezey & Son, Eastport, L. 1., deliver- 
ing its cargo to an American Airlines Airfreighter at LaGuardia Field, N. Y., for 
Los Angeles, where another White will pick up and deliver the goods direct to consignees. 


yht 
er. « 
“ Store-Door Delivery 
ms 
er- @ 
for Dependable Air Cargo 

rest 
a MOTOR TRUCKS... the store-door trucks are so important in this service. 
ars. delivery tool of all forms of long distance = yp ite Trucks have had experience furnish- 
NY transportation . .. are necessary to America’s ing the ground link for air transport since 
_ newest facility—air cargo. the inauguration of air mail. If you have 

The time element is important in all air ground transportation problems in con- 
oii shipments. That makes it necessary to judge nection with your air cargo plans, you can 
hae all air transport service by elapsed time — get authoritative information from White. 
t be from shipper-to-receiver, rather than from Your inquiry will receive the attention 
teal port-to-port. That is why dependable motor of men who are interested in aviation’s 
>ney! 


future and who know transportation 
from the ground up. 


THE WHITE MOTOR COMPANY - Cleveland 
{ A larger volume of new Super Power Whites for commer- t 











cial use is now assured by government order. Your White 
representative will be glad to help you make application. 






FOR MORE THAN 45 YEARS THE GREATEST NAME IN TRUCKS 
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“Three (4 are going places!” 


You'll like CCC HIGHWAY service— 


It's efficient, friendly and cheerful. 


THE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


215 Euclid Avenue DIVISION OF U. 8. TRUCK LINES Cleveland 14, Ohio 
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Your GENERAL TIRE DEALER is prepared, by years of experience, to give you 
the kind of tire service you need to help you “get through” the hot, tire-consuming months 
ahead. This year, more than ever, you should rely upon him for complete tire main- 


tenance service . . . expert repairing . . . exclusive Kraft System Balanced Recapping 
. as well as for new General Truck Tires. 


Tire servicing, check-ups and repairing—done the General way—assure you of every 
last mile from original treads. Then your General Tire Dealer’s exclusive Kraft System 
Recapping “takes-over,” giving you balanced recaps by the pioneer, 5-year proved 
method that guarantees the kind of Top-Quality and extra-mileage, operators have come 
to expect only from Generals. 


Your General Tire Dealer’s shop is working to the full limit of man- 
power and mold capacity . . . giving priority to tires off trucks lacking 
c) adequate spares ... and scheduling truck tires ahead of passenger tires. 


(GENERAL 


General Tire Dealers 


EVERY TRUCK TIRE SERVICE 
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fi Freight trains, the transport veterans of 
every administration, will keep moving in 
the renewed war effort pledged by our new 
president, Harry S. Truman. Although the rail- 
road industry—like all industries—continues 
to be hampered by personnel and equipment 
problems—America—specifically shippers— 
can bank on the railroads’ doing all in their 
power to maintain the steady flow of men and 
materials to the fighting fronts. 
As this movement of freight keeps pace with 
the war effort, so will the function of the in- 






SWITCHI 
Western 








“One of America’s Railroads—All United for Victory” 


PEORIA AND PEKIN UNION RAILWAY CO. 


(Si ile), ew wale, Be ed. ir wae 1 fod t— 


NG SERVICE BETWEEN: Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacific Ry.; Chicago & North 
Ry.; Chicago & IIlinois Midiand; Itlinois Terminal Railroad Co.; Inland Waterways Corp.; Minneapolis & 
St. Louis Ry. ; Alton Railroad; Atchison, Topeka & Santa Fe Ry.; Hlinois Central R. R.; Pennsylvania Railroad; 
Peoria Terminal R. R.; Chicago, Burlington & Quincy Railroad; New York, Chicago & St. Louis Railroad; Cleveland, 
Cincinnati, Chicago & St. Louis Ry. (Peoria & Eastern); Toledo, Peoria & Western R. R. 
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Buy War Bonds Now 


terchange of freight continue to play an im- 
portant part. P. & P. U Ry. fills its niche in 
performing this interchange function at the 
important PEORIA GATEWAY. 

It performs ‘the all-important interchange 
function which calls for sorting, re-assembling 
cars, and speeding them on to destination. 

Just as the P. & P. U. Ry. is working now in 
war with the fourteen trunk lines that send 
freight cars into its all-important gateway, s0 
will it be an integral factor in transportation 
in the peace days to come. 
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Service WHERE 
you want it 


The service you get from your 
Chevrolet truck—built-in, long-lived 
service so outstanding that it has 
made Chevrolet the world’s largest- 
selling truck—is backed up by an 
equally outstanding nationwide field 
organization to provide service for 
your truck. Actually, Chevrolet's 
service organization is nationwide— 
with thousands of dealer service 
stations, plus other thousands of 
garages and shops to which author- 
ized. Chevrolet parts are made 

i es a7 i | available. Service facilities are al- 
n im- i oa » ways close at hand. 


ne in GT or aiaiapaa ots ma. Service WHEN 
t the S| = Ny you want it 


Chevrolet's thousands of dealers are 
| pledged to help keep the nation’s 
. errr iiit ELLE % - motor transportation units rolling — 
bling : ie eiiiaeda \ || “Se and Chevrolet's unmatched parts 
- : HEL EEE } | : | distribution system makes it possible 
wig SALTITT EE ELEL Bo ¥ for them to provide you with the 
iow in g service you want whenever needed. 
j ane a The vast network of Chevrolet serv- 
| send t —ae... | a ice stations, and the factory's great 
ay, 80 ie national service and parts depart- 
' ments, are working hand in hand to 
rtation a ©, achieve the same end ... the right 
part at the right place at the right 
time, to preserve the vital motor 
transportation of America. 


lange 


Che out off- weg Three Tewcks ts @ 


CHEVROLET TRUCK 


BUY MORE WAR BONDS « HELP SPEED THE VICTORY 
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900 


800 
700 
600 


500 


Tank Recovery Half Track 


TIMKEN | ~ 
AXLES 


FOR COMMERCIAL AND MILITARY VEHICLES -. 300 


1¥a-Ton, 4 x 4 2%-Ton,6x6 4 to 5-Ton, 4x 4 6-Ton, 6x6 


200 


100 


1940 1941 1942 1943 1944 


The Timken-Detroit Axle Co., Detroit 32, Michigan. Wisconsin Axle Division, Oshkosh, Wisconsin. 


- 
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WHEN “BIG BOY" TAKES OFF HIS UNIFORM 








@ All over the world, where the going is 
toughest, the M1A1 Army heavy wrecker 
has earned its reputation as the biggest, 
toughest, pullin’-est bruiser on wheels. 
These super trucks, built by Ward LaFrance 
Truck Division for the Ordnance Depart- 
ment, are used for such jobs as tank recov- 
ery, motor vehicle rescue, lifting and carry- 
ing disabled bombers. They operate in the 
mire of European swamps... the muck 
of Asiatic jungles. To the M1A1 wrecker, a road is a convenience, rather than a 
necessity . . . In the near future, Ward LaFrance commercial trucks and tractors 
will again appear on America’s highways. These Ward LaFrance over-the-road 
trucks and tractors are designed to haul pay loads faster and more economically 
than ever before. They are not streamlined like a sport coupe, but they look 
like what they are: the biggest, toughest, sturdiest motor trucks on the highway. 
They are backed by the twenty-five year Ward LaFrance reputation for build- 
ing great trucks, further proved by unbeatable performance all over the world. 


WARDLATRANC 


TRUCK DIVISION 


GREAT AMERICAN INDUSTRIES, INC, 
ELMIRA+ NEW YORK 











FRANCHISES ARE AVAILABLE 
to alert dealers in a number 
of attractive territories. Lead- 
ing dealers now handling small- 
er, non-competitive trucks will 
be especially interested in the 
Ward LaFrance dealer plan. 
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New Santa Fe Bridge 
Speeds War Traffic 


CALIFORNIA 


COLORADO 
RIVER 


° 
BRIDGE 


Santa Fe trains are now rolling across 
a new double-track steel bridge near 
Topock, Arizona, speeding up vital war 
traffic along the route to Tokyo through 
California’s ports of war. 


This new Santa Fe bridge removes the 


he \' 
\ a 


wire 
Lia FU 


(Uns 


\| 
\ 


“bottle-neck” created by the old single- 
track bridge it replaces and has ample 
strength to take care of future require- 
ments as to weights to be imposed on it. 
- . 7 

* The new Topock bridge is an im- 
pressive engineering feat, but it is 
only one step in Santa Fe’s program 
of plant improvement—started long 
before Pearl Harbor. 


Bigger yards, Centralized TrafficCon- 
trol, faster grooming of equipment in 
the shops and new freight locomotives 
all add up to better, faster service to 
California’s ports of war and an even 
higher standard of service in the days 
of peace to come. 


SANTA FE SYSTEM LINES 


SERVING THE WEST AND SOUTHWEST 
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60 Trailmobile Servicenters are strategic- 
ally located to deliver fast, expert service and 
repair on all types and makes of trailers. 





Factory-Standard Service is assured by 
highly skilled trailer mechanics working to 
standards set up by the Trailmobile Factory. 





Adequate Stocks of standard factory parts 
are maintained at every Servicenter to facili- 
tate repair and maintenance. 





Use Trailmobile Service . . . prevent serious 
lay-ups and keep operating costs down. Write 
for an up-to-date list of Trailmobile Servi- 
centers. 


Headquarters Plant 
Cincinnati, Ohio 








The Trailmobile Company, Cincinnati 9, 
Ohio; Berkeley 2, California; Charlotte, North 
Carolina. 





RAILMOBILE 


104 Years of Building Transport Vehicles e¢ Sales and Service in Principal Cities 
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What keeps ‘em rolling ? 


@ Handicapped by shortages of manpower 
and replacements, the three railroads 
whose signatures appear below are still 


transporting bigger and bigger loads of 


wartime’s staggering tonnage. 


How? One big reason is our extensive 
maintenance programs, in-which constant 
care, testing and inspection of equipment 

aim at preventing rather than repair- 

ing breakdowns. 


Another mighty important factor is the 
cooperation of you shippers and receivers. 
Your help in heavier loading and unload- 
ing, better packing, labeling and handling, 
has been responsible for getting every bit 
of use out of every car. 


We feel that we speak for all railroad- 
ing when we express our sincere grati- 
tude. With your continued help, we'll do 
our level best to “keep ’em rolling!” 


THE CHESAPEAKE AND OHIO LINES 
Cleveland 1,Qhio 


CHESAPEAKE AND OHIO RAILWAY . 


NICKEL! PLATE ROAD ~- PERE MARQUETTE RAILWAY 








WAY 











Truman and T 


As this is being written, less than a week has 
® elapsed since the tragic death of President Roose- 
velt. In spite of the fact, however, that he had occupied 
the position of chief executive of the United States 
longer than any other man in our history and had, for 
years wielded power little short of the dictatorial, the 
passing of his position and power into the hands of 
another brought about scarcely a moment of hesita- 
tion in the country’s stupendous war effort; and, so 
far as the man in the street was concerned, caused 
hardly a ripple in the even tenor of his ways. 

The event is a striking commentary on the sound- 
ness Of democratic processes in government. There 
was here no interregnum such as was marked with 
lawlessness and violence in the ancient and medieval 
dominions—not even the gathering of throngs to shout: 
“The king is dead. Long live the king!” 

Nevertheless, the question is being asked: ‘‘What 
about President Truman?” In many things, he is an 
unknown quantity. It is proper, perhaps, that we 
should pause at this juncture to ask what his accession 
to the Presidency may mean in the world of trans- 
portation. 

In his personal and business life the new Presi- 
dent appears to have had no contact with the world 
of transportation—at least no more contact than the 
ordinary man of business. Politically, however, he has 
served an apprenticeship that ought to give him an 
awareness of the problems in the field and an approach 
to:'their solution more intelligent, perhaps, than would 
be that of a man who had not, as he has, served as a 
member of the Senate’s interstate commerce commit- 
tee and as chairman of the Senate committee to in- 
vestigate the national defense program. 

The latter committee, popularly known as the 
Truman committee, submitted a report on transpor- 
tation to the Senate late in 1943. 

The report was abstracted at length in the Decem- 
ber 18, 1943, issue of the Traffic World. It said, among 
other things that “our transportation system is the 
best in the world and was developed through com- 
petition to furnish excellent service.” Despite that, 
however, the report said, ‘“‘we must recognize that the 
transportation system has always required extensive 
and regular replacements.” Along that line, it con- 
tinued: 

“Any policy which fails to provide for mainte- 
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ransportation 


nance of transportation capacity in excess of antici- 
pated demands is shortsighted and invites disaster. If 
we permit our transportation facilities, for any sub- 
stantial period of time, to be exceeded by transporta- 
tion needs, we are face to face with congestion and 
breakdown. In such a case, our only recourse would 
be for the government to take over the transportation 
systems, or the establishment of a priority system, or 
both. 

“The experience of the last war should be forever 
before us. Government operation leaves much to be 
desired. Shackling transportation by rationing and 
priorities would also be unsatisfactory. The flow of 
traffic must remain free and active if we are to in- 
crease, or even maintain, our production and combat 
tempo. Any other course means the postponement of 
victory and the increased expenditure of lives and 
material. A margin of safety in reserve capacity over 
foreseeable demand must always be maintained. 

“Transportation is so vital and a breakdown 
would be so disastrous that we cannot afford to run 
the risk of even approaching the breaking point. 

“The transportation burden is increasing. Equip- 
ment is wearing out. Manpower is growing scarcer. 
Good as our transportation system is, it is folly to assume 
that there is no limit to the strain it can withstand. .. . 

“Tf we act now, an impending crisis may be 
avoided by means much more satisfactory than any 
measures which could be taken once the crisis is 
actually upon us. Essentially, this means that we must 
either reduce the burdens upon our transportation 
system or provide new equipment, or adopt a combina- 
tion of both.” 


HE REPORT expressed disappointment that more 

progress had not been made in the elimination of 
wasteful labor practices. It suggested that the Army 
and Navy eliminate unnecessary troop movements. It 
recommended “the production of adequate numbers 
of locomotives, freight cars, rail and other railroad 
facilities. It said it was vital to overcome shortages in 
rubber, petroleum and motor equipment and that 
“adequate replacement parts, new vehicles and tires 
must be supplied.” It added a commendation to com- 
mercial airlines and water lines for their part in the 
war effort. 


The report was an admirable document as express- 
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OUT OF THE mixing vats into 
bottles . . . into Fruehaufs .. . and 
then into the family washtub! 
That’s how Roman Cleanser Com- 
pany, of Detroit, shortens delivery 
time by the Truck-Trailer method. 


Housewives throughout 6 central 
States receive this bottled washday 
aid almost daily—fresh from the 
maker—by Fruehauf Trailers. 


Big tandem-axle units carrying 
850 cases—a 36,750-lb. load—make 
the run from Detroit to Indiana 
cities. Double Trailer-trains deliver 
1000-case loads throughout Michi- 
gan. Shorter units, built to conform 
to Kentucky’s restrictive length- 
limits—serve the other States. 


FACTORY TO HOME IN ONE DAY 


On the Ohio route, Cleanser bot- 
tled in the morning is loaded in 
two Fruehaufs which reach the To- 
ledo wholesaler by 1 p. m. That 
very afternoon it goes on sale. 


The Michigan haul is likewise 
outstanding. The second Trailers in 


the 2-Trailer-trains are “spotted” 
in Flint for unloading, while the 
trucks and front Trailers continue 
on to serve additional points. 


Formerly, Roman Cleanser was 
warehoused in fourteen Michigan 
and Ohio cities. Today, distribution 
is geared strictly to demands. The 
product flows over the highway— 
often being unloaded from the 
Trailer directly into the retailer’s 
trucks at the wholesaler’s door. 

TRAILERS HELP UNCLE SAM, TOO 


Returning, the Trailers—which 
normally would be empty—now 


A TRUCK IS LIKE A HORSE 





YAT 70 WASHER 


, Fresher, 


HAUFS { 


... How 10 Truck-Trailers work for housewives and Uncle Sam, too! 
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Map of territory served. 


Left—Tandem axle unit 
which carries 850 Cases. 


rush vitally needed tires, parts and 
aircraft motors back to Detroit's 
busy war factories. 


Today, in the problem of keeping 
production costs down to a mini- 
mum, transportation is usually an 
important factor. That’s why it 
generally pays to discuss your haul- 
ing set-up with a Fruehauf trans- 
portation engineer. Solving your 
hauling problem is his business. 


@ ® 
World's Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER CO., DETROIT 32 


Service in Principal Cities 
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ing the views of the committee—and presumably those 
of its chairman, now President Truman—as to what 
the governmental policy toward transportation in war- 
time should be. Most of the recommendations con- 
tained therein have not been adopted. There have been 
some additions to railroad equipment, but the minimum 
estimates of those needs, as expressed by the railroads 
themselves, have been met only fractionally. 


There have been many approaches to the break- 
ing point. Indeed, the railroads have been operating 
on the borders of that area for months on end. Had 
the governmental agencies possessing the power to 
allocate materials for the necessary railroad equip- 
ment heeded the warnings of the committee, such an 
investigation as that now going on before the Senate 
jinterstate commerce committee at which, for the first 
jtime, we find section arrayed against section on the 
\matter of car supply, would not have been necessary. 


As for the rest, if we are to accept the committee 
report as reflecting the view of President Truman, it 
is encouraging to note that he, like his predecessor, 
shies away from government operation, that, as a 
matter of fact, he sees competition under private own- 
ership and management as largely responsible for the 
building of a transportation system that is “the best 
in the world.” In that, he follows his predecessor. 























T REMAINS to be seen, however, whether President 

Truman will continue some of the inconsistencies with 
which the New Deal transportation policy was beset. 
Will he countenance the continued attacks on orderly 
rate-making processes begun under President Roose- 
velt by his Department of Justice? Will he encourage 
more expensive report compiling, such as that with 
which the National Resources Planning Board was so 
long concerned, in which semi-socialistic plans for the 
acquiring of transportation properties by the govern- 
ment, for lease to private operators, are set forth in 
glowing terms as the ideal pattern for post-war Ameri- 
can transportation? 

Early in 1944, the then Senator Truman, in a 
speech before the Traffic Club of Baltimore (Traffic 
World, February 5, 1944, p. 362), attacked what he 
conceived to be the plan of the Transportation Asso- 
tiation of America for the integration of transporta- 
tion systems. He advocated integration of services and 
operations, but he opposed integration through com- 
mon ownership of various means of transportation, 
saying that that tended toward the cartel system. 
“We have not reached perfection in transporta- 
tion,” said he, in that address. “Great fields for the 
ful play of inventions and ingenuity lie ahead. Many 
Problems remain to be solved. The improved service 
Which can be achieved. through improved coordination 


















































































of modes of transport and elimination of archaic meth- 
ods staggers the imagination. America is not ready to 
tetire. The goal of security and ease is illusory. Our 
Policy must be to encourage initiative, not to exclude 
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it. The government’s function should be, not to direct 
and operate transportation systems either itself or 
through cartels, but rather to police and curb mani- 
festations of self-interest which are harmful to growth 
and progress.” 

The March, 1944, monthly letter of the Transpor- 
tation Association of America, attacked Senator Tru- 
man, asserting in effect that he had selected phrases 
from its printed plan that suited his purpose and had 
ignored others modifying the points he had used. The 
association was not seeking to set up a limited number 
of transportation monopolies, and its plan did not tend 
toward setting of cartels, it contended. In fact, it 
asserted, the association was not so much concerned 
with promoting a “plan” as it was in having determined 
a national transportation policy which would give the 
country the best possible service at the lowest cost 
while protecting the interest of the investor. 

As a member of the Senate interstate commerce 
committee, Senator Truman became the right-hand 
member of the committee to Chairman Wheeler in the 
investigation of the Van Sweringen “empire” and other 
railroads that was begun in December, 1936. He con- 
ducted many of the hearings in the latter part of the 
investigation in 1937 and 1938 when Chairman Wheeler 
turned that task over to him. 


In the exercise of the power accorded it by Con- 
gress to limit. the number of transportation enterprises 
through the approval or rejection of applications for 
authority to operate, Senator Truman said in his Balti- 
more address that “possibly the Interstate Commerce 
Commission may have gone farther than necessary in 
discouraging the entry of new blood into the body of 
our transportation system.” 

“T can say, however, that we must not permit any- 
one to get the idea that a franchise is simply an an- 
nuity donated by the public, permitting a life of ease 
and indolence regardless of the service rendered to the 
public,” said he. “A certificate of convenience and 
necessity is rather a privilege to perform a public serv- 
ice for gain—a two-way proposition. When the desire 
to serve the public ceases, the privilege of receiving 
the reward should cease.” 


He had stated previously in the same address, 
however, that he did not mean that there should be 
no limit on engaging in the business of furnishing a 
public transportation service. 

In the Senate Mr. Truman had the support of 
organized railroad labor. With Chairman Wheeler he 
appeared, October 14, 1938, before the emergency 
board appointed by President Roosevelt to investigate 
and report on the dispute arising from the proposal 
of the railroads to reduce railroad wages 15 per cent. 
Both senators opposed the proposed reduction as did 
the emergency board which found against it. In his 
testimony, Senator Truman blamed “banker manage- 
ment” for the condition of the railroads. Senator Tru- 
man also thought, according to his testimony before 
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the board, that the railroads had not kept up with the 
airlines and trucks and busses in finding more efficient 
methods. J. Carter Fort, for the railroads, brought 
forth an exhibit prepared for the hearing to show in- 
creased efficiency of railroad operations. In the course 
of the interrogation Senator Truman said he did not 
pose as an expert or statistician or anything of that 
sort. He opposed the wage cut, he said, because he felt 
it would be bad for the country at that time. The sena- 
tor told the board that if a young man on a railroad 
came forward with a new idea he was “fired” as an 
“upstart.” Asked on what he based that statement, he 
related an incident that had been told to him of a 
railroad employe having been “fired” because he exer- 
cised what he thought was good judgment in an effort 
to save railroad property in a flood. 

Senator Truman led the movement in the Senate 
for adoption of the legislation, enactment of which was 
urged by organized railroad labor, taking rail wage 
increases from the jurisdiction of the Economic Sta- 
bilization Director. Demand for this legislation, which 
was finally enacted, grew out of the refusal of Economic 
Stabilization Director Vinson to approve, in the first 
instance, the 8-cent wage increase proposed in the non- 
operating wage dispute of 1943. 

At his first press conference, Tuesday of this week, 
President Truman said that conservation measures put 
into effect by James F. Byrnes, as director of War 
Mobilization and Reconversion, would be continued in 
force. These measures included the ban on racing and 
the request for reduction of travel. Asked if the con- 
servation measures might be lifted after VE-Day, the 
President replied to the effect he would consider that 
after VE-Day had arrived. The President expressed 
the opinion that the Byrnes’ conservation measures 
had accomplished good results. 

Asked about the proposed legislation establishing 
the Missouri Valley Authority, similar to the Tennessee 
Valley Authority, President Truman said he had de- 
livered an address in support of the proposal to estab- 
lish such an authority and that he was in favor of it. 

When a question involving the St. Lawrence canal 
and power project was asked, the President said he 
had nothing to say on that subject at this time. 


Staley Switching Case 


The proceeding involving the spotting of cars at the plant 
of the A. E. Staley Manufacturing Co., at Decatur, Ill., went 
into a new phase in the reopened hearing at Chicago, which 
began April 19, as Commissioner Patterson consistently sus- 
tained objections by counsel for the Commission to any testi- 
mony involving comparisons with services rendered at other 
plants in the Decatur area, or with standards of switching 
practice generally in that area, in conformity with the order 
of the Commission reopening the proceeding. The opinion was 
expressed outside the hearing room in the Morrison Hotel that 
the case would again go to the courts, because the presiding 
commissioner was holding strictly to the order reopening the 
proceedings “for the purpose of receiving evidence as to changes 
in conditions affecting switching and spotting operations at 
the plant of the A. E. Staley Manufacturing Co. at Decatur, 
Ill., since the record was closed.” 

The order reopening the proceeding was issued after the 
Supreme Court of the United States had upheld a Commission 
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order requiring cancellation of tariffs that eliminated spotting 
charges at the company’s plant, the court saying that its 
decision (denying a petition by the Staley Company for r 
hearing) was without prejudice to presentation in any app 
priate proceeding before the Commission and the courts of the 
contention that changed conditions at the plant made the spot. 
ting service not in excess of the carriers’ obligation. 

L. H. Strasser, attorney for the. Wabash Railroad Co, 
Elmer Smith, for the Illinois Central, and John S. Burchmore 
and C. C. LeForgee for the Staley Company, made offers of 
proof after Commissioner Patterson had sustained objections 
of Allan Crenshaw, of the Commission’s legal staff, to the 
admission of evidence tending to compare service at the Staley 
plant with that rendered other plants, team tracks, or to 
compare service at the plant with the general standards of 
service in the area. 

Mr. Smith read the following excerpt from the Commis- 
sion’s decision in the proceeding involving terminal services 
at the plant of the Great Lakes Steel Corporation (see Traffic 
World, March 24, p. 699), as follows: “The necessary service 
would be greatly in excess of those required in making delivery 
in the plant yard or on a typical teamtrack or on a private 
siding adjacent and adjoining a carrier’s right of way.” Mr. 
Crenshaw had objected to a question as to the service rendered 
at the plant of Spencer Kellogg & Sons, Inc., in Decatur, and 
Mr. Smith said he was asking the question for the purpose 
of setting up the standards in Decatur, and added addressing 
the presiding commissioner that, “in the light of what you 
have said, you cannot object to questions for the establishment 
of standards.” 

Mr. Strasser asked whether or not, if the three elevators 
within the Staley plant area were on teamtracks, the work 
or service of placing cars on those tracks would be any greater 
or less than those services performed in placing cars under 
present practices, and an objection to this question was sus- 
tained, as were questions by Mr. LeForgee as to the similarity 
in service rendered on cars of grain placed on certain tracks 
for inspection and the service rendered other industries. 

Mr. Crenshaw, in his cross-examination of witnesses for 
the Baltimore & Ohio and the Wabash, the two roads now 
switching the Staley plant, elicited details of operation. He 
asked whether or not four tracks on the south of the River 
Yard of the Wabash, constructed subsequent to the time the 
Burwell Yard was eliminated, were not used very much a 
the Burwell Yard tracks had been in serving the Staley plant. 
The Wabash witness said they were not, and that the four 
tracks had been constructed because they were needed to handle 
the necessary switching after the Burwell Yard was abandoned. 
The witness said that cars on the River Yard tracks now were 


-held for order from the Staley Company, but that it had 


formerly been the practice to deliver them from the Burwell 
Yard tracks into the Staley plant and “stash” them out when- 
ever there was no room at an unloading point. 

A witness for the Wabash introduced a statement of com- 
pleted car movements in the week of January 11 to January 17, 
1945, showing that 1,507 cars, loaded and unloaded, had made 
a round trip in spotting service, involving 6,572.73 minutes, with 
an average of 5.80 minutes a car. He said that 5.4 cars were 
the average number switched. 

Mr. Burchmore, in a series of questions, developed the 
fact that the inspection tracks were inaccessible to consignees 
for unloading into trucks. He then directed attention to the 
motion for enlargement of the hearing (see Traffic World, 
Feb. 17, p. 399), observing that, at the time of the 1940 hearing 
grain for inspection was placed in the Burwell Yard and later 
taken from that yard to the elevators. That had been changed, 
he Said, adding that there was no grain going to the Burwell 
Yard. Now, he said, there was direct movement from the 
inspection tracks of the Wabash to tracks that led to the 
elevators and that car pullers pulled them up to the spouts. 
He said that “we would like to be able to show you that the 
standard of practice is exactly what we are getting, no more, 
no less.” He asked a Wabash witness whether or not, without 
comparing the Staley situation with that of any specific plant, 
it received any less service than that to other elevators. An 
objection to the question was sustained. 

“I would like to be able to say to the Commission,” he 
said, “that under the grain inspection law the railroads are 
required to make placement of cars at the elevators of any 
company in Illinois. I wish to establish by these questions the 
actual operating practice as to elevators generally.” 

Other appearances entered were: Guernsey Orcutt and E. A. 
Kaier, for the Pennsylvania Railroad; H. G. Powell, for the 
Illinois Terminal Railroad; and R. V. Elster for the Wabash 
Railroad Co. 

It was thought that the hearing, in which Examiner G. H. 
Mattingly sat with Commissioner Patterson, would be com- 
pleted April 20. 
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Mixed Carload Rule Decision 


That the complainant’s proposal would reduce the western 
railroads’ gross revenue from mixed carloads, would increase 
operating costs attributable thereto because of greater expense 
for billing and weighing, and might tend to cause greater loss 
and damage were considerations stated by the entire Commis- 
sion in its report in No. 28989, Illinois Territory Industrial 


Traffic League vs. Union Pacific et al., in which it left un- © 


changed Rule 10 of the consolidated freight clssification (the 
carload mixing rule), which the Illinois organization assailed 
and sought to have revised, particularly with respect to its ap- 
plication to traffic to and within western territory (see Traffic 
World, April 14). 

Whether those elements of lower revenue and increased 
costs to the carriers would be offset by “the economies incident, 
to the substitution of carload for less-than-carload service, 
which complainant stresses,’’ was doubtful, the Commission said. 
Commissioner Porter noted concurrence in the result of the re- 
port—dismissal of the complaint. The report bore a notation 
that Commissioners Aitchison and Alldredge were necessarily 
absent and did not participate in the consideration and disposi- 
tion of this proceeding. 

The Commission said that the Illinois league, in its com- 
plaint, as amended, alleged that rule 10 of the consolidated 
freight classification, and rules of similar import in tariffs con- 
taining westbound transcontinental rates and westbound rates 
to points in Montana (Agent L. E. Kipp’s tariffs I. C. C. Nos. 
1487, 1488 and 1498) were unjust and unreasonable, and that 
the league asked the Commission to prescribe reasonable rules. 
It noted that the list of 24 interveners supporting the complaint 
included the Secretary of War and the Aeronautical Chamber 
of Commerce, and that the list of 42 interveners opposing the 
complaint included the Nebraska State Railway Commission, 
the Idaho Public Utilities Commission, chambers of commerce 
and traffic associations of “most of the larger western cities,” 
the Canners League of California and the Dried Fruit Associa- 
tion of California. 


Provisions of Rule 10 


“Rule 10,” the Commission said, “provides in effect that 

charges on mixed carloads shall be assessed at the highest 
classification rating or commodity rate and the highest carload 
minimum weight applicable to articles in the car, subject to 
certain exceptions, as where lower charges will result from 
treating the carload as two separate carload shipments or from 
considering some of the articles as constituting separate less- 
than-carload shipments. .. . 
_ ._ “Exceptions to official and southern classifications published 
in 1940 practically superseded rule 10 in the territories where 
those classifications apply, these exceptions providing that the 
charges on a mixed carload shall be based on the carload rate 
on each article applied to the actual weight of such articles in- 
stead of the highest rate applicable to any article applied to 
the aggregate weight. Under these exceptions, just as under rule 
10, the carload minimum is the highest provided for any article 
in the carload. Complainant alleges that it is unreasonable and 
contrary to the spirit of section 6 of the interstate commerce act 
to retain in the classification a rule which purports to fix the 
asis of charges on mixed shipments throughout the country 
when a more liberal rule is actually in effect in official and 
southern territories under the exceptions. 


_._ ‘Most of the evidence, therefore, relates to traffic to and 
within western territory. Although substantially all the Class I 
Tailroads and a few water carriers are defendants, only the 
western railroads actively participated in the proceeding, and 
the term ‘defendants’ as used in this report should be understood 
a8 including those railroads only... .” 


As a practical matter, said the Commission, complainant's 
attack was centered on section 1 of Rule 10, reading as follows: 


Except as otherwise provided in this classification, when a number 
of different articles, for which ratings or rates are provided when in 
Straight carloads, are shipped at one time by one consignor to one con- 
signee and destination, in a mixed carload, they will be charged at the 
traight carload rate (not mixed carload rate) applicable to the highest 
lassed or rated article contained in such mixed carload and the carload 
— weight will be the highest provided for any article in the 

oad, 

Proposed Modifications 


Modification of this rule was sought by the Illinois league, 
€ Commission continued, in the following respects: 


1. The component articles in a mixed carload would be charged at 
the actual or authorized estimated weight and at the class or com- 
modity rate applicable to each article if it were shipped separately in 
a straight carload. (This modification would be in line with the excep- 
tions to official and southern classifications.) 

2. While the carload minimum weight would continue to be the 
highest provided for any article in the mixed carload, any deficit in the 
minimum weight would be charged for at the lowest carload rating or 
rate applicable to any article in the mixed carload. (This proposal with 
respect to deficits differs from the rule provided by the exceptions to 
official and southern classifications.) 

3. Any article for which alternative rates and minimum weights are 
provided would be charged for at the straight carioad rate which would 
produce the lowest charge on the mixed carload. (The exceptions to 
official and southern classifications contain no such provision, but ac- 
cording to complainant, the mixing rules in those exceptions are being 
construed as though they expressly so provided.) 

Complainant’s proposed rule would except from its application cer- 
tain commodities now excluded from the rules in the official and south- 
ern exceptions. 


Illustration of “Injustice” 


To illustrate what was regarded by the complainant as 
injustice in the present rule, the Commission discussed rates on 
mixed carloads of bakery goods and confectionery from Chi- 
cago, Ill., to Dallas, Tex. 

“These articles,” it said, “are both rated fourth class in 
western classification, and where the movement is on fourth- 
class no question relating to rule 10 arises. On account of 
truck competition, however, class 40 rates on bakery goods and 
class 32.5 rates on confectionery, in carloads, have been made 
applicable in some parts of western territory by classification 
exceptions. From Chicago to Dallas accordingly the rates are 
$1.04 and 85 cents, respectively, in straight carloads, the re- 
spective minimum weights being 36,000 and 24,000 pounds. The 
charges for a carload shipment of bakery goods containing 
36,000 pounds between these points would be $374.40 and for a 
carload of confectionery of the same weight, $306.00. If the 
shipment consisted of 18,000 pounds of each commodity, the 
charge under rule 10 would be $374.40, the same as for a 
straight carload of 36,000 pounds of bakery goods, and if a 
shipper shipped two such mixed carloads, he would pay a total 
of $748.80. The latter figure is $68.40 higher than the sum of 
the charges on a straight carload of bakery goods and another 
of confectionery, containing 36,000 pounds each, $680.40. Com- 
plainant considers this difference unwarranted in view of the 
fact that the service performed by the carrier would be the 
same in the case of two mixed carloads as in that of two 
straight carloads. In neither case would the carrier ordinarily 
load or unload the freight, provide pick-up and delivery, or 
perform any other service peculiar to less-than-carload trans- 
portation.” 

The Commission added that the complainant argued that 
the charges on a mixed carload shipment ought to reflect the 
characteristics of the articles that made up the carload, indi- 
vidually and collectively, and that rule 10 was unjust because 
it violated this principle. It said the complainant did not rec- 
ommend discontinuance of the all-freight rates, but believed 
its proposed modification of rule 10 would tend to lessen the 
importance and need for such rates and to reduce the number 


and complexity of tariff rules governing specific carload mix- 
tures. 


Transcontinental Tariffs 


The westbound transcontinental tariffs, said the Commis- 
sion, contained special mixing rules similar in general effect to 
rule 10, the principal difference being that those tariffs carried 
a rule providing that, if a mixed carload included a commodity 
on which alternative rates were published, the rate and accom- 
panying minimum weight should be used which, in conjuction 
with rates and minima on other articles in the shipment, would 
produce the lowest carload charge. It added that the eastbound 
transcontinental tariffs were not subject to rule 10 but had a 
special rule by which, with few exceptions, the rates were 
made applicable to straight carloads of the commodities cov- 
ered by the individual items, and that those tariffs were not 
here assailed. In further discussion, the Commission said: 


Complainant considers that the need for a more liberal general 
mixture rule is shown by the large amount of transcontinental traffic 
handled by freight forwarders. Because these agencies have a large 
volume of miscellaneous articles for shipment, they can readily dis- 
tribute these among carloads so constituted that each will contain 
articles on which the railroad rates or ratings are not widely different. 
Categories employed by the forwarders as a pattern for this purpose 
































































































































































































































































































































1026 





are known as “‘rate brackets.’’ The influence of the highest-rated article 
in determining the rate on the entire mixture is thus minimized. The 
advantage of bracket loading would be reduced or removed by the rule 
sought by complainant, and a greater number of individual shippers 
could ship their own mixed carloads without shipping through a freight 
forwarder or consolidator. For this reason complainant says that ‘‘the 
modification of the mixture rule would be more beneficial to the 
smaller shipper than it would be to the larger shipper.’’ 


Dealing with the support of complainant expressed on be- 
half of the Secretary of War, the Commission said that the 
army, in shipping to the west from its freight-consolidating 
stations, was obliged to use the rate-bracket plan, and that, if 
the cars could be loaded without the necessity of selection of 
lading under this plan, labor would be saved and dispatch of 
cars would be expedited. This intervener, it added, believed 
that under the proposed rule cars would be loaded more heavily 
and it would be possible to ship mixed cars to a larger number 
of destinations instead of the congested terminal areas to which 
these shipments were now chiefly consigned. 


Objections of Defendants 


“Defendants’ principal objection to complainant’s proposal,” 
continued the Commission, “is based on the fact that it would 
make substantial reductions in their revenues. Applied to actual 
mixed carload shipments referred to in the record the modified 
rule 10 would produce reductions ranging from negligible 
amounts to more than 30 per cent. .. . It is estimated that the 
oa Pacific Railroad Co. handled 15,000 rule-10 cars in 
1939. ... 

“In the period from 1931 to 1941 the less-than-carload rev- 
enue of class I carriers in the western district averaged 
$91,052,509 per year. A general reduction in earnings from this 
traffic would therefore be regarded as serious by defendants, 
who consider their long-haul less-than-carload traffic the most 
profitable of all their freight traffic in proportion to volume... .” 

The Commission cited a contention of the defendants that 
the proposed rule violated the principle that the minimum 
weight should be inseparable from the carload rate, and said 
they conceded that the present rule 10 to some extent departed 
from this principle, but maintained that this departure was 
offset by subjecting the lower-rated articles in the mixture to 
the rate on the highest-rated article. 


Commission’s Conclusions 
Concluding the report, the Commission said: 


A uniform general mixing rule applicable throughout all or the 
zreater part of the country would be highly desirable for a number of 
reasons. The present lack of uniformity is responsible for the fact that 
much freight destined to western points is unloaded and reloaded at 
Chicago and other places on or near the border between official and 
western territories, involving a wasteful use of both manpower and 
equipment. The lack of uniformity seems to be at least a potential 
source of prejudice to localities in the eastern part of western territory, 
although only two of them have shown any concern on that score here. 
Furthermore the present situation seems to make for some tariff com- 
plexity. The complaint does not put in issue the mixing rules in official 
and southern territories, however, and apparently the allegation of 
undue prejudice and preference was withdrawn because of fear that it 
might lead to the restoration of rule 10 in those territories. It is clear 
that complainant is interested only in such uniformity as would be 
brought about by reductions in charges on mixed shipments to and 
within the west. 

In Cement from Portland, Colo., to Arizona and New Mexico, 256 
I. C. C. 597, 599, division 2 pointed out that the trend in recent years, 
particularly in connection with commodity rates, has been toward a 
more liberal mixing rule than rule 10. In many proceedings dealing 
with particular commodities we ourselves have prescribed more liberal 
rules, but the most extensive departures from rule 10 have been made 
voluntarily by the railroads with the object of increasing their traffic. 
This appears to have been notably true with respect to the exceptions 
published by the eastern and southern railroads in 1940. Although com- 
plainant refers to that action as a liberalization ‘‘responsive to modern 
conditions, carriers’ need for meeting various conditions, shippers’ 
demands,’’ the evidence of record strongly indicates that the hope of 
obtaining more traffic was the principal motivating factor. The western 
railroads considered taking similar action at that time but concluded 
that they were not under the same competitive necessity as the rail- 
roads in official and southern territories. They adhere to that position 
here. 

The question whether the rule proposed by complainant would 
benefit the defendants by tempering the losses of less-than-carload 
traffic to motor trucks, as complainant argues, is one primarily in the 
realm of defendants’ managerial discretion. Our determination as to 
the reasonableness of rule 10 may not rest on its effect on the distri- 
bution of less-than-carload traffic between the railroads and other 
agencies of transportation. 

The complaint does not bring in issue any individual rates but 
seeks a “‘liberalizing’’ of certain tariff rules for determining charges 
on mixed carloads. The direct result of such liberalization, as com- 
plainant states, would be ‘‘in terms of liberalizing the bases of charges”’ 
under tariffs subject to the rules. Although complainant was not re- 
quired to assail the rates themselves in attacking the reasonableness of 
the rules to which they are subject, we may not lose sight of the fact 
that the avowed object of the complaint is to bring about reductions in 
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freight charges. The evidence shows clearly that those reductions in 
the aggregate would be substantial. 

Such reductions may not be required except upon a showing that 
defendants’ present mixing rules are unlawful. It is the reasonableness 
of those rules and not of those proposed by complainant, which is jn 
issue. Complainant’s contentions are not. without elements of pi,usi- 
bility, as defendants concede. In principle the logic of using an averag- 
ing process in determining charges on mixed shipments cannc! be 
denied, particularly if the rates so used are class rates. A distinction 
between class rates and commodity rates in this respect was pointed 
out by division 3 in Mixed Volume Shipments between Western States, 
19 M. C. C. 455, 459, in which it was found that a rule similar to that 
proposed by complainant would be unlawful. The distinction is par- 
ticularly important where the commodity rates have been shaped so 
largely by carrier competition, as they have been in the West. In the 
case of transcontinental traffic we have found that the class rates apply 
mainly on noncompetitive traffic, most of the traffic to the Pacific coast 
being competitive and subject to lower commodity rates. All Freight 
to Pacific Coast, 248 I. C. C. 73, 85. On transcontinental traffic it appears 
that complainant’s proposal would seldom, if ever, apply in connection 
with class rates. It may be presumed that the western carload com- 
modity rates have been made no lower than necessary to meet com- 
petition and that they have been determined with reference to existing 
units of shipment and volume of carload movement. Under such cir- 
cumstances we consider that we are not warranted in requiring de- 
fendants to use rates of this kind in connection with complainant’s pro- 
posed mixing rule. 

It seems certain that complainant’s proposal would not only re- 
duce defendants’ gross revenue from mixed carloads but would also 
increase operating costs attributable thereto because of greater expense 
for billing and weighing. There is also some reason to believe that it 
would tend to cause greater loss and damage. Whether these elements 
would be offset by the economies incident to the substitution of car- 
load for less-than-carload service, which complainant stresses, is 
doubtful. 

Upon consideration of all the facts we find that the tariff rules 
assailed in the complaint are not unjust nor unreasonable. The com- 
plaint will be dismissed. 


Charges for Car Heater Service 


By a report in No. 20769, Charges for Protective Service 
to Perishable Freight—Protective Service Against Cold, em- 
bracing No. 28375, N. S. Sage vs. Alton et al., the entire Com- 
mission has determined the cost of furnishing protective service 
against cold under tariff rules, has prescribed maximum rea- 
sonable charges for service under rules 509, 510, 513, 515, 516, 
519, 526, 527 and 530 of the Perishable Protective Tariff (Agent 
Quinn’s I. C. C. No. 22), has found unjust and unreasonable 
the failure of the carriers in the east to provide “carriers’ 
protective service” within the territory served by them, and 
has found reasonable a demand of Idaho, Washington and 
Oregon apple and pear shippers for ‘“‘carriers’ protective serv- 
ice’ based on temperature within the car. The Commission 
gave the carriers six months from the date of issuance of its 
report in which to establish “‘carriers’ protective service” within 
eastern territory and from the Pacific northwest. 

On a finding that the complainant had offered no evidence 
that the assailed ‘‘ccompulsory” protective service provision of 
the defendants’ tariffs had operated to his disadvantage in 
comparison with other shippers or that it was in anywise un- 
— the Commission dismissed the complaint in No. 

The proceeding in No. 20769, the Commission said, was 
an investigation undertaken by it into the justness, reasonable- 
ness and lawfulness of the railroads’ charges applicable under 
section 5 of the Perishable Protective Tariff to the protection 
against cold of perishable freight from and to all points of 
origin and destination in the continental United States, and 
into and concerning the character, extent and cost of such 
service. Section 5 of the cited tariff embraced the special 
rules and charges applicable on perishable freight, in carloads, 
under protective service against cold. 


Charges Under Rules 509 and 515 


Rule 509 of the Perishable Protective Tariff, the Commis- 
sion said, provided that “modified carriers’ protective service” 
be furnished within heater territory on shipments originating 
within or outside of heater territory when such service was 
substituted in lieu of refrigeration or ventilation service. It 
added that rule 515 provided that “carriers’ protective service” 
would be furnished within heater territory to shipments of 
perishable freight loaded in refrigerator cars (1) originating 
within heater territory, (2) at point of entry into heater terti- 
tory, on shipments originating outside of heater territory when 
the waybill was so endorsed or instructions were received by 
the carrier’s agent at point of entry prior to the arrival of the 
shipment at that point, and (3) on shipments forwarded in 
box cars or lined cars from point of origin after transfer of 
the lading to refrigerator cars. The Commission noted that 
with certain exceptions the use of “carriers’ protective service’ 
was compulsory within heater territory on shipments of pota- 
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toes (other than sweet or yams) originating in heater territory 
in the period from November 16 to the following March 1. It 
said the charges for service under rule 509 and 515 were the 
same. It found that, for the future, charges not exceeding 
$8.50, $13.50, $18.50, $21.50, $24.50 and $27.50 a car for optional 
service under rules 509 and 515 and charges of $8, $11, $13, 
$15 and $17 a car for compulsory service under those rules, be- 
tween points in rate-base groups 1 to 6, respectively, as set 
forth in an appendix to the report, would be reasonable. 


Liquid Commodities 


Rule 510, according to the report, offered “shippers’ pro- 
tective service’’—protection against frost, freezing or artificial 
overheating by use of heaters furnished and installed by ship- 
per and serviced by carrier as directed by shipper—for ship- 
ments of various liquid commodities, including liquors, beer, 
grape juice, vinegar, syrup, canned goods, and ink. The Com- 
mission said charges by the gallon of liquid fuel or pound of 
solid fuel supplied by the carriers were provided for, with 
a minimum charge of 50 cents a car each time the carrier 
refueled or lighted the heaters, and a charge of $1 a car when 
the carrier removed the heater or heaters at an intermediate 
point at shippr’s request. The Commission said that in the 1937- 
1938 heater season respondents received only $3,690.40 for the 
services performed by them under rule 510, and that that 
amount was $20,463.60 less than the added cost of that service. 
It found that for the future a service charge not exceeding 
40 cents a heater period of 24 hours or fraction thereof, plus 
the charges presently provided for, would yield the respondents 
a reasonable return for service of the character now performed 
by them under rule 510. 


The Commission said that rule 513 provided that the car- 
riers, On instructions, would furnish heaters at points within 
heater territory, as described in rule 500 of the tariff, for 
shipment of potatoes in carloads, other than sweet potatoes 
or yams, from storage warehouses in the Chicago switching 
district for deliveries in the same terminal. Rule 514, it said, 
provided for furnishing by carriers, on instructions, of heater 
or heaters for preheating refrigerator or insulated cars or for 
heating such cars while in process of loading, while in transit, 
while stopped or held at intermediate points, and at final des- 
tination, with respect to perishable commodities except pine- 
apples, tomatoes or top-iced vegetables while at stop, hold or 
reconsigning points or at destinations within heater territory 
and shipments of bananas and cocoanuts. Rule 516, the Com- 
mission stated, provided for the furnishing by carriers, on 
instructions, of heater or heaters for use at loading points, in 
transit and at final destination for shipments of bananas and 
cocoanuts in straight or mixed carloads. It said that rule 519 
applied on pineapples and tomatoes at stations within heater 
territory and on tomatoes west of the Mississippi River outside 
of heater territory, and provided that the carriers, on instruc- 
tions, would furnish heaters, if available, for shipments at 
stop, hold or reconsigning points, or at destination. 


“Rule 526, applicable at stations within heater territory 
on shipments of vegetables in refrigerator cars with ice in the 
body of the car, but without ice in the bunkers,” the Commis- 
sion continued, “provides that the carriers, upon instructions, 
will furnish heaters, if available, for use at stop, hold, or re- 
consigning points, or at destination. Rule 527 provides that 
the carriers, upon instructions, will furnish heater or heaters, 
when available, prior to or during process of loading at points 


in heater territory for shipments of butter, eggs, cheese, dressed 
poultry, and honey.” 


Heater territory, it was explained in a footnote of the re- 
port, embraced ‘all stations in the states of Washington, Ore- 
gon, Idaho, Utah, Montana, Wyoming, Colorado, North Dakota, 
South Dakota, Nebraska, Kansas, Oklahoma, Minnesota, Iowa, 
Missouri, Arkansas, Wisconsin and Illinois, a few stations in 
northern California, the stations in a small area in northeast 
New Mexico and northwest Texas, the stations in the upper 
Peninsula of Michigan, the stations in Indiana except those in 
the state’s northeast corner, and the stations in the Cincinnati 
district of Ohio and the Louisville district of Kentucky.” 


Increased Charges Prescribed 


“The present charge for service under rules 513, 514, 516, 
519, 526 and 527,” said the Commission, “is $1.50 per heater 
for each period of 24 hours or fraction thereof. . .. The data 
Teporied by respondents omit costs necessarily incurred in 
transporting heaters used under the provisions of these rules. 
-.. We estimate the cost for transportation of heaters used... 
under the rules here discussed as approximately 10 cents per 
24-hour period, thus bringing the total average cost for service 


a rules 514 and 516 to approximately $2 per 24-hour 
mod...’ 


The Commission said the services rendered under rules 
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513, 519, 526 and 527 were practically identical with those 
rendered under rules 514 and 516, so that the cost must be 
practically the same as the cost of service under the latter 
rules. It found that for the future a charge not exceeding $2 
a heater for each 24 hours or fraction thereof for services 
under rules 513, 514, 516, 519, 526 and 527 would be reasonable. 

The report cited three provisions of rule 530. The first 
provision, or section, it said, provided for a charge of $2 a 
car for each 24 hours or fraction thereof in which a car was 
detained by the shipper after 36 hours after placement for 
loading with a shipment intended to be transported under 
rule 515; the second section provided for an additional charge 
of $2 a car for each 24 hours or fraction thereof after the 
first 24 hours after arrival in which a car transported under 
rules 509 or 515 was detained at intermediate stop, hold, or 
reconsigning points, or at destination, when the temperature 
was such as to require application of heat in all or a part of 
any 24-hour period. Section 3, it added, provided for protective 
service against cold on certain shipments transported under 
ventilation service while held on instructions at intermediate 
stop or hold points, or at final destination, at a charge of $2 
a car for each 24-hour period or fraction thereof that heaters 
were used, or when in lieu of the use of heaters, cars weré 
placed in warming houses or other enclosed structures. As to 
this rule, the Commission concluded: 


The charge under section 1 is a penalty for detention. It does not 
appear to be excessive. No objection to it is of record. We find that 
this charge is, and for the future will be, reasonable. 

The services performed under section 2 and 3 are identical. The 
record shows that service was rendered for a total of 13,470 periods at 
an aggregate cost of $32,364.45, after adjustment as hereinbefore indi- 
cated, or an average per 24-hour period of $2.40. We find that for the 
future a charge not exceeding $2.40 per 24-hour period or fraction 
thereof for the services now accorded under sections 2 and 3 of rule 
530 will be reasonable. 

By an order in the proceeding, the Commission required compliance 
with its findings with respect to rules 509 and 515 of the Perishable 
Freight Tariff on or before July 11. 


Cotton Rates and Minima 


The Commission, in a supplemental report and amendatory 
order in No. 28800, Blytheville Chamber of Commerce, et al., 
vs. Aberdeen & Rockfish Railroad Co., et al., embracing also 
No. 28655, Memphis Cotton Exchange, et al., vs. Chicago, Rock 
Island & Pacific Railway Co., et al., has modified finding 1 in its 
———” 259 I. C. C. 201 (see Traffic World, Dec. 30, 1944, 
p. ’ 

In connection with the rates on cotton, in carloads, mini- 
mum 50,000 pounds, from certain origins in the southwest and 
Mississippi valley to certain destinations in official territory, 
finding 1 was modified by prescribing as maxima 75 per cent 
of the any-quantity rates prescribed from and to the same points 
in Rate Structure Investigation, Part 3, Cotton. 165 I C. C. 595, 
plus three cents a 100 pounds. 

In the prior report finding 1 was as follows: 


1. The present rates here considered in connection with the 50,000 
pound minimum will be just and reasonable for the future, except in 
those instances in which such rates to destinations in official territory 
as described in the respective complaints exceed rates 75 per cent of 
the corresponding prescribed any-quantity rates or averages of those 
rates from and to points in groups, and in those instances, we find such 
rates will be unjust and unreasonable for the future to the extent that 
they may exceed rates upon that level. 


The Commission modified finding 1 by striking out the 
words ‘75 per cent of the corresponding prescribed any-quantity 
rates or averages of those rates from and to points in groups,” 
and by substituting in lieu thereof the words, ‘75 per cent of 
the any-quantity rates prescribed from and to the same points 
in Rate Structure Investigation, Part 3, Cotton, 165 I. C. C. 595, 
plus 3 cents per 100 pounds.” 


With respect to its action in the prior report, the Commis- 
sion said: 


As an example, we said that where the average of the any-quantity 
rates between such groups is 104 cents on New England trattic, the 
50,000 pound rates should not exceed 78 cents. 

However, in citing the above example and making the above find- 
ing, we overlooked the fact that the any-quantity and carload groups 
are not the same and that under the general increase of 1938 the any- 
quantity rates were subject to an increase of 5 per cent, while the car- 
load rates were subject to a flat increase of 3 cents per 100 pounds. In 
New Orleans Traffic Bureau vs. Atchison, T. & S. F. Ry Co., 229 I. C. C. 
74, 701, cited in the prior reports herein, we found, under similar cir- 
cumstances, that the maximum basis should be 75 per cent of the any- 
quantity rates prescribed from and to the same points in Rate Structure, 
Part 3, Cotton, 165 I. C. C. 595, plus 3 cents per 100 pounds. No different 
finding is warranted here. 


In the instant proceedings, the Commission denied petitions 
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for reopening and reconsideration filed by Arkansas Western 
Railway Co. and certain other southwestern carriers, defend- 
ants, and petitions for reargument and reconsideration filed by 
defendants in southern territory, by the Georgia-Alabama Tex- 
tile Traffic Association, et al., and by the Secretary of Agricul- 
ture and War Food Administrator, intervenors supporting the 
defendants, all in No. 28800 (see Traffic World, April 14, p. 969). 


Grain to Buffalo 


The Commission, by Commissioner Splawn, in No. 28995, 
Lewis Grain Corporation et al., vs. Baltimore & Ohio Railroad 
Co., et al., has found inapplicable the charges collected on inter- 
state shipments of grain, in carloads, from western points to 
Buffalo, N. Y., where they were stored in transit and later 
reshipped to destinations in eastern trunk line and New Eng- 
land territories. The applicable charges were found to be 
those based on the local rates from Buffalo to such destina- 
tions. The undercharges were found to have been outstanding 
and the applicable charges were not shown to have been un- 
reasonable or otherwise unlawful. The complaint was dis- 
missed. 

The complainants, said the Commission, were corporations 
dealing in grain at Buffalo, who alleged that so-called local 
rates sought to be collected on numerous carloads of grain 
shipped prior to August 1, 1942, from Buffalo to eastern trunk 
line and New England territories, such grain previously having 
moved from western points to Buffalo and having been stored 
there, were inapplicable. The Commission said it was asked 
to find the charges sought to be collected as undercharges on 
shipments delivered in the statutory period included in suits 
filed in court by the defendants on September 4, 15, and 19, 
1942, inapplicable, but, in the event such charges were ap- 
plicable, to find them unreasonable, unjustly discriminatory 
and unduly prejudicial, and to authorize the waiver of the 
collection of the alleged outstanding undercharges. 

No substantial evidence was introduced to prove the allega- 
tions of unjust discrimination and undue prejudice, said the 
Commission, adding that, on the contrary, it appeared that 
charges were assessed other dealers at Buffalo and other lake 
ports based on full compliance with the tariff rules. 

“Nor was there any evidence to support the allegation of 
unreasonableness,” said the Commission. “Complainants con- 
tend that under the circumstances surrounding the movemert 
of the grain here in issue the application of the local rates is 
unreasonable but there is no attack on the local rates or transit 
rules as such. The question is whether or not under the cir- 
cumstances the shipments in issue could have moved under the 
tariffs on any rates other than the local rates from Buffalo. 
The determination of this question, adversely to complainants 
as it must necessarily be, is controlling of the issues raised 
under both sections 1 and 6 of the act.” 





Tulsa Union Depot Status 


Finding the Tulsa Union Depot Co., Tulsa, Okla., to be a 
lessor as defined in section 20(8) of the interstate commerce 
act, the Commission, division 1, Commissioner Mahaffie dis- 
senting, by a report and order in No. 29145, Status of the Tulsa 
Union Depot Co., has discontinued the proceeding. 

Explaining that an investigation was instituted May 23, 
1944, to determine whether the depot company was a common 
carrier or a lessor, the division concluded: 


From the facts before us it seems clear that the three respondent 
carriers are using and occupying the property of the depot company 
as lessees under a lease, and that this use constitutes operation of the 
building as a passenger terminal or terminal facility, and, therefore, 
we find that the depot company is a lessor. The functions of the depot 
company are not of such nature as to support a finding that it is en- 
gaged in transportation as a common carrier for hire. It follows that 
the depot company will be expected in the future to comply with sec- 
tion 20 of the act and requirements thereunder as a lessor... . 


The depot company, continued the division, owns the union 
passenger station at Tulsa used by the Frisco, Santa Fe, and 
M-K-T railroads, the land occupied by the station proper having 
been conveyed to the company by the Frisco for a period ending 
September 29, 1959, at which time the depot company’s owner- 
ship of the buildings and other structures will terminate, when 
they will revert with the land to the Frisco or its successor. 
The depot company, said the division, owns no tracks, the 
trackage adjacent to the station belonging to the Frisco and 
being used by the three railroads under a trackage agreement 
of June 19, 1929. On the latter date, the division continued, a 
“lease and construction agreement” was signed by the railroads 
and the depot company. 

“The predominant interest of the Frisco is indicated by the 
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fact that 20 of its passenger trains operate into and out of 
the depot, whereas the Santa Fe and the Missouri-Kansas-Texas 
have four each,” commented the division. Continuing, the divi- 
sion said: 

Manifestly the Tulsa union depot is a terminal or terminal facility 
used or necessary in the transportation of persons, and it is therefor 
within the term ‘‘railroad’’ as defined in section 1(3)(a) of the act, de- 
spite the fact that the depot company neither owns nor operates any 
track. The essential question to be decided is whether the station, 
viewed as a railroad, is leased to and operated by the three carriers 
or whether the depot company is engaged in transportation as a common 
carrier for hire and in that capacity operates the station. 


The division reviewed the requirements of the lease with 
respect to maintenance of the building and station services by 
the depot company and its employes, the nature of the rela- 
tions between these employes and the four respondent com- 
panies, and certain activities performed at the terminal by 
employes of the railroads. 

The depot company, said the division, was incorporated in 
1929, for use of the three respondent carriers, each of which 
owned one-third of its capital stock. The three carriers, said 
the division guaranteed payment of $1,700,000 bonds issued by 
the depot company for financing the station’s construction. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Comméesion 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Crude Talc 


No. 29138, American Lava Corporation vs. Eastern Steam- 
ship Lines, Inc., et al. The Commission, by Commissioner Miller. 
Assailed rate on imported crude talc, ground, in paper bags, 
in carloads, transported over water-and-rail route from New 
York, N. Y., to Chattanooga, Tenn., on and between April 14, 
1939, and February 6, 1940, found unreasonable to the extent 
that it exceeded 48 cents a 100 pounds, minimum weight 60,000 
pounds, but not otherwise unlawful. Reparation of $392.13, 
with interest, awarded. 


Cement 


No. 29171, Colorado Portland Cement Co., vs. Union Pacific 
Railroad Co. et al. By the Commission, division 3. Assailed 
rate on cement, in carloads, from Boettcher, Colo., to Stratford, 
Etter, and Dumas, Tex., between August 26, 1942, and Septem- 
ber 22, 1942, found unreasonable to the extent it exceeded 25 
cents a 100 pounds to Etter and Stratford, and 28 cents a 
100 pounds to Dumas. Reparation, with interest, awarded. The 
division said the evidence of record was not sufficient to sup- 
port a finding that complainant was damaged by reason of any 
undue prejudice that might have existed, and a finding based 
on the allegation of undue prejudice would serve no useful 
purpose. It also said that a land-grant deduction of 1.557 cents 
a 100 pounds was allowed the United States Government on 
three shipments to Etter that moved on government bills of 
lading on land-grant rates. With respect to these three ship- 
ments, the division continued, the cement was sold on a de- 
livered basis and the freight charges were deducted from the 
invoices and borne by complainant. In arriving. at the amount 
of reparation on these three shipments, said the division, only 
the charges actually borne by complainant should be considered. 
The division cited United States vs. Southern Pacific Co., 25 
ICC 255. 


SHIPMENT ALTERATION QUESTION 


Finding that the applicant had failed to establish ‘“grand- 
father” rights, the Commission, division 5, in a report and 
order in MC 30559, Otis Evans Common Carrier Application, 
denied a certificate and said that the protestants had definitely 
disproved, or presented evidence of a nature that raised doubt 
and uncertainty with respect to, the authenticity of more than 
half of 145 shipments made by the applicant, a Stoneville, N. C., 
motor carrier. 

The 145 shipments, said the division, were listed as having 
been transported prior, and many subsequent, to the statutory 
date, and involved all the commodities listed in abstracts as 
having been transported prior to June 1, 1935, except oils, 
chemicals, and plumbing supplies. The division said that no 
probative value could be given to any of the abstracts of 
shipments, and that the applicant’s own testimony also raised 
some doubt as to the authenticity of the bills covering oils. 

The division said the applicant stated that he was a man of 
very little education; that he could not read and write, other 
than to sign his name; and that he employed others to transact 
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his business affairs. The division said the applicant emphatically 
denied any knowledge of the alteration of dates on the sup- 
porting bills and was unable to explain a uniform bill-of-lading 
stamp, effective June 15, 1941, on bills of lading dated prior to 
that date, or certain other alterations, discrepancies, and irregu- 
larities. 































Commission Moior Reports 


‘An asterisk before the docket number means that the report 
will not be printed in full cn the permanent series of motor carriei 
reports of the Commission. Mimeographed copies of such reports in 
jull may be obtained by prompt application to the Commission.,) 


MC 52110, Sub. 25, Brady Transfer & Storage Co., Inc., 
Fort Dodge, la., extension. Certificate granted, with conditions. 
General commodities, with exceptions, serving points in the 
Chicago, Ill., commercial zone, other than Chicago and East 
Chicago, to the same extent that applicant was now authorized 
by certificate MC 52110 to serve Chicago in both regular and 
irregular route operations. 

MC 55843, Sub. 2, Saginaw Transfer Co., Saginaw, Mich., 
extension. Certificate denied. General commodities, (1) between 
Saginaw and Bay City, Mich., over a regular route, serving the 
intermediate point of Midland, Mich., and (2) to and from 
Bay City, Flint, Lansing, and Grand Blanc, Mich., as extensions 
of present operation. 

MC 16682, Sub. 17, Murray and Alexander Shapiro, New 
York, N. Y. Certificate granted, with conditions. Store fixtures, 
hotel equipment, and kitchen equipment, uncrated, restricted 
so as not to include the transportation of gas ranges except 
when a part of a shipment of store fixtures, hotel equipment, 
or kitchen equipment, (1) between New York, N. Y., and Wee- 
hawken, N. J., on the one hand, and, on the other, points in 
Me., N. H., Vt., Mass., Conn., R. I., N. Y., N. J., Pa., Md., Del., 
Va, W. Va., N. C., S. C., Ga. Fla., O., and the District of 
Columbia; (2) between Norwalk, Conn., on the one hand, and, 
on the other, points in Me., N. H., Vt., N. C., S. C., Ga., and 
Fla.; and (3) from New York and Weehawken to points in Ind., 
Ill, and Mich.; and damaged, refused, rejected, and used or 
exchanged shipments of the aforementioned commodities on 
return, all over irregular routes. 

MC 39937, B. W. Healey, Pittsburgh, Pa. Certificate de- 
nied. General commodities, with exceptions, between various 
points in Pa., Md., Va., W. Va., and the District of Columbia, 
over regular and irregular routes. 

















































































































MOTOR FINANCE CASES 

MC F-2547, R. W. Lee, et al.—Control; Lee Way Motor Freight, 
Inc.—Purchase—The Ark Transportation Lines, Inc. Purchase by Lee 
Way Motor Freight, Inc., of Oklahoma City, Okla., of certain operating 
tights and property of The Ark Transportation Lines, Inc., of Arkansas 
City, Kans., and acquisition of control of said operating rights and 
property by R. W., Bessie L., Robert E., and Betty Lou Lee, all of 
Oklahoma City, through said purchase, approved. and authorized, sub- 
ject to conditions. 

MC F-2802, Fox Refrigerator Lines, Inc.—Purchase—The Luper 
Transportation Co. Application for authority under section 210a(b) of 
Fox Refrigerator Lines, Inc., of Oklahoma City, Okla., for temporary 
operation of a portion of the motor-carrier rights of The Luper Trans- 
portation Co. of Wichita, Kans., denied. 

MC F-2788, L. R. Strickland—Control; Strickland Transportation Co., 
In.—Lease—Dallas & Ft. Worth Motor Freight Lines, Inc., and J. P. 
Tarry. Application for authority under section 210a(b) of Strickland 
Transportation Co., Inc., of Dallas, Tex., for temporary operation of 
the motor-carrier properties of (1) Dallas & Ft. Worth Motor Freight 
Lines, Inc., also of Dallas, and (2) J. P. Tarry, doing business as The 
J.P. Tarry Co., of Wichita Falls, Tex., granted April 16, with conditions. 

MC F-2653, Kirke Couch—Control; Herrin Motor Lines, Inc.—Pur- 
chase—Leonard Truck Lines, Inc. Purchase by Herrin Motor Lines, 
Inc., of Shreveport, La., of the operating rights and certain property of 
Leonard Truck Lines, Inc., also of Shreveport, and acquisition of control 
of said operating rights and property by Kirke Couch, of Shreveport, 
through said purchase, approved and authorized, subject to condition. 






























COMMISSION ORDERS 

1. & S. 5271, Liquefied petroleum gas in south and southwest, and 
Fourth Section Application 20563, Liquefied petroleum gas from south- 
west. Order of March 21, amended to reopen proceedings for reargument 
: well as reconsideration, reargument having been denied by order of 
March 21, 

No. 29088 and Sub. 1, Butler Iron and Steel Co. vs. B. & O. et al. 
Complaints dismissed. 
_ No. 29132, North D. Hayes vs. C. R. I. & P. et al. 
Missed for want of prosecution. 

No. 29154, M. Glosser & Sons vs. B. & O. et al. Complaint dismissed. 

MC-F 2597, Bernard Casser, control, Crescent Express Lines, Inc. 
etition filed by Hudson Transit Lines, Inc., protestant, for reconsider- 
ation by Commission of order of Commissioner Porter of January 19, 
denying petition of said protestant for issuance of subpoenas duces 
tecum, denied. 

MC-F 2722, R. F. Hemperley, purchase, W. H. Johnson. Petition of 
applicants for reconsideration by Commission of order of division 4 of 











Complaint dis- 
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January 26, denying temporary authority under section 210a(b), denied. 
No. 28947, American Agricultural Chemical Co. et al. vs. A. C. L. 


et al., and No. 28947 Sub. 1, Armour & Co. vs. Same. 
reconsideration solely as to reparation. 

No. 29029, Safety Guard & Manufacturing Co. vs. A. T. & S. F. et al. 
Effective date of order of December 4, 1944, further postponed to June 1. 

W-543, Seatrain Lines, Inc., common carrier applications. Applicant 
granted leave to file petition for reconsideration on or before April 26. 

W-751, Commercial Barge Lines, Inc., extension applications. Effec- 
tive date of second amended certificate and order of January 1 further 
postponed to May 26. 

No. 29019, Adams Transfer & Storage Co. et la. vs. Aberdeen & 
Rockfish et al. Complaint dismissed. 

Il. & S. 5297 and |. & S. M-2418, Silver plated iron or steel bearings. 

Order of January 2, further modified insofar as it requires cancellation 
of schedules suspended in I. & S. M-2418, to become effective May 21, 
on not less than one day’s notice, instead of April 20. 
MC 81592, Sub. 3, William F. Paus, extension, Eau Claire-Ladysmith, 
Wis. Report and order of July 3, 1944, modified so as to authorize 
issuance to applicant, on compliance with sections 215 and 217 of act 
and rules and regulations, thereunder, of a certificate to operate as 
a common carrier by motor vehicle, in interstate or foreign commerce, 
of passengers and their baggage and of express and newspapers in 
same vehicle with passengers, as follows: 

Between Eau Claire, Wis., and Ladysmith, Wis.: From Eau Claire 
over U. S. Highway 53 to Chippewa Falls, Wis., thence over Wisconsin 
Highway 29 to Cadott, Wis., thence over Wisconsin Highway 27 to 
junction Chippewa County Trunk Highway M, thence over such highway 
to Holcombe, Wis., thence return over Chippewa County Trunk Highway 
M to junction Wisconsin Highway 27, and thence over Wisconsin High- 
way 27 to Ladysmith, and return. Service is authorized at all inter- 
mediate points. The above-described authority is conditioned upon appli- 
cant requesting in writing the cancellation of the certificate issued 
him in No. MC 81592 on April 28, 1942, which embraces part of the 
above-described authority. 

This order shall become effective June 1, unless any party-in- 
interest shall show cause, if any there be, in writing verified under 
oath, why report and order of July 3, 1944, should not be modified in 
manner described above. 

MC 100948, Sub. 6, Nelson Bros., Inc., extension of operations, Colo- 
rado, Wyoming. Findings of report on reconsideration and order of 
August 22, 1944, which was embraced in a report on reconsideration 
and order under MC 100749, Sub. 3, Nelson Bros., Inc., extension of 
operations, Texas, Colorado, modified so as to include in appendix 
to said report under MC 100948, Sub. 6, Colorado Springs, Colo., as a 
point of destination, making that portion of appendix read as follows: 

MC 100948 (Sub. No. 6)* From Caspar and Parco, Wyo., and points 
within 5 miles of each of such points to Hotchkiss, Castle Rock, Uravan, 
Naturita, and Colorado Springs, Colo. ‘‘Additional points of destination 
as to which applicants proved public convenience and necessity are 
Walcott, Montrose, Steamboat Springs, Glenwood Springs, Grand Junc- 
tion, Rifle, Delta, Craig, and Gunnison, Colo. However, in order to 
avoid duplication of the authority granted in No. MC 100948 (Sub. No. 
7), these points have been eliminated. 

This order shall become effective June 1, unless any party-in-interest 
shall show cause, if any there be, in a writing verified under oath, 


why report and order of August 22, 1944, should not be modified in 
manner described above. 


Reopened for 


Railroad Abandonments 


F. &. C. 


Permission to abandon approximately 136.1 miles of rail- 
road and to construct about 29.5 miles of railroad in Florida 
has been granted the Florida East Coast Railway Co. trustees 
by the Commission, division 4, by a report and certificate in 
Finance No. 14590, Florida East Coast Railway Co. Trustees 
Construction and Abandonment. 

Abandonment was permitted with conditions for protection 
of employes who might be adversely affected substantially 
the same as those imposed in Chicago, Burlington & Quincy 
R. Co. Abandonment, 257 I. C. C. 700, said the division. 

“In order to provide adequate protection for the employees 
who may be adversely affected the applicants have stipulated 
with the Brotherhood of Locomotive Engineers, the Brother- 
hood of Railway Trainmen, and the Railway Labor Executives’ 
Association that in our certificate authorizing the abandon- 
ment sought we may insert certain specified conditions agreed 
upon by and between the parties named,” said the division. 

The line to be abandoned, said the division, was that por- 
tion of the Okeechobee branch extending from its crossing 
with the applicant’s Titusville branch at Maytown, milepost 
16.4, in a general southeasterly direction to milepost 152.5 on 
the northeast shore of Lake Okeechobee, about 14.6 miles south 
of Okeechobee, all in Volusia, Seminole, Orange, Osceola, In- 
dian River, Okeechobee, and Martin counties. 

The division said the line to be constructed would extend 
from milepost 152.5 in a northeasterly direction to a connec- 
tion with the F. E. C. main line at Fort Pierce, all in Martin 
and Saint Lucie counties. Continuing, the division said: 


Considerable difficulty has been encountered by the applicants in 
their attempt to render satisfactory service over the long branch line 
for the vegetable traffic which must move at high speeds on established 
schedules. After many years’ consideration the conclusion was reached 


that the only feasible plan is to build a short cut-off to its double-track 
main line, and in view of the small amount of traffic dependent on the 
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line between milepost 152.5 and Maytown, and the prospect of soon 
losing the principal traffic dependent thereon, to abandon that segment. 


The division found that the present Okeechobee branch did 
not constitute an outlet for the movement of traffic from the 
lake region as satisfactory or desirable from the standpoint 
of operating efficiency and economy as did the route embraced 
in the proposed cut-off, and that the additional expenditure 
required for rehabilitation of the present line for that pur- 
pose would be an economic waste because no substantial bene- 
fit would accrue to the shipping public. 


By operating over the cut-off the applicants would affect 
savings of approximately $200,000 annually, and a saving 
would be made in the cost thereof as compared with approxi- 
mately $900,000 for rehabilitating the line sought to be aban- 
doned, said the division. 

Construction of the cut-off as proposed was reasonably 
required if the vegetable industry along Lake Okeechobee was 
to be afforded the efficient and adequate transportation service 
that the traffic required, said the division. 

With the depletion of sawmill timber in the vicinity of 
the line proposed to be abandoned, said the division, the terri- 
tory served was developing as a cattle-producing region, but 
such traffic moved by truck to a large cattle market at Kissim- 
mee and did not require the facilities of the Okeechobee rail 
branch. 

Santa Fe 


In Finance No. 13773, Atchison, Topeka & Santa Fe Aban- 
donment, the Commission, division 4, by an order has granted 
permission to the Railway Labor Executive’s Association to in- 
tervene in the proceeding for the purpose of filing a petition 
for reopening and reconsideration on the question of protection 
of the applicant’s employes who might have been adversely 
affected by the abandonment therein permitted, and has ex- 
tended for an additional period of two years the period for 
which jurisdiction was reserved, and the abandonment certifi- 
cate issued April 7, 1943, for consideration of the question 
whether conditions should be imposed for protection of the ap- 
plicant’s employes. 


T. & P. 


The Commission, by an order in Finance No. 13981, Texas 
& Pacific Railway Co. Abandonment, Etc., has denied the 
T. & P.’s petition for reconsideration and vacation or modifiza- 
tion of the Commission’s supplemental order permitting the 
Railway Labor Executives’ Association to intervene for the 
purpose of filing a petition for reopening and reconsideration 
of the question of the protection of the T. & P.’s employes who 
might have been adversely affected by the abandonment per- 
mitted in the instant proceedings (see Traffic World, Feb. 10, 
p. 321). The T. & P. had asked the Commission to deny the 
labor executives’ petition (see Traffic World, Feb. 17, p. 392). 


Lehigh Valley 


By a report and certificate in Finance No. 14849, Lehigh 
Valley Railroad Co. of New Jersey, et al., Abandonment, the 
Commission has permitted abandonment by the Lehigh Valley 
of New Jersey, and abandonment of operation by the Lehigh 
Valley Railroad Co., lessee, of a branch line of railroad in 
Middlesex county, N. J. 


Tuckaseegee & Southeastern 


Saying that because of undermaintenance its line of rail- 
road was unsafe for operation and that it was forced to dis- 
continue service, the Tuckaseegee & Southeastern Railway Co., 
in Finance No. 14905, has asked the Commission for authority 
to abandon its entire line extending 12.179 miles between Sylva 
and East LaPort, Jackson county, N. C. 

The T. & S., headed by Mrs. Joseph Keys, president, told 
the Commission it did not have funds with which to repair the 
line, and that the cost of rehabilitation would greatly exceed 
any possible revenues from traffic that would originate or ter- 
minate on its line. 

“This would impose an unreasonable burden on interstate 
commerce,” said the T. & S. “Also, on account of reduced traf- 
fic it was necessary to ask the train crew to work on a three 
days per week basis; this they refused to do, asking for their 
release and being unable to employ a new crew, the applicant 
was forced to suspend operations.” 


Union Pacific 


By an order in Finance No. 13799, Union Pacific Railroad 
Co. Abandonment, the Commission, division 4, extended for an 
additional period of two years beyond April 12 the period for 
which jurisdiction was reserved, in the certificate and order, 
dated April 12, 1943, authorizing abandonment of a rail line in 
this proceeding, for consideration of the question whether con- 
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ditions should be imposed for protection of employes of the 
Union Pacific who might have been adversely affected by the 
abandonment. The Commission said the instant order was 
issued on further consideration of the record in Finance No, 
1379S and of a petition of the Brotherhood of Maintenance of 
Way Employes and the Railway Labor Executives’ Association 
for reopening and reconsideration, and the applicant’s answer 
thereto. 


UNCONTESTED FINANCE CASE 


F. D. No. 14855, Alton Railroad Company Trustee Notes, granting 
authority to issue at par not exceeding $838,128 of promissory notes, 
consisting of three notes in the principal amount of $279,376 each, in 
further evidence of, but not in payment of, the unpaid portion of the 
cost of certain equipment purchased under a conditional sale agree. 
ment. Approved. 

Report and order in F. D. No. 14802, R. S. Fox Purchase, (Port 
Townsend Southern Railroad) authorizing purchase by R. S. Fox of 
the railroad properties of the Port Townsend Southern Railroad Co,, 
which are to continue to be operated in interstate commerce. Approved, 

Report and order in F, D. No. 14874, Chattahoochee Valley Railway 
Co. Note, granting authority to issue a promissory note in the face 
amount of not exceeding $100,000 to evidence a loan in a like amount, 
the proceeds to be applied to the payment at maturity on June 26, 1945, 
of the applicant’s outstanding note in the reduced principal amount of 
$120,000. Approved. 

Report and order in F. D. No. 14878, Minneapolis & St. Louis 
Railway Co. Note, granting authority to issue at par a promissory note 
for not exceeding $607,233.56 in further evidence of, but not in payment 
of, the unpaid portion of the purchase price of certain locomotives to 
be acquired under a conditional sale agreement. Approved. 


FINANCE APPLICATIONS 


MC F-2053 (supplemental), Consolidated Freightways, Inc., Port- 
land, Ore., asks authority to extend for one year from June 28, its 
lease of certain operating rights of R-B Freight Lines, Inc., Aberdeen, 
=. C. 
MC F-2810, L. F. Miller and F. D. Miller, dba Miller & Miller 
Motor Freight Lines, Wichita Falls, Tex., ask for authority to purchase 
certain operating rights and property of Dalby Motor Freight Lines, 
Ine., Lubbock, Tex. 

MC F-2811, West Coast Fast Freight, Inc., Los Angeles, Calif., 
asks authority to purchase, and temporarily to operate certain operating 
rights and property of S. N. Drum, dba Colorado Pacific Lines, Durango, 
Colo., and Ed Haines, dba Haines Motor Freight, Durango, Colo. 

MC F-2812, E. C. Chandler, dba Everett’s Freight Line, Chattanooga, 
Tenn., asks authority to purchase, and temporarily to operate, certain 
operating rights of Glenn W. Brown, trustee, Louisville-Chattanooga 
Motor Express, Inc., Chattanooga, Tenn. 

MC F-2813, William E. McNamara and John F. Griffin, dba Imperial 
Freight Lines, Rensselaer, N. Y., asks authority to purchase certain 
operating rights of Hamblen Motor Express, Inc., Syracuse, N. Y. 


PETITIONS FOR REHEARING, ETC. 


No. 28750, Subs. 3, 6, and 9, In the matter of installation of block 
signal or other systems intended to promote safety of railroad opera- 
tion, under paragraph (b), section 25, of interstate commerce act. 
Kansas City Southern Railway Co. asks for a further extension of time 
within which to comply with Commission’s order of December 30, 1942, 
as amended. 

No. 19501, John Arko et al. vs. A. T. & S. F. et al. 
ask for reopening and reconsideration. 

No. 28699, A. E. Staley Manufacturing Co. vs. Alton et al. Northern 
Pacific Railway Co., Great Northern Ry. Co., Chicago, Burlington & 
Quincy Railroad Co., Union Pacific Railroad Co., and Chicago, Mil- 
waukee, St. Paul & Pacific Railroad Co., ask for reopening, rehearing 
and reconsideration, and for postponement of effective date of Com- 
mission’s order. 

MC-F. 2435, James D. Van Hooser et al., control, Consolidated Bus 
Lines, Inc., and Central Bus Lines, Inc. Applicants ask Commission 
to modify report and order of June 15, 1944, as modified December 5, 
1944, by order of division 4, so as to extend time of compliance with 
certain conditions. 

MC-F 2662, Jennie W. Van Hooser et al., dba Short Way Lines, pur- 
chase, Don D. Utter et al., dba Short Way Lines, and MC-F 2664, Jennie 
W. Van Hooser et al., control, Kentucky-Virginia Stages. Applicants 
ask for stay of effective date and for reconsideration and modification of 
order of division 4 of March 15. 

MC-F 2663, Wylie Dobbs et al., purchase, James D. Van Hooser et 
al., dba Western Kentucky Stages. Applicants ask for reconsideration 
and extension of effective date of order of March 15. 

MC-F 2766, Texas-Arizona Motor Freight, Inc., lease, Dalby Motor 
Freight Lines, Inc. Texas-Arizona Motor Freight, Inc., asks for author- 
ity temporarily to operate motor carrier properties of Dalby Motor 
Freight Lines, Inc. 

MC-F 2810, L. F. Miller and F. D. Miller, dba Miller and Miller 
Motor Freight Lines, lease, Dalby Motor Freight Lines, Inc. Miller 
and Miller Motor Freight Lines asks for authority temporarily to operate 
motor carrier properties of Dalby Motor Freight Lines, Inc. 

MC-F 130, Greyhound Corp., issuance of preference stock. Applicant 
asks that MC-F 457, Greyhound Corp., issuance of stock, and MC-F 130, 
be consolidated, and order of March 14 in each docket be set aside and 
in lieu thereof a new order be entered. 

MC-F 457, Greyhound Corp., issuance of stock. Applicant asks that 
MC-F 130, Greyhound Corp., issuance of preference stock, and MC-F 457, 
be consolidated, and order of March 14 in each docket be sei aside 
and in lieu thereof a new order be entered. 


Complainants 
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Liquid Carbon Dioxide Rates 


Examiner C. E. Stiles, in No. 29163, Cardox Corporation 
vs. Ahnapee & Western Railway Co., et al., has recommended 
that the Commission find unreasonable the assailed ratings and 
rates on controlled low-temperature, low-pressure liquid carbon 
dioxide, in tank-car loads, throughout the United States, to the 
extent that they exceeded or might exeeed ratings and rates 
made 23.5 per cent of first-class rates in official classification 
territory, 22.5 per cent of first-class rates in western and south- 
ern classification territories, and interterritorially by the per- 
centage prescribed for the origin or the destination territory, 
whichever governed in the making of class rates under the 
ae tariffs, subject to a minimum weight of 48,000 
pounds. 

The Commission should further find, the examiner recom- 
mended, that the ratings and rates assailed on controlled low- 
temperature, low-pressure liquid carbon dioxide in tank-car 
loads unduly prejudiced the complainant’s traffic; that solidified 
carbon dioxide was unduly preferred; and that this undue 
prejudice and preference wouid be removed by the establish- 
ment of the ratings and rates proposed to be found reasonable 
in the instant proceeding. 

Application of ratings on liquid carbon dioxide of 23.5 per 
cent of first-class rates in official territory and 22.5 per cent 
of first-class rates in western and southern territories, said the 
examiner, would produce rates, and minimum revenues based 
on a loading of 48,000 pounds, as follows: in official territory, 
for 100 miles, a rate of 15 cents a 100 pounds, and revenue of 
$72 a car, and for 600 miles, a rate of 32 cents, and revenue of 
$153.60 a car; western trunk line, zone I, for 100 miles, a rate 
of 16 cents, revenue of $76.80 a car, and for 600 miles, a rate 
of 40 cents, revenue of $192 a car; southwestern, zone III, for 
100 miles, a rate of 20 cents, revenue of $96 a car, and for 600 
miles, a rate of 50 cents, revenue of $240 a car; and southern, 
for 100 miles, a rate of 18 cents, revenue of $86.40 a car, and 
for 600 miles, a rate of 43 cents, and revenue of $206.40 a car. 


The examiner said he was not convinced that the excep- 
tions ratings accorded on dry ice were, as the defendants al- 
leged, on a considerably depressed basis, and therefore not 
helpful as a guide in judging the reasonableness of the rates on 
controlled low-temperature, low-pressure liquid carbon dioxide. 

“In view of the close physical and commercial relation 
between these two forms of carbon dioxide, we think the excep- 
tions ratings and rates on dry ice are of the greatest value in 
judging the reasonableness of the ratings and rates on con- 
trolled low-temperature, low-pressure liquid carbon dioxide,” 
said the examiner. “Ratings and rates on other compressed 
gases moving in tank cars are also very helpful to this end, 
when allowances are made for the differences in transportation 
hazards and average loadings. Many of these compared gases, 
such as liquefied oxygen, anhydrous ammonia, liquefied petro- 
leum gas, and liquefied chlorine gas present greater transpor- 
tation hazards than controlled low-temperature, low-pressure 
liquid carbon dioxide.” Continuing, he said: 









































































































































The general level of rates on liquid carbon dioxide, in comparison 
with the general level on some of the last-mentioned commodities when 
the latter move at the exceptions ratings, are as follows: 200 per cent 
of rates on liquefied oxygen in official territory, 257 per cent in W. ‘I. L. 
and Southwestern territories, and 171.4 per cent in southern territory; 
150 per cent of rates on anhydrous ammonia in W. T. L. and south- 
western territories; and 138.4 per cent of rates on liquefied petroleum 
gas in official territory. Commodity rates lower than the exceptions 
ratings on the compared commodities are not refiected in this compari- 


_ The ‘failure of the western carriers to defend the issues herein is 
Significant. 













_ Liquid and solidified carbon dioxide are the same product 
in different form, corresponding in that respect to water and 
Ice, explained the examiner. In converting gaseous carbon 
dioxide, he continued, the first step was the liquid, the sec- 
ond step the solidified form, the latter requiring first the cre- 
ation of snow and then its compression into blocks and the 
recompressing and cooling of the gas resulting from the creation 
of the snow. 

. the liquid is the raw product from which the solidified 
IS Manufactured,” said the examiner. “Clearly, therefore, the 
Cost of original manufacture of the solidified product in a given 
Plant exceeds the cost of the liquid product. This resulting dif- 
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ference in value is an element for consideration in the mak- 
ing of transportation rates.” 


With respect to competitive features of the two dioxides, 
the examiner said: 


Liquid and solidified carbon dioxide have various common usages, 
making them competitive with each other. A converting or liquefying 
device readily converts solidified carbon dioxide to a liquid; so that 
wherever the liquid product is used, if rail transportation of substantial 
distance is required, under the present rate adjustments it is more 
economical for the user to purchase and ship dry ice and convert it to 
a liquid at destination. As a fire extinguishing agent, the two forms 
of the product are highly competitive. The 87 military airfields east 
of the Rocky Mountains having carbon dioxide crash fire extinguishers 
all have dry-ice converters, and complainant’s sales of the liquid prod- 
uct to these airfields decreased 40 per cent after installation of the 
converters. Three out of four of the large manufacturers of carbon 
dioxide hand fire extinguishers and store and factory extinguisher sys- 
tems purchase dry ice and convert it to liquid form for use. Carbon 
dioxide storage units for overseas shipment may be filled with either 
the liquid or solidified product. The two forms of the product come 
into competition also at bottling works. There is an enormous potential 
competition in the use of the liquid and the solidified product as a re- 
frigerant which is prevented from development at present by the great 
rate disparity. 

All of these facts go to prove that the present spreads in the rates 
on the two forms of carbon dioxide are unreasonable, unduly prejudicial 
of controlled low-temperature, low-pressure liquid carbon dioxide, and 
unduly preferential of dry ice. 


In the instant proceeding, said the examiner, representative 
carriers throughout the United States were made defendants, 
but only carriers in official and southern territories were rep- 
resented at the hearing and filed briefs. 

“Due to the present global war, army directives, which are 
not controlled by transportation costs, have sent complainant’s 
rail shipments where they have been urgently needed regardless 
of freight rates,” averred the examiner. “With the close of the 
war, the extent to which new outlets can be found for liquid 
carbon dioxide will depend in a large measure on delivered 
costs, and freight rates are.an important part of such costs. At 
present nearly 90 per cent of complainant’s shipments of this 
commodity are moving by truck, and only about 10 per cent 
by rail. Thus, during the first half of 1944, complainant shipped 
14,296 tons by truck, and 1,795 tons by rail. A reduction of 


rail rates would result in a greater proportion of its shipments 
moving by rail... .” 


Vegetable Express Rates 


In a proposed report in No. 29184, D. W. Davies vs. Rail- 
way Express Agency, Inc., Examiner J.-P. McGrath has recom- 
mended that the Commission find not unreasonable the assailed 
express rates on vegetables, in carloads, from points in Louisi- 
ana and Mississippi to St. Louis, Mo., Chicago, Ill., Detroit, 
Mich., Cleveland, O., Colorado Springs, Colo., and certain other 
destinations in the same states. The examiner also recom- 
mended that the Commission find not sustained, an allegation 
that the defendant express agency furnished free of charge 
refrigeration on less-than-carload express shipments of vege- 
tables from New Orleans and Poydras Junction, La., to St. 
Louis and certain other destinations, and that it dismiss the 
complaint. 

Said the examiner: 


A carload rate which exceeds the corresponding less-than-carload 
rate manifestly is an anomaly. The essential issue, however, is wehther 
the carload rates assailed are unreasonable. These rates are the rates 
which the Commission prescribed as maximum reasonable rates in 
Express Rates 1922, 83 I. C. C. 606, 89 I. C. C. 297, as modified by the 
authorized general increase of 5 per cent in 1939. The rates assailed 
are on the same basis as the carload express rates from points in 
Louisiana and Mississippi to other destinations throughout the United 
States. 

The evidence does not warrant a finding that the rates assailed, 
as carload rates, are unreasonable. 

AS complainant is primarily a carlot shipper and distributor 
and does not operate a warehouse for the receipt of vegetables at 
Chicago or at any of the other destinations, he apparently is not 


interested in the question of whether defendant’s tariff naming the 
carload rates should contain a specific rule of general application, sub- 
stantially the converse of the rule in the express classification with 
respect to charge on less-than-carload shipments, under which vege- 
tables in quantities greater than those ordinarily tendered for shipment 
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in less than carloads.will be accepted by defendant for movement as 
less than carloads at the less than carload rates where lower than 
the carload rates. Complainant made no point on this question, and, 
so far as the record shows, there is no complaint with respect thereto 
by other shippers. The question therefore need not be further consid- 
ered. 


The examiner averred that no substantial evidence was 
submitted in support of the allegation that the defendant fur- 
nished free of charge refrigeration on less-than-carload ship- 
ments of vegetables from New Orleans and Poydras Junction 
to St. Louis and other destinations. 

“The basis for that allegation is that defendant operates 
a way refrigerator express car, under refrigeration, for the 
transportation of fish from New Orleans to St. Louis and 
certain other destinations, and that less-than-carload shipments 
of vegetables could be loaded and moved in that car without 
charge for refrigeration,” said the examiner. ‘Defendant denies 
that free refrigeration is accorded less-than-carload express 
shipments of vegetables from New Orleans to St. Louis or 
other destinations, and there is no evidence of probative value 
to the contrary. There is no way refrigerator express-car serv- 
ice from Poydras Junction. A separate charge is made by de- 
fendant for refrigeration on less-than-carload shipments of 
vegetables when that service is requested by the shipper and 
furnished by defendant. 


Pig Lead, Birmingham-Chicago 


Examiners J. Edgar Snider and Leland F. James, in a 
proposed report in No. 29178, Berman Bros. Iron & Metal Co. 
vs. Alabama Great Southern Railroad Co. et al., have recom- 
mended that the Commission find applicable in some instances 
and inapplicable in others, the rates charged on 12 carloads of 
pig lead, reclaimed, not refined, shipped from Birmingham, 
Ala., to Chicago, Ill., between December 14, 1942, and June 22, 
1944. The examiners also recommended that the Commis- 
sion find the applicable rates not shown to have been or to 
be unreasonable or otherwise unlawful, and that it dismiss 
the complaint. 


Continuing, the examiners said: 


The principle that mere comparisons of distances and earnings 
produced by rates lower than the rate assailed will not sustain an 
allegation of unreasonableness is well established. Moreover, as de- 
fendants show, the Commission on numerous occasions, has approved 
rates on pig lead, within and to the south and between points in central 
territory, that were substantially higher than the rates assailed. See 
Atlas Supply Co. vs. Southern Ry. Co., 178 I. C. C. 302; Marx & Sons 
vs. Louisiana Ry. & N. Co., supra; Federated Metals Corp. vs. St. Louis- 
S. F. Ry. Co., 155 I. C. C,’ 722; and Lead from Fostoria, Ohio, 185 
I. C. C. 493. 

The testimony in support of the allegation under section 3 is 
insufficient to support a finding of undue prejudice. 





In support of the allegation of unreasonableness, said the 
examiners, the complainants went no further than to com- 
pare the rates charged with rates on various lead articles, 
including pig lead, from and to various points but not from 
the south to Chicago. The examiners said the rates used in 
the comparison yielded revenues ranging from 5 to 17.5 mills 
a ton mile and from 9.8 to 70 cents a car mile, for distances 
of from 62 to 1,476 miles. The revenue yielded by the appli- 
cable rate was 18.2 mills a ton mile and 36.4 cents a car mile, 
said the examiners. 


One of the principal issues in the proceedings, continued 
the examiners, was whether the article under consideration 
was scrap, or pig, lead under tariff descriptions. 


The examiners said that the complainants contended that 
inasmuch as the article could not be used for any purpose 
without further melting and refining, the rate on scrap lead 
had been and was applicable. The examiners cited Marx & 
Sons vs. Louisiana Ry. & N. Co., 151 I. C. C. 298, in which 
division 4 found that the melting of scrap material into small 
bars or pigs of practically uniform size constituted a con- 
version into pig lead, despite the contention of the complainant 
in that proceeding that the term pig lead could not be prop- 
erly applied to any but virgin lead run into pig form at the 
smelting furnace. 


“The same conclusions should be reached here and it 
should be found that the applicable rate was and is 59 cents 
(a 100 pounds) as provided by item 10090 of Agent Mercer’s 
tariff I. C. C. 530, and which applies on ‘lead, pig, ingot, bar, 
pot or block, slab or antimonial, and lead, sheet, in straight 
or mixed carloads,’,” said the examiners. “In view of this 
finding it will be unnecessary to consider the intermediate 
application at Birmingham of rates on scrap lead from either 
Gulfport, Miss., or Baton Rouge, La. Rates charged which 
were less than that found applicable herein resulted in under- 
charges.” 
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Carrier Permit Modification 


A recommendation that the Commission modify permits of 
motor contract carriers authorized to transport “packing- 
house products” or other like classes of commodities to author- 
ize transportation by such carriers, until December 31, under 
contracts with persons who operate meat-packing houses. of 
“meat, meat products, meat by-products, dairy products, and 
articles distributed by meat-packing houses,” has been made, 
by Examiner Allen W. Hagerty in a proposed report in Ex 
Parte MC 38, Modification of Permits of Motor Contract Car- 
riers of Packing-House Products. 

The examiner said that by petition filed March 6, 1944, 
the American Meat Institute, Chicago, Ill., sought modification 
under section 204 (f) of the interstate commerce act, for 
duration of the war, of permits of motor contract carriers en- 
gaged in serving meat-packing companies so that such carriers 
might transport “all such merchandise as is produced or 
shipped or dealt in by meat-packing companies and, in con- 
nection therewith, equipment, materials and supplies used in 
the conduct of such business.’”’ As an alternative, the examiner 
said, the meat institute asked for an interpretation of the 
term ‘“packing-house products,” as used in permits of such 
carriers, sufficiently broad in scope to allow the transportation 
of all of the commodities embraced in the aforementioned 
“generic commodity description.” 

The examiner recommended that the Commission should 
make the following findings: 


1. Meat-packing houses produce and distribute many articles of 
food and other articles of commerce not strictly products of meat 
slaughter and their sale and distribution constitute a substantial part 
of their business. 

2. These articles are shipped to the same destination points, are 
used by the same types of consumers, and are susceptible of transporta- 
tion in the same type of motor vehicle used to transport meat and 
meat by-products. 

3. Motor contract carriers that specialize in serving meat-packing 
houses perform an important public function in making possible a 
flexible high frequency distribution of these commodities to points and 
places not served by rail or motor common carrier refrigerator service. 

4. Shipments offered to these motor contract carriers consist largely 
of mixed truckloads of meats, meat products, meat by-products and 
articles distributed by meat-packing houses, and, if the carrier is not 
allowed to transport all of the commodities so shipped, there is possi- 
bility of the elimination, or curtailment, of the shipments of these 
articles to a good many towns and communities. 

5. The opinion in Frank J. Hathaway Common Carrier Application, 
43 M. C. C. 898, in effect, concludes that a good many specific articles 
which constitute these mixed truckloads are not comprehended within 
the generic term ‘‘packing-house products,’’ as used to describe the 
commodity authorities of a good many motor contract carriers. 

6. Any substantial curtailment in the service of motor contract 
carriers engaged in the distribution of these articles may seriously 
affect the distribution of essential food and seriously burden already 
overtaxed existing transport facilities. 


The examiner recommended that the Commission should 
further find that, to avert any such emergency, it was in the 
public interest that it exercise its emergency war powers, con- 
tained in section 204 (f) of the act, and modify the permits of 
all motor contract carriers that authorized transportation, in 
interstate or foreign commerce, of “meats and packing-house 
products,” or ‘‘packing-house products,” or “merchandise as 
dealt in by meat-packing companies,” to the extent that motor 
contract carriers now holding such permits to conduct such 
transportation might, for the duration of the war but not 
beyond December 31, transport the commodities specifically 
classified in an appendix attached to the proposed report, under 
the generic class descriptions: “A. Meat, Meat Products, and 
Meat By-Products,” “B. Dairy Products,” and “‘C. Articles Dis- 
tributed by Meat-Packing Houses.” The examiner recom- 
mended that it should be provided, however, that the trans- 
portation of such commodities should be under individual con- 
tracts or agreements with persons, as defined in section 203 (a) 
of the act, who operated meat-packing houses. 


The appendix contained a list of 40 items under “meats, 
meat products, and meat by-products,” 10 items under “dairy 
products,” 38 items under “articles distributed by meat-packing 
houses,” and the item “general commodities” under “supplies 
and equipment used by meat-packing houses.” 

“The gradual elimination, in large part, of the rail peddler 
car method of distribution of meat and packing-house products 
is an important consideration in connection with the instant 
proceeding,” said the examiner. Continuing, he averred: 


The two principal methods of transporting meat products from 
the packing house to the various points of distribution and consumption 
are by movement to branch houses and thence to the merchant, and 
by shipping direct to the retailer. In the early twenties this distribu- 
tion was accomplished by use of rail peddler cars. The mo, ement 
from the packing houses to the branch houses was in carload quantl 
ties. Branch houses were fully equipped with refrigeration, but the 
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radii of distribution therefrom were limited. Throughout the country 
there were many small communities outside the area served by the 
pranch houses, which were not served by refrigerator cars. These 
places would have been without means of securing fresh meats had it 
not been for the operation of the rail peddler cars. The peddler car 
was loaded at the packing house with less-than-carload merchandise 
and placed in the car so that the consignments could be unloaded as 
the various stations were reached progressively. The dealers in fresh 
meats and packing-house products in these small communities are gen- 
erally retail grocers who deal in other food products. The practice 
then was that not more than one peddler car per week was operated 
by a packer over a particular route. Packers’ shipments in peddler 
cars, when destined to points on branch lines over which such cars 
did not run, were taken out of the peddler car at the junction point 
and were handled to destination in box cars in local freight service. 
At that time approximately 10,632 cities and towns were served by 
peddier cars operating from 15 general distribution centers. The large 
volume of this traffic is shown by the fact that Armour & Co., then 
served 4,419 points by use of peddler cars, which represented 5.39 
per cent of the cities, towns and villages served by the railroads of the 
country. National Wholesale Grocers Asso. vs. Director General, 62 
Loc. C.. Sia. 


Private carriage, the examiner continued would be the 
only complete substitute for the contract carrier, but wartime 
shortages, he added, would not now permit any widespread 
acquisition of motor vehicles and the private equipment now 
owned by meat packers was being operated to capacity. 

“Where the motor contract carrier has dedicated its serv- 
ice to the meat-packing industry it should be allowed to 
render a complete service,” the examiner averred. ‘Under war 
conditions, when every effort is being made to conserve trans- 
portation, particularly motor equipment, it would be inexcusable 
waste to require these carriers to operate under authorities 
restricted so that two or more carriers, or vehicles, would be 
necessary to transport the products of a shipper to the same 
destination when a single carrier with complete authority is 
physically able to conduct the transportation. Such a condition 
in the motor transport industry could not be justified, eco- 
nomically or otherwise, during normal peacetime conditions.” 


RATES ON CRANES AND EQUIPMENT 


No. 29199, Diamond T. Motor Car Co., vs. B. & O., et al. 
By Examiner J. P. McGrath. Proposed that assailed rates on 
cranes and their equipment, in carloads, from Chattanooga, 
Tenn., to Chicago, Ill, be found not unreasonable, and that 
complaint be dismissed. Cranes are made at Pittsburgh, Phil- 
adelphia, and York, Pa., Detroit, Mich., and Minneapolis, Minn., 
related the examiner, adding that, however, when the com- 
modity rates on certain items of machinery from the south 
were established there was no representation that a rate below 
the sixth-class basis was needed on cranes or derricks. The 
southbound rates on machinery were on the sixth-class basis, 
he said, and there was a considerable movement. There had 
been no previous complaints against the application of sixth- 
class rates on cranes or derricks, continued the examiner. There 
was evidence from the defendants, he said, that the sixth-class 
rating was reasonable for cranes and in many decisions the 
Commission had approved or prescribed rates of 40 or 45 
per cent of first class from and to various points in the country 
on machinery and other fairly high-grade traffic of comparable 
loading and value. These bases had general application, except 
where commodity rates were provided, said the examiner. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
9ecome effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


towa (Des Moines)—MC 56383, Sub. 7, Floyd Kessell et al., 
extension. Denial of certificate proposed. Household goods, 
between points in Iowa, on the one hand, and, on the other, 
points in Texas, over irregular routes, traversing Kansas, Mis- 
souri, Nebraska, and Oklahoma for operating convenience only. 

lowa (Tama)—MC 105463, C. E. Hornback, contract car- 
rier, Permit proposed. Paper mill rolls, between Tama, Ia., 
and Beloit, Wis., and paper products, boxboard, and scrap paper, 
etween Tama, on the one hand, and, on the other, Rock 
Island, Moline, East Moline, and Quincy, Ill., over irregular 
routes, under special and individual contracts or agreements, 
oe persons who are engaged in the manufacture of paper 
Products. 

Massachusetts (North Adams)—-MC 105514, George E. 
George, common carrier. Denial of certificate proposed. Gen- 
tral commodities, from North Adams, Mass., to Wilmington, 
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Vt., over a specified route serving certain intermediate and off- 
route points, returning with rejected shipments only. 

Indiana (Indianapolis)—-MC 45829, Sub. 8, Carolina Motor 
Express Lines, Inc., extension. Certificate proposed. General 
commodities, with exceptions, over irregular routes, from Rich- 
mond, Va., and Henderson, N. C., to such points in Ind., O., 
and W. Va., as applicant is authorized to serve in its regular 
route operations under MC 45829. 

Pennsylvania (Mansfield)—-MC 15423, Sub. 8, S. M. John- 
son, extension. Certificate proposed. Raw and pasteurized milk, 
cream, butter, powdered milk, condensed and superheated milk, 
ice-cream mixtures, cheese, casein, and skim milk, (1) between 
Mansfield, Pa., and points in Pennsylvania within 150 miles of 
Mansfield, on the one hand, and, on the other, points in New 
York within 150 miles of Mansfield; (2) from Mansfield and 
points in Pennsylvania and New York within 150 miles of 
Mansfield, to points in Pennsylvania not within 150 miles of 
Mansfield, New York, Maryland, New Jersey, Connecticut, 
Rhode Island, Delaware, Virginia, and the District of Colum- 
bia; and empty milk and creamery-products containers, and 
machinery, equipment, materials, and supplies used in the 
operation and maintenance of creameries, from points in the 
New York commercial zone to Mansfield, Pa., and points in 
Pennsylvania and New York within 150 miles of Mansfield. 

Washington (Raymond)—MC 41107, Sub. 1, B. B. Ferrier, 
extension. Denial of certificate proposed. Household goods, 
between points in Pacific county, Wash., on the one hand, and, 
on the other, points in Oregon located on the west of U. S. 
highway 97, over irregular routes. 

Illinois (Chicago)—-MC 48457, Sub. 1, Fetter Fireproof Stor- 
age Warehouse, Inc., extension. Certificate proposed. House- 
hold goods, between points in the Chicago commercial zone, on 
the one hand, and, on the other, points in Ill., Ind., Mich., and 
Wis., within 100 miles of the Chicago commercial zone, over 
irregular routes. 

Oregon (Portland)—-MC 95070, Sub. 1, Lee A. Chappell, 
extension. Certificate proposed. Household goods, between 
points in Oregon within 15 miles of Portland, not including 
Portland, on the one hand, and, on the other, all points in 
Washington, over irregular routes. 

Vermont (Brattleboro)—-MC 26056, Sub. 1, Marvin J. 
Haigis and Kneeland G. Nichols, extension. Denial of certifi- 
cate proposed. General commodities, with exceptions, in Vt., 
N. H., and Mass., over specified regular routes, including all 
intermediate points and various off-route points. 

Washington (Long Beach)—MC 2512, Sub. 12, Maxwell 
Wade Wilson, extension. Certificate proposed. Cranberries, in 
truckloads; and empty cranberry containers, between Long 
Beach and Markham, Wash., on the one hand, and, on the other, 
Seaside and Coquille, Ore., and between Markham, Wash., 
and Astoria, Ore., over irregular routes. 

Washington (Long Beach)—MC 2512, Sub. 11, Maxwell 
Wade Wilson, extension. Certificate proposed. Seed oysters, 
between points on Willapa Bay, Wash., on the one hand, and, 
on the other, points on Morro Bay, Calif., over irregular routes. 

Washington (South Bend)—MC 431, Sub. 2, W. R. Lorent- 
son, extension. Certificate proposed. Household goods, over 
irregular routes, (1) between points in Pacific county, Wash., 
on the one hand, and, on the other, points in four Oregon coun- 
ties, and (2) from points in Pacific county, Wash., to points in 
Oregon located on and west of U. S. highway 97, except points 
located in the four aforementioned Oregon counties. 

Iinois (Chicago)—-MC 105497, Leighton Anfinson, common 
carrier. Certificate proposed. General commodities, with ex- 
ceptions, between points in the Chicago commercial zone, over 
irregular routes. 

lowa (Des Moines)—MC 104801, Sub. 1, H. D. Routt and 
Elmer Vitalis, extension. Permit proposed. Grain, from points 
in four Iowa counties to Kansas City, Mo., and flour, commer- 
cial livestock and poultry feed, from Kansas City to points in 
15 Iowa counties, over irregular routes. 

Kansas (Erie)—-MC 92991, Sub. 3, Leon Olson, extension. 
Certificate proposed. Seed, feed, wire, roofing material, mold- 
ing, and nails; and creamery supplies, from points in the Kansas 
City, Mo.-Kan., commercial zone, to Erie, Kan., over irregular 
routes. 





PROPOSED REPORT CORRECTION 


The Commission has issued a corrected proposed report in 
MC C-474, William J. Slacum—Revocation of Certificate, show- 


ing the name of the respondent to be “Slacum” instead of 
“Slocum.” 


MOTOR CERTIFICATE MATTERS 
Examiner Charles H. Reigner, in three proposed reports, 
has recommended that the correspondents be required to re- 
sume their motor-carrier operations by rendering reasonably 
continuous and adequate service in conformity with the inter- 
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state commerce act and the Commission’s regulations, failing 
in which, their certificates should be revoked. The recom- 
mendations were made in MC C-459, Bernard Joseph Kelly 
(Philadelphia, Pa.)—-Revocation of Certificate; MC C-460, Mel- 
vin Boyd (Oxford, Pa.)—Revocation of Certificate; and MC 
C-463, Earle Scull (Dover, Del.)—Revocation of Certificate. 


N. Y. Lighterage Allowances 


The Commission, by an order in No. 29162, Shelton Pitney 
and Walter P. Gardner, Trustees of the Central Railroad Co. 
of New Jersey, vs. Akron, Canton & Youngstown et al., has 
overruled a motion by the Akron, Canton & Youngstown “and 
other railroad defendants” and a motion on behalf of western 
railroads for dismissal of the complaint, in which the Jersey 
Central trustees have assailed the present allowances for lighter- 
age and carfloatage service within the New York harbor 
lighterage limits and have asked the Commission to determine 
what minimum lighterage and carfloatage deductions before 
prorating will be just, fair and reasonable (see Traffic World, 
July 15, 1944, p. 137). 

The A. C. & Y. and other defendant railroads, in their mo- 
tion for dismissal, said the complaint only purported to bring 
in question deductions or allowances before prorating, and only 
those deductions that accrued on traffic that was accorded 
lighterage or carfloat service. Therefore, they said, it appeared 
that the complaint sought to have the Commission consider the 
lawfulness of a “deduction,” which was neither a total division 
nor a separable part of a division, under circumstances that 
would exclude from consideration the Jersey Central’s total 
division and total services, as compared with the total divisions 
and services of other railroads parties to the joint through 
rates. Thus, they said, the Commission would have no oppor- 
tunity to consider and make findings concerning the reasonable- 
ness and lawfulness otherwise of the respective divisions (total 
divisions) of railroads parties to the joint rates. In those cir- 
cumstances, they continued, the complaint raised no issue con- 
cerning divisions that might be adjudicated by the Commission 
under sections 1(4), 3(4) or 15(6) of the act, nor, they con- 
tended, was there any proper issue as to a practice within the 
meaning of section 1(6) of the act. The western railroads, in 
their motion for dismissal, said the complaint was inadequate 
in not bringing into issue the question of the line-haul divisions 
accruing to the eastern lines, and in several other respects. 


MERCHANTS CARLOADING PERMIT 


The Commission, by Commissioner Porter, has postponed 
the effective date of its permit and order issued in FF 40, Mer- 
chants Carloading Co., Inc., Freight Forwarder Application, 
from April 19 to May 19. The Commission had granted 
Merchants authority to forward commodities generally, in in- 
terstate commerce, from New York, N. Y., and points on Long 
Island and in two New York and nine New Jersey counties to 
points in 26 states (see Traffic World, Feb. 24, p. 463). 

By petition filed March 21, said the Commission, Acme Fast 
Freight, Inc., sought reopening, reconsideration, and hearing. 
It also noted that on April 3, after the time provided in rule 
101 of the Commission’s general rules of practice had expired, 
Acme tendered for filing an amendment to its petition for re- 
opening, reconsideration, and hearing. The Commission ordered 
that the Acme amendment be filed and that other parties to the 
proceeding might file replies thereto on or before April 30. 


REPARATION ORDERS 


Reparation orders have been issued in No. 28789, Minne- 
lusa Oil Corp., et al. vs. Continental Pipe Line Co., et al.; and 
No. 29096, Carstens Packing Co. vs. Un. Pac., and No. 29096, 
Sub. 1, Northwestern Livestock Shippers Traffic League, et al. 
vs. Same. 





TANK CAR DEMURRAGE ORDER 


The Commission, division 3, has issued amendment No. 4 
to revised service order No. 263, the tank car demurrage order 
issued in its revised form last January (see Traffic World, Jan. 
20, p. 169, and March 31, p. 824), adding to the revised order a 
subparagraph providing that the existing tariff rules establish- 
ing comparatively low demurrage charges in cases where strikes 
cause interference with loading or unloading operations are not 
affected by revised service order No. 263. 

Amendment No. 4, effective at 7 a. m. April 17, adds to 
paragraph (h) of the order, relating to “claims,” a new sub- 
paragraph (3) reading as follows: 


(3) Section G of Rule 8, Agent B. T. Jones’ tariff I. C. C. No. 3963, 


and similar rules in other tariffs relating to interference due to strikes, 
shall not be affected by this order. 


Section G of Rule 8 of Agent Jones’ I. C. C. No. 3963, it was 
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explained at the Commission, contained a formula for establish- 
ment of reduced demurrage charges in event of strikes, includ. 
ing a provision for demurrage at the rate of $120 a day under 
conditions set forth in that section. 

It was stated that strikes at two oil company plants ang 
the possibility of strikes at plants of other shippers affected by 
the revised service order had led to consideration by the Com- 
mission of the instant amendment of the service order. 


FLOOD REROUTING ORDER 


A rerouting of freight traffic because of flood conditions in 
Oklahoma, Missouri, and Kansas, effective April 16 through 
April 23, has been ordered by the Commission, division 3, in 
service order No. 302, Rerouting of Traffic—Floods in Okla- 
homa, Missouri, and Kansas. The pertinent part of the order 
relating to rerouting is as follows: 


Flood Condition. (a) Rerouting of freight traffic. All common car- 
riers by railroad, subject to the interstate commerce act, serving the 
states of Oklahoma, Missouri, and Kansas, with tracks affected by tfiood 
conditions, are hereby directed to forward freight trattic having origin 
or destination in or ordinarily moving through the flooded areas of 
Oklahoma, Missouri, and Kansas via routes most available to expedite 
its movement and prevent congestion, without regard to the routing 
thereof made by shippers or by carriers from which the traftic is re- 
ceived, or to the ownership of cars; provided that the billing covering 
all cars rerouted shall carry a reference to this order as authority for 
the rerouting. All rules, regulations, and practices of said carriers with 
respect to car service are hereby suspended and superseded insofar only 
as conflicting with the directions hereby made. 


WASHOUTS AND SERVICE ORDER 


The Commission, division 3, effective April 20, at 12:01 
a. m., in amendment No. 2 to revised service order No. 299, 
providing for rerouting of traffic on account of flood conditions 
in Arkansas, Louisiana, and Texas, has extended the expiration 
date of the revised service order from April 20, to April 30, at 
11:59 p. m. (See Traffic World, April 14, p. 972.) 


BAUXITE ORE SERVICE ORDER 


Effective April 15, through April 15, 1946, the Commis- 
sion, division 3, has issued service order No. 301, Restriction 
of Bauxite Ore from New York Haror Area. The division said 
it appeared that railroad freight cars were to be used to trans- 
port bauxite ore or bauxite ore concentrates from the New 
York harbor area to Arvida or Port Alfred, Que., Canada, and 
that diversion of this traffic to other ports involving shorter 
hauls would save car days, alleviate somewhat the existing 
short car supply, and aid in preventing congestion of traffic 
in the New York harbor area. 

Pertinent parts of service order No. 301 were: 


(A) No common carrier by railroad subject to the interstate com- 
merce act shall furnish or supply a. railroad freight car for loading with, 
or for the transfer from ships to such cars of, bauxite ore or bauxite 
ore concentrates, at any point located in the New York harbor area, as 
defined in Agent W. S. Curlett’s tariff I. C. C. No. A-788, supplements 
thereto or reissues thereof, for movement to Arvida or Port Alfred, 
Que., Canada. 


(B) No common carrier by railroad subject to the interstate com- 
merce act shall transport or move a railroad freight car loaded with 
bauxite ore or bauxite ore concentrates from any point located in the 
New York harbor area, as defined in paragraph (A) herein, to Arvida 
or Port Alfred, Que., Canada, or shall accept or execute a diversion or 
reconsignment order to transport or move to Arvida or Port Alfred, 
Que., Canada, any car loaded with bauxite ore or bauxite ore concen- 
trates shipped from the said New York harbor area. 


POTATO ICING RESTRICTIONS 


By service order No. 300, Icing Restrictions on Potatoes 
from Maine, the Commission, division 3, effective April 13, 
through May 15, ordered that no railroad should initially ice, 
or reice in transit at any point located east of the Mississippi 
river and north of the southern boundaries of Tennessee and 
North Carolina, a refrigerator car or cars loaded with potatoes 
originating at any point or points in Maine. The Commission 
said it appeared that the icing of potatoes originating at points 
in Maine shipped in refrigerator cars impeded unduly the use, 
control, supply, movement, and distribution of such cars and 
contributed to the shortage of equipment and congestion of 
traffic. The Commission said an emergency requiring imme- 
diate action existed in the east. It said the provisions of serv- 
ice order No. 300 should apply to all such shipments billed or 
rolling on or after the effective date. 


IRISH POTATO SHIPMENTS 


The Commission, division 3, by sixth revised service order 
No. 259, Permit Required for Shipment of Irish Potatoes, ef- 
fective April 19, to May 1, at 12:01 a. m., has eliminated sec- 
tions 2, 5 and 6 from the sections of the country from which 
permits for the shipment of Irish potatoes are required (seé 
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Traffic World, March 24, p. 706). Section 2 included the counties 
of Crook, Deschutes, and Klamath, in Oregon, and the counties 
of Modoc and Siskiyou, in California. Section 5 included the 
counties of Becker, Clay, Kittson, Mahnomen, Marshall, Nor- 
man, Ottertail, Pennington, Polk, Red Lake, and Wilkin in 
Minnesota, and section 6 included the counties of Cass, Cavlier, 
Grand Forks, Nelson, Pembina, Ramsey, Richland, Stelle, Traill, 
and Walsh, in North Dakota. 

Sections still subject to the order were section No. 1, includ- 
ing Malheur county, Ore., and the state of Idaho, except Idaho 
county, and all counties north thereof, in Idaho; section 3, 
Aroostook county, Me.; and section 7, the counties of Ottawa, 
Kent, Ionio, Clinton, Saginaw Bay, and all counties north there- 
of in Michigan exclusive of that portion of the state known as 
the upper peninsula. ; 

Section No. 4, the entire state of Colorado, had previously 
been eliminated (see Traffic World, March 24, p. 706). 

The original service order (see Traffic World, Dec. 16, 1944, 
p. 1584), was issued when the War Food Administrator advised 
the Director of the Office of Defense Transportation in Decem- 
per that about 5,000 carloads of potatoes would be shipped to 
western dehydration plants and to ports for shipment overseas, 
resulting in a “tremendous saving in car-miles and car-days” 
because of the diversion of shipments from commercial destina- 
tions east of the Mississippi river to such western destinations 
over shorter routes. 



























FLORIDA CITRUS FRUIT ORDER 


Director Clinger, of the Commission’s Bureau of Service, 
under service order No. 262, Refrigeration Restrictions on 
Citrus from Florida (see Traffic World, Dec. 23, 1944, p. 1644), 
has issued orders, effective April 16, canceling third amended 
general permit No 1, amended general permit No. 2, and gen- 
eral permit No. 4 (see Traffic World, April 7, p. 902), and has 
issued general permit No. 3, effective April 16, through June 30. 
Pertinent parts of general permit No. 3 were as follows: 











Subject to the exception shown below, on any refrigerator car or 
cars loaded with citrus fruits, originating at any point or points in the 
State of Florida, after the first or initial icing at an icing station in 
the State of Florida, to reice in transit to full bunker capacity at regu- 
lar icing stations at Florence, South Carolina, Hamlet or Aberdeen, 
North Carolina, Spencer, North Carolina, Erwin, Tennessee, Atlanta, 
Georgia, Pensacola, Florida, Montgomery, Alabama, or Birmingham, 
Alabama, and thereafter at all regular icing stations enroute, provided 
that waybills shall show reference to this general permit. 

Exception: Shipments billed or ordered initially iced at High 
Springs, Florida, at the option of the Atlantic Coast Line Railroad, 
may be initially iced at Waycross, Georgia. 

This general permit shall become effective at 12:01 a. m., April 16, 
145, and shall apply only on cars billed on or after that time, and it 
shall expire at 11:59 p. m., June 30, 1945. 






























1. C. C. ACCIDENT REPORTS 


Insecure condition of a track was the cause of a passenger- 
train derailment near Lyons, N. D., on the Northern Pacific, 
February 17, that resulted in the injury of 99 passengers, five 
Pullman employes, and two train-service employes, according 
toa report of the Commission, by Commissioner Patterson, in 
Investigation No. 2874. On the morning of February 17, said 
the Commission, the gauge of the track at the scene of the 
accident was being corrected and it was necessary to remove 
most of the spikes from one of the rails. The foreman, con- 
tinued the Commission, thought the rail would be replaced and 
properly secured before arrival of the passenger train. As the 
work progressed, the foreman overlook the time, said the Com- 
mission, and the passenger train was derailed 14 minutes after 
the time that the foreman had estimated about an hour earlier 
a the earliest possible arriving time of the train. 




















































































KELLOGG TERMINAL ALLOWANCE 


The Illinois Terminal Railroad Co. and the Wabash Rail- 
toad Co., by a petition in Ex Parte 104, Practices of Carriers 
Affecting Operating Revenues or Expenses, Part II, Terminal 
ervices—Spencer Kellogg & Sons, have asked the Commission 
‘0 postpone the effective date of its order in the proceeding 
with respect to Kellogg & Sons for a period of 90 days from 
May 10 and to extend to September 1 the time within which a 
petition for reargument or reconsideration might be filed (see 
Traffic World, March 24, p. 699). 

_ _The petitioning railroads noted that the Commission found 
I its report in this proceeding that their line haul rates in- 
cluded the terminal services performed at the plant of Spencer 
élloge & Sons, with certain exceptions, and that these re- 
Sponderits were ordered to comply with the findings in the 
report on or before May 10. They said the occurrences that 
the Commission had found to be in violation of the act were 
of such character and so infrequent that the form in which 
€ findings are made and the language in which the order is 
Couched confront the carriers with a perplexing problem with 
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respect to the publication of tariff provisions to meet the situa- 
tion.” Moreover, it said, negotiations were in progress “with a 
view to clarifying and setting at rest the troublesome issues 


arising in connection with the Ex Parte 104, Part II, proceed- 
ing.” 


Tariff Question on ‘Routing 


The National Industrial Traffic League, an intervener in 
No. 28552, Swift & Co. vs. Alton Railroad Co. et al., acting 
through its committee on rate construction and tariffs, has filed 
with the Commission a “brief in the nature of exceptions” to 
the separate proposed reports of Examiners G. L. Shinn and 
George A. Corbin in that proceeding, approving as “funda- 
mentally correct” the proposed report by Examiner Corbin, and, 
in the same brief, has responded to the Commission’s invitation 
to persons other than the original parties in the proceeding to 
express their views on seven questions propounded by it, relat- 
ing to tariff interpretation matters involved in No. 28552 (see 
Traffic World, Oct. 28, 1944, p. 1099). 

“The formal complaint of Swift & Co., herein,” the League 
said, “describes shipments from Missouri River origins to Cin- 
cinnati specifically routed by consignor and on which it is 
averred there are overcharges because in lieu of proportional 
commodity rates which were exacted the tariffs should be so 
construed as to make applicable the lower one-factor through 
commodity rates from origins to Louisville, and because Cin- 
cinnati is intermediate to Louisville via routes of movement 
and over which the lower Louisville rates are claimed to be 
applicable. 

“Examiner George A. Corbin in a well-written report rec- 
ommends findings in complainant’s favor and a reparation 
award. Examiner G. L. Shinn in a report equally well written 
and perhaps equally persuasive recommends findings for de- 
fendants and dismissal of the complaint.” 


Support for Reparation Claim 


The N. I. T. League brief, prepared by H. A. Hollopeter, 
chairman of its committee on rate construction and tariffs, and 
Nuel D. Belnap, Luther M. Walter and John S. Burchmore, its 
attorneys, set forth the position that ‘on the narrow issue of 
the case” the complainant was entitled to an order of repara- 
tion under section 6, “for the reason that the carriers exacted 
on each shipment from Missouri River origins to Cincinnati a 
combination of proportional commodity rates whereas Cincin- 
nati was intermediate to Louisville via the route used and the 
lower specific commodity rate to Louisville was properly ap- 
plicable to Cincinnati under the intermediate rule in the tariffs.” 
It said Examiner Corbin’s proposed report was “essentially 
correct and sound, save for specific recitals which may not be 
entirely appropriate,” and that Examiner Shinn’s report was 
erroneous in its recommendation of an order of dismissal and 
in “important recitals which are essential to the examiner’s 
conclusion.” 

“Fundamental” Principles 


In applying detailed features or particulars of practice and 
construction to the interpretation of the items and rules in the 
tariff schedules here under consideration, the League said, the 
following ‘‘fundamentals” advocated by the League ought to be 
accepted and considered as of “well nigh controlling” impor- 
tance: 


1. The railroads shall plainly state in the tariffs (including classi- 
fications, exceptions, and rate schedules) published and filed under sec- 
tion 6, the charges that are to be exacted and retained for transporting 
freight. 

2. Each and every shipper shall pay on each and every shipment of 
a given commodity between given points on a given date one and the 
same freight rate, the same charges for the same weight of goods. 
Neither section 2 nor section 6(3) of the act contemplates uncertainties 
as to what is the correct tariff rate on a given shipment; and the con- 
struction of a tariff is not dependent on any discretionary matter of 
reasonableness. 

3. Consequently, insuring the foregoing requirements and objec- 
tives, schedules filed by a railroad or on its behalf must be construed 
strictly; and where more than one interpretation of a particular item 
is possible—ambiguity, for instance—the interpretation will be against 
the railroad or maker of the tariff rather than in its favor. : 

4. The lower of two equally aavilable rates under schedules or 
items of equal standing is to be applied rather than to exact from any 
shipper the higher of such rates. 

5. The shipper is entitled to look to the tariffs (including classiti- 
cations, exceptions, and other schedules) for ascertainment of the rates 
and basis of charges without having to go to indetinite or unofticial 
sources of information. While tariffs are to be interpreted in the light 
of Commission regulations, if such regulations are framed or interpreted 
too broadly or too loosely, so as to produce uncertainties, the funda- 
mental theories and principles expressed in items 1 and 2 hereof will 
be defeated. 


Answers to I. C. C. Questions 


The League referred to the seven questions that the Com- 
mission had invited interested parties to answer, and submitted 
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its answers. Dealing with the first of those questions, as to 
whether, in instances where definite routing instructions or 
rules were not incorporated in tariffs, the rates published in 
such tariffs should be construed to apply over all possible 
routes composed of lines parties thereto, the League said that 
an affirmative answer was required, that each tariff should be 
construed according to its text and entire contents, and that 
the reasonableness of a route or percentage of circuity were 
not proper tests for determining the application of rates. An- 
swering part (a) of the Commission’s second question, the 
League said that the doctrine announced in Miner Lumber Co. 
vs. Pennsylvania Railroad Co., 161 I. C. C. 801, holding that 
routes found grossly unreasonable or unnatural were not open 
and available under tariffs silent as to routing, should not be 
reannounced or adhered to in the future. 

Question No. 3 of the Commission was, ‘Where tariffs that 
are silent as to routing contain certain intermediate rules, should 
any different principles be used in interpreting such tariffs than 
if they contain no intermediate rules?” The League’s answer 
to this was that where tariffs were silent as to routing and 
contained intermediate rules the same principles should be used 
in nn them as though they contained no intermediate 
rules. 

Reference to Rogers Case 


The Commission’s fourth question was whether a multiple- 
factor rate or charge authorized by an aggregate-of-intermedi- 
ates rule in lieu of a class rate was a commodity rate in any 
other tariff within the meaning of note 4 of rule 27 when (a) 
the separate factors were both commodity rates and were pub- 
lished in the same or different tariffs; (b) the separate factors, 
one of which was a commodity rate and one a class rate, were 
published in the same or different tariffs, or (c) the separate 
factors mentioned in (a) and (b) were published as proportional 
rates. The Leauge said this question and its subdivisions were 
controlled by the precedents of the Rogers case, 258 I. C. C. 553, 
and cases therein cited. It said that in the Rogers case the Com- 
mission held that because the aggregate of intermediates (mak- 
ing the commodity rate to the intermediate destination to be 
applied in lieu of a class rate) were published in separate tariffs 
they had no application but gave way to the through commodity 
rate to such intermediate destination made by use of the inter- 
mediate rule. The principle seemed to be, it added, that a 
through one-factor rate (such as in the Rogers case), made by 
the use of the intermediate rule was a through commodity rate 
to such intermediate point the same as to the named destination 
and always would replace any combination of factors to make 
a commodity rate to such intermediate destination. 

“In fact,” the League continued, ‘an interpretation of the 
rule is not affected by either of the three conditions designated 
herein under (a), (b), (c), and it makes no difference whether 
the separate factors are both commodity rates, or whether one 
is a commodity and one a class, or whether they are published 
as proportional rates.” 


Answering the Commission’s fifth question—‘‘what would 
be the practical effect in the application of tariffs and rates of 
an affirmative answer to any part or parts of question No. 4?” 
—the League suggested that such practical effect would be 
confusion and an impossibility of clear and certain tariff inter- 
pretation. 


The sixth question by the Commission was whether, if the 
answer to any part of question No. 4 was in the affirmative, 
note 4 should be amended so as to exclude rates of the kind 
described, and the League’s answer was that if the Commission 
determined that question No. 4 should be answered affirma- 
tively, ‘no amendment of tariff note 4, either major or minor, 
would make that rule serve any useful purpose in terms of sen- 
sible enforcement of section 2 and 6 of the act.” 


Delmar, Southern Ry Cases 


The seventh and last question presented by the Commission 
was: ‘What, if any, bearing have the decisions in Great North- 
ern Railway Co. vs. Delmar Co., 283 U. S. 686, and Southern 
Railway Co. vs. United States 322 U. S. 72, upon any of the 
issues involved in the proceeding?” 

“The doctrine of the Delmar case,” the League answered, 
“is that if a tariff reasonably may be construed as applying over 
routes not involving section 4 violations it should not be con- 
strued so as to create fourth section violations. We do not un- 
derstand that case invalidates a rate or a route simply because 
reasonable construction of the tariff in its entirety would indi- 
cate that a fourth section violation has occurred. 

“The Southern Railway case is only remotely related to the 
issues here, in that it generally applies the principle we have 
recommended and which was upheld in application of land grant 
rate agreements. The latter case seems to hold to the principle 
that the lowest established rate is applicable and, of course, the 
League agrees with that. It also upholds the principle which we 
think is sound and may have some bearing in that a literal in- 
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terpretation of the tariff must be applied regardless of whether 
the route therein provided under a rate is one which is or may 
ever be used for the actual movement of traffic.” 


Facts in Swift & Co. Case 


In a discussion of the facts in the instant case, No. 28552, 
the League recited that Swift & Co. made carload shipments 
of fresh meats and packinghouse products to Cincinnati, 0, 
from four points of origin on the Missouri River: Sioux City, 
Ia., South Omaha, Neb., South St. Joseph, Mo., and Kansas City, 
Mo.; that specific routing instructions covering each of the ship- 
ments were accepted: and followed; that freight charges were 
assessed (as to most of the shipments) on the bases of combina- 
tions of proportional commodity rates to and from east bank 
Mississippi River crossings, 28 cents to the river and 38-1/2 
cents beyond, total 66-1/2 cents, and that the complainant 
averred that Cincinnati was intermediate to Louisville, Ky., via 
routes of movements, that there was a lower specific one-factor 
commodity rate of 61-1/2 cents from each origin to Louisville, 
which should have been applied intermediately to Cincinnati, 
and that, therefore, there were overcharges that should be re- 
funded under section 6. None of the shipments, the League said, 
moved over what were literally either short-line routes or what 
might be called short workable tariff routes from the respective 
origins to Cincinnati. It added that some of the routes princi- 
pally used were not in any ordinary sense either unusual or 
circuitous. 

The through class rates tariff here involved (Agent Jones’ 
I. C. C. No. 2920), the League said, contained in its 20 or 30 
pages of “application of rates” relatively few specific limita- 
tions or exceptions, with one “significant” exception—one by 
which, as to the Louisville & Nashville, each class rates tariff 
provided that the rates named therein would not apply via the 
L. & N. on shipments routed via Cincinnati, except from desig- 
nated points and states. This limitation, said the League, was 
significant as illustrative of a limitation that might have been, 
but was not, incorporated in the commodity tariff here con- 
sidered—Agent Kipp’s I. C. C. No. A-2109. 


No Route Restrictions Here 


“We find no exemption or limitation (general or specific) 
anywhere in the whole schedule against routes either to Cin- 
cinnati and Louisville involved in the discussoin of the ship- 
ments in this case or mentioned in this discussion,” said the 
League, referring to Agent Kipp’s I. C. C. No. A-2109. It 
reproduced an intermediate destination rule that, it said, was 
added to the provisions of I. C. C. No. A-2109 by supplement 
No. 27, effective November 15, 1934—prior to the shipments 
here involved. It said that this destination intermediate rule 
plainly contemplated and authorized applying the farther dis- 
tant destination rate to a directly intermediate point to which 
no specific commodity rate was applicable over the same route. 
If note 4 of that rule was considered as “possibly” providing 
that the rate to farther distant destination would not apply to 
an intermediate point to which a combination might be con- 
structed, the League contended, such rule must be regarded as 
ambiguous and the ambiguity should be solved against the car- 
rier. It maintained that from each of the considered origins 
there was a specific through one-factor class rate to Cincinnati 
and also to Louisville and that it was “rather elemental” under 
the Commission’s tariff regulations and controlling precedents 
that such class rate was inapplicable if supplanted by a com- 
modity rate, and that from each origin there was a specific 
through one-factor commodity rate to Louisville in a tariff 
schedule to which all defendants were parties and without spe- 
cific routing restrictions or limitations affecting routes of move- 
ment here involved. It contended, further, that combinations 
of proportional rates on fresh meats and packinghouse products 
from Missouri River origins to Mississippi River crossings and 
from those crossings to Louisville and Cincinnati were not ap- 
plicable on shipments as to which lower specific one-factor 
commodity rates were available. The League averred that the 
through commodity rate of 61% cents from each Missouri River 
origin to Louisville should be held applicable over all routes 
described in this proceeding, “except those requiring backhauls 
over the same rails.” 






























































Doctrine of Miner Case 


In a discussion of the doctrine of the Miner case, men- 
tioned by the Commission in its list of questions, the League 
said this decision seemed to require that in questions of inter- 
mediate application of rates, tariffs that did not contain routing 
instructions or limitations should be construed according to the 
facts of each situation, but always limiting the application of 
a rate to routes that were “natural and reasonable.” The 
League cited separate expressions of some of the commissioners, 
including Commissioner Porter and the late Commissioner East- 
man, disapproving of the term “natural and reasonablé with 
respect to routes, and added that it seemed*to it that the con- 
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curring expressions of Commissioners Eastman, Woodlock and 
Brainerd, and dissents of Commissioners Porter and Aitchison 
spelled “the correct view of these questions,” summarized, it 
said, in the final paragraph of Commissioner Porter’s dissent: 


In my judgment it is far better and safer to rest the rights of the 
shippers and carriers alike of this country upon the tariffs as published, 
which are possible of being made definite and specific, rather than to 
introduce into the situation surrounding every shipment where two or 
more routes exist the uncertain and changeable question of fact as 
whether one or more of the routes involved is ‘‘reasonable.’’ ‘This doc- 
trine of ‘‘reasonable routes’’ having now been announced, will return 
many times to plague shippers, carriers, and the Commission alike. 


Railroads File Answers 


Nine railroads operating in the south also submitted an- 
swers to questions asked by the Commission with respect to 
tariff interpretation matters involved in No. 28552. They were 
the Atlanta & West Point, Atlantic Coast Line, Central of 
Georgia, Florida East Coast, Georgia Rail Road & Banking Co., 
Gulf, Mobile & Ohio, Louisville & Nashville, N. C. & St. L., 
and Western Railway of Alabama. They said they participated, 
not because of any direct interest in the shipments immediately 
involved, but because of a general and far-reaching interest in 
the application of the principles on which a determination was 
sought and which would control in the determination of freight 
charges on shipments in which they did participate. They said 
it was their belief that the principles now being followed by the 
Commission were, on the whole, beneficial to the shippers and 
railroads alike, and should not be materially changed. 


Defendants’ Exceptions 


The defendant railroads, filing exceptions to Examiner Cor- 
bin’s proposed report and replying to the Commission’s ques- 
tions, said the proceeding was a case in which a large shipper 
believed that it had found a loophole by means of which it could 
escape paying the charges which it, the railroads, the shipping 
public, and the Commission had for decades considered to be 
applicable on shipments of fresh meats from the Missouri river 
packing centers to Cincinnati. 

“It is not a case in which there is any doubt'as to what 
rates the railroads intended to fix as their compensation for 
carrying meats between those points,” said the defendants. 
“There is no claim that defendants ever intended that the rate 
which is sought should apply on the movements involved. There 
is not, indeed, any evidence that complainant ever believed that 
defendants intended that the claimed rate should be applicable. 
The complaint is based, rather, upon the idea that in the rail- 
roads’ endeavor by tariff publication to express their intention 
that the rates to Cincinnati should be those which were charged, 
they left a technical flaw in the tariffs which requires a con- 
clusion that the lower rates to Louisville, Ky., should have been 
applied. Defendants take the position that the rates which were 
assessed were lawfully applicable.” 


Armour & Co. 


_ Because of its interest in the questions of tariff construc- 
tion involved in the proceeding, Armour & Co. said, it had joined 
in a brief filed therein. Referring to the proposed reports of 
Examiners George A. Corbin and G. L. Shinn, Armour & Co. 
said that except for one point, it might adopt Examiner Corbin’s 
report as being the best presentation that could be made in op- 
position to the report proposed by Examiner Shinn. 

“Likewise we believe that the strongest possible presenta- 
tion of defendants’: case has been made by Examiner Shinn,” 
said Armour & Co. 

The point in Examiner Corbin’s report to which it took ex- 
ception, said Armour & Co., related to his conclusions concern- 
ing the effect of the rule of section 4 of the interstate commerce 
act in connection with application of the destination intermedi- 
ate rule and the “aggregate of intermediates” rule. 


Decatur Iron & Steel Co. 


Answers to the Commission’s questions were also filed by 
Decatur Iron & Steel Co., Birmingham, Ala., intervenor, saying 
that its approach was that of a rate clerk and that the purpose 
of such approach was to attempt to assist the Commission in 
resolving the questions so that the average rate clerk who had 
to deal with these tariffs daily might quote rates with more 
confidence, accuracy, and definiteness. 

‘Experience has shown the shipping public does not under- 
Stand doubtful rate quotations and apparently feels it is lack of 
Competence or vacillation on the part of those who deal with 
these freight tariffs and make rate quotations before shipments 
move.” said Decatur. 


Lehigh Portland Cement Co. 


Lehigh Portland Cement Co., Allentown, Pa., intervenor, 
also submitted replies to the Commission’s questions, saying 
that its participation in the proceeding was in the interest of 
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clear and understandable tariffs such as were contemplated by 
law. 

“Tariffs should be self-contained or by reference to other 
tariffs provide rules and regulations that will govern the assess- 
ment of rates and charges,” said Lehigh Portland. “The user 
of a tariff should be governed only by provisions thereof, either 
positive or negative. Again, a tariff otherwise lawful should 
not be open to challenge or impeachment by matters not con- 
tained therein nor made a part thereof. Moreover, a tariff user 
should not be charged with knowledge of facts beyond his power 
of ascertainment nor should he be required to weigh and judi- 
cially determine whether or not known facts as applied to a 
particular route constitute a reasonable route.” 


C. Peyton Collins 


In support of Examiner Corbin’s proposed report and in 
opposition to that proposed by Examiner Shinn, C. Peyton Col- 
lins, Pittsburgh, Pa., intervenor, filed a brief in the proceeding. 
He said the developments leading up to the Commission’s an- 
nouncement indicated the freedom that was accorded the exam- 
iners by the Commission. “May this spirit continue and grow,” 
he commented, adding: fj 

“Since this is the first time I have seen two examiners write 
separate reports in a single proceeding, it would be of interest 
to me, and, I should think, to others also, to have an expression 
from the Commission as to whether or not the overall plan did 
not prove helpful in the disposition of the case. I therefore 
hope the Commission will be disposed to mention this point 
briefly in its report.” 





Crushed Stone, Ete., Within Ohio 


The National Association of Railroad and Utilities Com- 
missioners has filed with the Commission a brief in No. 25020, 
Rates on Crushed Stone, Gravel, Sand and Slag Within the 
State of Ohio, requesting that the Commission reopen that pro- 
ceeding for reconsideration, that the Commission determine 
that the intrastate rates on crushed stone, etc., for intrastate 
transportation from Brink Haven, O., to Mansfield and other 
nearby Ohio points are not shown to be related to interstate 
rates in such manner as to contravene the provisions of the 
act, and that the proceeding in No. 25020 be discontinued (see 
Traffic World, Feb. 10, p. 320). 

The association noted that the Commission, on further 
hearing in this case, had found that the existing intrastate rates 
from Brink Haven to Mansfield and nearby points in Ohio 
were less than reasonable and resulted in unjust discrimination 
against interstate commerce, and that such discrimination would 
be removed by establishment of intrastate rates between those 
points not lower than those prescribed in the prior report, 191 
I. C. C. 206, issued in 1933, which did not cover rates for dis- 
tances not exceeding 40 miles over the shortest route, these 
excepted rates remaining subject to state control. The report 
on further hearing, the association stated, dealt with a pro- 
posal by the Pennsylvania to increase by 125 per cent the rates 
on crushed stone and related commodities between Brink Haven 
and Mansfield, following abandonment by the Pennsylvania of 
a leased line called the Walhonding branch over which, via 
Loudonville, O., the distances from Brink Haven to Mansfield 
and other nearby destination points here involved were less 
than 40 miles. 


The brief recited that a gravel pit near Brink Haven had 
been sold by the Pennsylvania to the Killbuck Co., that the 
Pennsylvania thereafter had voluntarily established low rates 
on gravel, etc., between the Ohio points here considered, that 
the Killbuck company now had an investment of $130,000 at 
Brink Haven; that the Pennsylvania had indicated that it would 
continue to provide competitive rates for the Killbuck company, 
but that, after abandonment of the Walhonding branch, the 
Pennsylvania took the position that the rates were no longer 
within 40-mile exemption and proposed an increase of 125 per 
cent. Operation of tariffs proposing this increase, filed late in 
1943 with the Ohio commission, was suspended by that com- 
mission in its docket No. 165, the association said. It said the 
state of Ohio bought, for road construction, the major part of 
the output of the Killbuck company. 

“Whether the rates applicable to the Killbuck traffic be 
fixed by this Commission, or by the Ohio commission,” said the 
N. A. R. U. C., “appropriate weight must be given, not only to 
the way this industry was established, and built up, under rates 
voluntarily established by the carrier on the existing low level, 
but also to the public effect upon the Killbuck company’s opera- 
tions of the increases proposed, and to the importance of such 
effect upon the interest of the public generally in Ohio, and 
upon the interest of the state in the conduct of its public busi- 
ness. Manifestly the Ohio commission is in a better position 
to determine such proper weight than a federal commission. 

“Furthermore, the regulation of intrastate rates is pri- 
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marily a function of the state, and not of the federal govern- 
ment. With the exercise of that function the federal govern- 
ment may properly interfere only when necessary for the 
protection of interstate commerce... . 

“The amount of revenue involved in this case is trivial... . 
The abandonment of the Walhonding branch has changed none 
of the factors which justified the exception of this traffic from 
the 1933 order of this Commission. The traffic moves now 
exactly as it moved before the abandonment. . . . Upon what 
theory can it be held that abandonment of a piece of track, 
over which the traffic did not move, makes it necessary now 
to extend the Commission’s prior order to bring this traffic 
under federal control? ... .” 


Alleghany Control 


The Alleghany Corporation, by a petition in Finance No. 
14692, Chesapeake & Ohio Railway Co. Purchase and Assump- 
tion of Obligation and Liability and the supplemental appli- 
cation of Alleghany in that proceeding for approval of acquisi- 
tion of control by it of the Norfolk Terminal & Transportation 
Co. through control of the C. & O., has asked the Commission 
to reopen the proceeding for the purpose of receiving in evi- 
dence an affidavit of Robert R. Young, chairman of the board 
of Alleghany, setting forth proposals by means of which Alle- 
ghany would limit its control of carriers subject to the act to 
the C. & O., the Nickel Plate, the Pere Marquette and (subject 
to an existing trust) the Wheeling & Lake Erie “together with 
other subsidiary or affiliated carrier corporations already a 
part of the single transportation system known generally as 
the Chesapeake & Ohio lines (see Traffic World, March 10, 
p. 575). 

Assistant Director C. E. Boles, of the Commission’s Bureau 
of Finance, in a proposed report in No. 29085, In Re Alleghany 
Corporation et al. Control, embracing Finance No. 14692, rec- 
ommended that the Commission make the finding, among others, 
that Alleghany, Young and Allen P. Kirby, largest individual 
stockholder of Alleghany, had accomplished or effectuated con- 
trol and management of the C. & O., the Nickel Plate and the 
Pere Marquette and of the United States Trucking Corporation, 
a motor carrier subject to part II of the act, in violation of 
section 5(4) of the act. 

In the instant petition, Alleghany said that it proposed 
to terminate its control of United States Trucking Corpora- 
tion—“that being the only carrier corporation which it now 
controls outside of the Chesapeake & Ohio system’’—by means 
of the deposit of its holdings of voting stocks of the Pittston 
Co. with an independent voting trustee under the provisions of 
a trust indenture. It observed that the Pittston Co. controlled 
U. S. Trucking through ownership of all its outstanding stock. 
It said its plan was that both Alleghany Corporation and the 
C. & O. would deposit their respective holdings of stock of 
the Pittston Co. with the Empire Trust Co. of New York, as 
independent voting trustee, and that Alleghany and the C. & O. 
would deposit with the Chase National Bank of New York, as 
independent voting trustee, all voting stocks of carrier corpora- 
tions subject to regulation under the interstate commerce act 
which were not presently included within the C. & O. system, 
whether now owned or hereafter acquired by either Alleghany 
or the C. & O., except stocks of the Missouri Pacific Railroad 
Co. in reorganization, which were not required to be deposited 
in trust since they did not represent any voice in the manage- 
ment of that property. 

Each of the trust agreements, Alleghany said, provided 
that the trustee thereunder should independently vote the 
trusteed stocks for the election of directors and on matters 
submitted to stockholders at the discretion of the board of 
directors and not because of legal provision for submission to 
stockholders. The beneficial owner of the stocks—either Alle- 
ghany or the C. & O., as the case might be—would have the 
right to vote on matters other than election of directors that 
under applicable law must be submitted to the stockholders, 
according to the Alleghany petition. 

The petition also set forth plans of Alleghany and the 
C. & O. to eliminate “interlocking directorships with any car- 
rier corporations whose stocks may hereafter be deposited 
with the Chase National Bank as trustee unless the same shall 
be approved by the Commission.” 

Alleghany said that the proposals in its petition were not 
to be construed as any admission by it that its continued con- 
trol of the Pittston Co. and through it of U. S. Trucking was 
inconsistent with the public interest or in violation of law. 


OKLAHOMA COAL RATE COMPLAINT 
Saying that the substitution of natural gas and oil for coal 
as a fuel in areas formerly served by the Henryetta, Okla., 
group of coal operators, particularly areas in Oklahoma and 
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Texas, had forced them to seek other markets, the Midwest 
Coal Traffic Bureau, Kansas City, Mo., representing the Henry- 
etta operators, has filed with the Commission a complaint 
against the Santa Fe Railway, et al., alleging unjust and un- 
reasonable rates on coal from the Henryetta area to destina- 
tions in Kansas, Missouri, Iowa, and Nebraska (No. 29295, Mid- 
west Coal Traffic Bureau vs. Atchison, Topeka & Santa Fe 
Railway Co., et al.). The traffic bureau said that the destina- 
tion territory involved was of outstanding importance to the 
Henryetta operators because there was still a substantial mar- 
ket for coal there. 


D. & H.-A. & 8S. Merger 


In joint applications filed in Finance Nos. 14899 and 14900, 
the Delaware & Hudson Railroad Corporation, the Delaware & 
Hudson Co., and the Albany & Susquehanna Railroad Co., have 
asked the Commission for authority to merge the A. & S. into 
the D. & H. Railroad Corporation. According to the applica- 
tions, the merger would involve the issuance by A. & S. of 
$4,187,100 general mortgage bonds and $2,791,400 subordinate 
bonds that would be transferred to the merged companies. 

The proposed merger and certain related transactions, said 
the applicants, were conditioned on approval prior to consum- 
mation of the merger by a vote of the holders of at least 6624 
per cent of the outstanding A. & S. stock. There was a further 
condition, continued the applicants, that if approval was not 
obtained from holders of at least 85 per cent of the stock, the 
D. & H. corporation might, at any time within 30 days after the 
meeting at which such vote was taken, withdraw from the 
merger and cancel and terminate the merger agreement. 

“As a result of such merger,” said the applicants, ‘‘D. & H. 
Co., which is not a carrier but which now has control of several 
carriers, will acquire indirect control of the property and fran- 
chises of A. & S. by virtue of D. & H. Company’s ownership of 
the stock of D. & H. Railroad.” 

The applicants asked authority for A. & S. to issue and sell 
not more than $4,187,100 principal amount of its general mort- 
gage bonds and not more than $2,791,400 of its subordinate 
bonds. 

The applicants also asked authority (1) for D. & H. cor- 
poration to assume obligation and liability, by merger and by 
indenture of assumption, in respect of not more than $4,187,100 
principal amount of A. & S. general mortgage bonds; (2) to 
assume obligation and liability, by merger, in respect of not 
more than $2,791,400 of A. & S. subordinate bonds; (3) to 
assign and transfer to D. & H. Co. not more than $2,791,400 of 
A. & S. subordinate bonds, assumed as aforementioned, in con- 
sideration of the issuance to it of an equivalent aggregate par 
value of shares of D. & H. Co. capital stock; (4) from time to 
time to issue in its name, as successor by merger to A. & S., 
and to deliver, A. & S. subordinate bonds in substitution for 
and on cancellation of an equivalent principal amount of such 
bonds theretofore assumed by it; (5) to issue in its name, as 
successor by merger to A. & S., not more than $4,187,100 prin- 
cipal amount of A. & S. general mortgage bonds in substitu- 
tion for and on cancellation of an equivalent principal amount 
of such bonds theretofore assumed by it; (6) to deliver not 
more than $4,187,100 principal amount of A. & S. general 
mortgage bonds, assumed and issued by it as aforementioned, 
in partial exchange for shares of the A. & S. capital stock at 
the rate of $150 principal amount of such bonds (together with 
one share of capital stock of D. & H. Co.) in exchange for each 
share of such A. & S. stock; (7) to sell for cash certain A. & S. 
general mortgage bonds, assumed and issued by it as afore- 
mentioned; (8) to issue a note, maturing not more than two 
years after the date thereof, to cover a loan in an amount not 
to exceed $6,978,500; (9) to assume obligation and liability, by 
merger, in respect of not more than $10,000,000 principal 
amount of A. & S. first mortgage bonds; and (10) from time 
to time to issue in its name, as successor by merger to A. & S., 
and to deliver, A. & S. first mortgage bonds in substitution for 
and on cancellation of an equivalent principal amount of such 
bonds theretofore assumed by it. 

The applicants also asked authority for D. & H. Co. (1) 
to assume obligation and liability, as guarantor, in respect of 
not more than $4,187,100 principal amount of A. & S. general 
mortgage bonds; ahd (2) to issue not more than 27,914 shares 
of its capital stock, of a par value of $100 each, to or on order 
of D. & H. corporation. 


M. R. & B. T. RY. PURCHASE 
The Missouri-Illinois Railroad Co., in Finance No. 14897, 
has asked the Commission for authority to purchase al! the 
properties and railroads of the Mississippi River and Bonne 
Terre railway, and all of the latter’s rights and franchises, eX- 
cept its corporate franchise, in consideration of cancelation by 
the M. I. R. of the M. R. & B. T.’s entire outstanding unsecured 
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indebtedness to the M. I. R., aggregating $253,242.91. This 
amount, said the M. I. R., represented improvements it had 
made to M. R. & B. T. property since January 1, 1929, when it 
leased such properties for operation, and also represented as- 
sumption by M. I. R. of the M. R. & B. T?s debts, obligations, 
and liabilities. The latter’s properties included more than 45 
miles of railway in Missouri, said M. I. R. 


Southern Limited Control 


Replying to the exceptions of Vernon V. Baker and Philip 
N. Crowley, attorneys for the Commission, to the proposed 
report of the examiners in MC F-2583, The Greyhound Corpo- 
ration—Investigation of Control—The Southern Limited, Inc., 
in which those attorneys contended that control and manage- 
ment of The Southern Limited in a common interest with The 
Greyhound Corporation or with motor carriers controlled by 
the latter had been accomplished in violation of section 5(4) 
of the act, counsel for The Greyhound Corporation asserted 
that the investment by Greyhound in a minority interest in 
Southern Limited was entirely proper and legal (see Traffic 
World, March 24, p. 712). 

Counsel for Greyhound maintained, further, that Grey- 
hound neither controlled nor had it within its power to control 
the affairs of Southern Limited, that plenary, actual and legal 
control’ of Southern Limited was in its majority stockholder, 
John Fitzgerald, and that there was no reason to believe that 
he would exercise that control in the interest of The Greyhound 
Corporation. They noted that Fitzgerald “in his own right” 
controlled sixty per cent of the capital stock of Southern Lim- 
ited. They said the only evidence the Commission’s attorneys 
had pointed to, as showing that Greyhound had power to in- 
fluence or direct the control exercised by Fitzgerald, was the 
traffic interchange and the joint use of stations, “both of which 
contentions are abviously not well taken.” 

“In the last analysis,’ said counsel for Greyhound, “the 
attorneys for the Bureau (of Motor Carriers) must rely upon 
the preposterous contention that because John Fitzgerald is 
related by blood to his brother, Roy Fitzgerald, and that 
brother has in the past had business dealings with Greyhound, 
and its officers as individuals, John will manage Southern in 
the interest of Greyhound, which he cannot do without manag- 
ing it contrary to his own interests as the majority stockholder.” 


BURLINGTON-ROCK ISLAND LEASE 


Petition for reopening, reconsideration by the entire Com- 
mission, and for indefinite postponement of the effective date 
of the order, has been filed with the Commission in Finance 
No. 14400, Burlington-Rock Island Railroad Co. Lease, by Guy 
A. Thompson, trustee of the Beaumont, Sour Lake & Western 
Railway Co., and of the St. Louis, Brownsville & Mexico Rail- 
way Co., intervenor. 

The relief asked for, said the intervenor, was based on two 
grounds: (1) That there was no testimony in the record from 
which the Commission could find that the proposed transaction 
was just and reasonable, in so far as the use of the facilities 
of the Houston Belt & Terminal Railway Co. by the applicants 
was concerned, or would be consistent with the public interest; 
and (2) that the burden of establishing that the proposed trans- 
action, in so far as it related to the use by the applicants of the 
terminal facilities of the Houston Belt, was just and reasonable 
and would be: consistent with the public interest, was on the 
applicants and not on the intervenor. 

The Commission had approved, with conditions, a lease by 
the trustees of the Chicago, Rock Island & Gulf and the Chi- 
cago, Rock Island & Pacific railways, and by the Fort Worth 
& Denver City Railway Co., of the properties and rights of the 
Burlington-Rock Island between Teague and Galveston, Tex. 
(See Traffic World, March 31, p. 811.) 


Nickel Plate Bond Issue 


The New York, Chicago & St. Louis Railroad Co., in Fi- 
nance No. 14903, has asked the Commission for authority to 
sue a total of $68,000,000 refunding mortgage bonds, series 
E, of which $58,000,000, it said, will be sold at competitive 
bidding, and the proceeds from such sale, together with such 
additional treasury cash as may be required for the purpose, 
will be used to redeem $59,875,000 of the Nickel Plate’s refund- 
Ing mortgage 4% per cent gold bonds, series C, now outstanding 
Inthe hands of the public. The remaining $10,000,000, said the 
Nickel Plate, will be used to replace a like principal amount 
of serics C bonds now held by the applicant in its treasury. 

The series E bonds, continued the Nickel Plate, would, 
under the provisions of a proposed supplemental indenture, 
ave the benefit of a sinking fund, into which there would be 
Payable next December 1, and thereafter on June 1, and De- 
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cember 1, of each year, until all of such bonds should have 
been paid or retired, or provision satisfactory to the trustee 
made for their payment or retirement, a sum equal to one-half 
of 1 per cent of the aggregate principal amount of the series E 
bonds theretofore issued and sold by the applicant. 

In the latter part of 1944, said the Nickel Plate, it developed 
a program for refinancing its bonded indebtedness, the principal 
features of which were the retirement of all obligations having 
a lien position prior to that of its refunding mortgage and the 
refinancing of the outstanding refunding mortgage bonds at 
lower interest rates. Steps were taken in this program. the 
Nickel Plate said, by the Commission’s authorization, in Finance 
No. 14722, of issuance of a secured promissory note for $10,- 
000,000 (see Traffic World, Oct. 28, 1944, p. 1095), and the 
Commission’s authorization, in Finance No. 14780, of the issu- 
ance ‘of $42,000,000 of refunding mortgage 3% per cent bonds, 
series D (see Traffic World, Dec. 30, 1944, p. 1686). 

The instant application, continued the Nickel Plate, pre- 
sented for the Commission’s approval an additional step in the 
applicant’s refinancing program, that would bring about a fur- 
ther substantial interest saving and would also result in a 
reduction of $1,875,000 in the applicant’s indebtedness. 


HOLLY STOVER APPLICATION 

Holly Stover, president and a director of the Chicago & 
Eastern Illinois Railroad Co., in Finance No. 14901, has asked 
the Commission for authorization to hold also the positions of 
president and director of the Chicago Heights Terminal Trans- 
fer Railroad Co., and director of the Chicago & Western Indiana 
Railroad Co., Belt Railway Co. of Chicago, Terminal Railroad 
Association of St. Louis, and Missouri & Illinois Bridge & Belt 
Railroad Co. The applicant said he was elected president and 
director of the Chicago Heights company on March 30, but had 
not entered on duty, and that he anticipated being elected a 
director of the other aforementioned companies. Mr. Stover is 
federal manager of the Toledo, Peoria & Western Railroad. 


NEGRO PASSENGER COMPLAINT 

Benjamin E. Mays, Atlanta, Ga., a Negro, has filed com- 
plaint with the Commission in No. 29299, Benjamin E. Mays 
vs. Southern Railway Co., alleging that on October 7, 1944, en 
route in South Carolina, from Atlanta to New York, on the 
defendant railroad’s passenger train No. 30, the dining car 
steward, acting pursuant to the railroad’s instructions, refused 
dining car service to the complainant, while serving white pas- 
sengers, and ejected him from the diner by use of force. Al- 
leging violation of sections 1, 2, 3, and 13 of the interstate 
commerce act, the complainant asked for a cease and desist 
order and reparation of $2,500. 


ICING CHARGES IN NORTH CAROLINA 

J. J. Quinn, tariff publishing agent, acting on behalf of 
the Beaufort & Morehead Railroad Co. and other carriers 
parties to his I. C. C. No. 22, Perishable Protective Tariff No. 
13, has filed a petition with the Commission in No. 20769, 
Charges for Protective Service to Perishable Rreight, request- 
ing amendment of the Commission’s order in this proceeding, 
issued September 12, 1936, and reaffrmed by a supplemental 
order October 1, 1940, so as to authorize publication of a 
charge of $6.30 a ton for ice supplied at Morehead City and 
Beaufort, N. C., for account of the Beaufort & Morehead, to 
operate in conjunction with shipments transported under a 
modified form of refrigeration service described in the petition. 
Agent Quinn said the Commission, in the orders referred to, 
had prescribed a charge of $4.30 a ton for ice at all stations in 
North Carolina and in addition there to a charge of 50 cents a 
switching an icing. He said the Beaufort & Morehead, a road 
three miles long, was unable to obtain, at either terminal, ice 
at a lesser charge than $6.30 a ton. He asked that the Commis- 
sion authorize, also, an increase of $10 a car in the charge for 
standard refrigeration service with respect to the traffic on this 
road and that the increase applied for be also made applicable 
at Morehead City on the Atlantic & East Carolina Railway Co. 





Trucking of Prefabricated Houses 


In a brief in support of its application for motor common 
carrier authority for transportation of prefabricated houses 
between points in specified eastern, midwestern, southern and 
southwestern states, Commercial Carriers, Inc., of Detroit, 
Mich., said that its application (MC 43038, Sub. No. 231) rep- 
resented, to its knowledge, “the first efforts made by an inter- 
state motor carrier to present to the Commission a compre- 
hensive picture of the trucking requirements of the prefabricated 
house industry.” It said that the only carrier that now had 
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a permanent certificate to transport prefabricated houses was 
Bud Marks, operating from Lafayette, Ind. 

“The record in this case,’”” Commercial Carriers, Inc., said, 
“is conspicuous in one respect; a new, strong and vigorous in- 
dustry stands on the threshold of its greatest opportunity to 
blossom forth as a major industry meeting the housing needs 
of the lower-third of our population, but without a single author- 
ized and certificated motor carrier to meet their transportation 
needs which is an essential lifeline to their success, with but 
one exception. .. .” 

The shippers whose testimony it reviewed in the brief, the 
applicant said, did not appear as special pleaders for Commer- 
cial Carriers, Inc., alone, but indicated the need of services of 
competitive carriers as well as those of this applicant. It said 
the effect of the war had been to cause a concentration of ideas 
as to the most suitable type of dwellings susceptible of pre- 
fabrication and the expansion of facilities that would “assure 
immediate reconversion to civilian requirements within 60 days 
after the government restrictions on such buildings are lifted.” 

“Applicant has brought into this record,” it continued, “the 
testimony of representatives of three general contractors whose 
business has been, and who foresee that it will continue to be, 
the demolition and relocation of prefabricated houses under the 
ownership and jurisdiction of the Federal Public Housing 
Authority. Since the United States government is one of the 
largest owners of prefabricated houses and has been respon- 
sible for the main impetus to this industry during the war the 
testimony of these general contractors and their transportation 
requirements for this moving of prefabricated houses is most 
important.” 


MILWAUKEE TRUCK RIGHTS SALE 


Milwaukee Truck Service, Inc., by a petition in MC F-2633, 
Milwaukee Truck Service, Inc.—Purchase—Michicago Motor 
Express, Inc., has asked the Commission for leave to withdraw 
this application, saying that subsequent to its filing and to the 
hearing thereon it decided on a course of liquidation, making 
it unnecessary for this applicant to proceed with the transac- 
tion proposed in MC F-2633, whereby Milwaukee Truck Service, 
Inc., would purchase interstate operating rights of Michicago 
Motor Express, Inc., between Chicago, Ill., and Kalamazoo, 
Mich. The applicant said that its “liquidation” plan called for 
sale by it to Austgen Transfer & Storage Co. of its interstate 
operating rights, for which the Commission’s approval was 
being sought in MC F-2764. It said that in event of favora%le 
action on the instant petition by the Commission, there would 
be filed an application of “one Ivan Snyder, of Jackson, Mich.,” 
for authority to purchase the interstate operating rights of 
Michicago Motor Express between Chicago and Kalamazoo. 


ALLIED VAN “MERGER” PLAN 


Allied Van Lines, Inc., in MC F-2787, Application of Allied 
Van Lines, Inc., to Acquire Allied Van Lines’ Agents et al., 
has filed with the Commission a list of close to 280 Allied Van 
agents who, up to the time of filing the list, it said, had agreed 
to transfer their operating rights to Allied Van if so author- 
ized in the instant proceeding. The exhibit submitted by Allied 
Van also contained a list of the 493 Allied Van agents whose 
operating rights, Allied Van said, it had offered to purchase 
pursuant to uniform terms and conditions set out in the ap- 
plication. 

In the application filed in MC F-2787, Allied Van had re- 
quested authority to purchase the operating rights of Allied 
Van agents as motor common carriers of household goods (see 
Traffic World, March 31, p. 828). The list of agents was filed 
as an amendment to the application. 


OTTINGER WATER APPLICATION 


Jay Ottinger, Detroit, Mich., in W-922, has asked the 
Commission for authority to institute a new contract-carrier 
water operation on the Great Lakes and connecting inland 
waters. The applicant described the proposed operation as 
seasonal, March to December, providing tramp service based 
on demand for transportation over irregular routes. 


WATER CARRIER CONTRACTS FILING 


Requests that, in the event contract carriers by water were 
required to file copies of contracts, no requirements be im- 
posed on carriers whose transportation had been exempted 
by individual or general orders of the Commission, have been 
filed in Ex Parte No. 161, Filing of Contracts by Contract Car- 
riers by Water, by the following: Mrs. Sybil W. Stevens et al., 
a partnership doing business as Stevens & Co., New Orleans, 
La.; W. T. Burton Co., Inc., New Orleans; and W. L. Stevens, 
et al., a partnership doing business as Louisiana Materials Co., 
New Orleans. The petitioners said that certain items of their 
transportation subject to part III of the intersate commerce 
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ac had been specifically exempted by the Commission and that 
they believed that when transportation had been specifically 
exempted, it was the Commission’s intention to exempt such 
transportation from all regulations of the Commission. The 
petitioners asked that the Commission consider clarifying the 
scope of Ex Parte No. 161. 


0. P. A. Wastepaper Order 


All shipments of commercially packed wastepaper, effec- 
tive April 21, must be accompanied by a manifest, giving par- 
ticulars of the shipment, and more complete invoices also must 
be supplied, the Office of Price Administration announced 
April 17. 

These new requirements, which it said were designed to 
assist in the detection of ceiling price violations, will not apply 
to loose wastepaper, such as that collected by volunteer workers, 
but will apply if this wastepaper is subsequently commercially 
packed and then sold. Commercial packing, which is generally 
done by wastepaper dealers or large industrial accumulators of 
wastepower, is clearly defined in the wastepaper regulation. On 
21 grades of commercially packed wastepaper, and on 10 other 
grades when commercially packed in 500 pound bales, the 
ceiling prices are $5 a ton higher than the ceilings for the same 
paper otherwise packed, or shipped loose. 

Heretofore, it has been necessary only to supply invoices 
to purchasers, stating the grade, origin, destination, transporta- 
tion charge, and brokerage charge, if any. No manifests had 
been required previously, said O. P. A., adding: 


The manifest to accompany commercially-packed wastepaper must 
state: (1) Date of shipment; (2) town or city of origin; (3) name of 
each grade; (4) total weight of each grade; (5) if baled, the number 
of bales of each grade; (6) weight of each bale; (7) license of truck 
number of any truck used in transporting the wastepaper; and (8) 
the railroad car number and initials if the wastepaper is transported 
by a railroad car. 

This manifest must be posted in the railroad car or other vehicle 
carrying the wastepaper. Responsibility for preparing the manifest is 
on the first seller of the wastepaper regardless of the buyer. Where the 
wastepaper is placed in a warehouse for resale, however, the reseller 
prepares a new manifest, and the old manifest is merely retained by 
him as a record. 

The invoice for commercially-packed wastepaper must state: (1) 
Loading date; (2) seller; (3) buyer; (4) consignee, if any; (5) name 
of each grade; (6) total weight of each grade; (7) number of bales of 
each grade; (8) weight of each bale; (9) loading charge, if any; (10) 
price being charged per ton for each grade; (11) broker’s allowance, 
if any; (12) origin by street and city; (13) license or truck number of 
any truck used in transporting the wastepaper; and (14) railroad car 
number and initials if the wastepaper is transported by a railroad car. 

All sellers are required to keep a copy of every invoice and manifest 
prepared by them, and every buyer is required to keep every invoice 
and manifest received by him. For record-keeping purposes, a broker 
is required to attach to his copy of his invoice all invoices received by 
him for a particular shipment of wastepaper except for any quantity 
that may be shipped out of his own warehouse, or he must otherwise 
identify on his records the sources of supply for all paper in each 
shipment he makes. 

(Amendment No. 11 to Maximum Price Regulation No. 30—Waste- 
paper—effective April 21, 1945.) 


JOHNSON ON ROOSEVELT 


; Director Johnson, of the Office of Defense Transportation, 
issued the following statement on the death of President 
Roosevelt: 


We've lost a great leader, but his path to victory remains plain 
and distinct. 





O. D. T. APPEAL DECISIONS 


Director Johnson, of the Office of Defense Transportation, 
has affirmed the action of O. D. T. field officials in denying the 
following applications: 


No. 111, Albert Mann, Greenville, S. C., for inauguration of service 
as a private carrier of property by commercial motor vehicle. 

No. 112, Alvin Davidson and Samuel Spokane, dba Davidson & Sp0- 
kane, Pittsburgh, Pa., for inauguration of service as a private carrier 
of property by commercial motor vehicle. 

No. 113, I. Bernie Bernstein, dba National Distributors, Washington, 
D. C., for inauguration of service as a motor carrier of property. , 

No. 115, Segal’s Safety Cab, Inc., and Checker Cab, Inc., Miaml 
Beach, Fla., for revision of certification of allotments of mileage and 
motor fuel. 

No. 114, Paul B. Nichols, Atlanta, Ga., for additional allotments of 
mileage and motor fuel. 


Oo. D. T. CONSERVATION ORDERS 


The Office of Defense Transportation has issued additional 
supplemental O. D. T. 3 orders authorizing coordinated opera- 
tions of certain carriers in the areas indicated in the folowing: 
Rev. 627, Connecticut, Massachusetts, New Jersey, Nev York 
and Pennsylvania; Rev. 628, South Carolina; Rev. 630. New 
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Haropshire; Rev. 632, Michigan; Rev. 462, amendment 1, Ari- 







































































ich zona; Rev. 634, Dayton and Chillicothe, O.; Rev. 636, Marshall- 
The town and Mason City, Ia.; Rev. 637, Sayra and Texola, Okla.; 
g ‘the Rev. 638, Memphis, Tenn., and Fort Smith, Ark.; Rev. 639, 
Alabama. 
Other supplemental orders authorizing coordinated opera- 
tions have been issued as follows: O. D. T. 6A-104, Vicksburg, 
Miss., area; O. D. T. 6A-106, Flint, Holly and Fenton, Mich.; 
0. D. T. 6A-107, Binghamton, N. Y., area; O. D. T. 20A-204, 
effec- Newburgh, N. Y., area; O. D. T. 20A-405, Coos Bay and North 
- par- § Bend, Ore., area; O. D. T. 6A-103, Wichita, Kan., area; O. D. T. 
) must 6A-108, Harrisburg, Pa., area; O. D. T. 6A-110, Charlotte, N. C., 
yunced | area, and O. D. T. 6A-113, Jackson, Miss., area. 
ned to O. D. T. APPOINTMENTS 
apply The Office of Defense Transportation has announced that 
orkers, Charles V. Warren, who had been assistant director of its divis- 
rcially | jon of information, has succeeded Charles E. V. Prins as director 
nerally § of the division. Mr. Warren formerly was with the Public Roads 
tors of § Administration and the Federal Works Agency as chief of press. 
on. On | Mr. Prins is taking a position in private industry. 
) other The Office of Defense Transportation has announced the 
2s, the | appointment, effective April 15, of Robert H. Glenn as acting 
e same ff director of the O. D. T. division of transport personnel. Mr. 
Glenn succeeds A. W. Motley, who went to O. D. T. on a loan 
nvoices | from the Social Security Board and who has returned to the 
sporta- | board as the assistant director of the Bureau of Employment 
sts had § Security. 
Mr. Glenn went to O. D. T. February 25, on loan from the 
War Production Board, as an assistant to Mr. Motley and will 
er must | be transferred permanently to O. D. T. April 15. He was in 
preven the employ of the Pennsylvania Railroad from 1907 to 1916 and 
of truck | of the Atlantic Coast Line from 1921 to 1923. He has held a 
and (g) | number of offices in the Brotherhood of Locomotive Firemen 
nsported | and Enginemen and was editor of the B. L. F. and E. Magazine 
from 1937 to 1941. 
> vehicle In 1941 Mr. Glenn entered government service as consultant 
hoe ns | in the labor division of W. P. B., and on January 3, 1945, be- 
reseller | came director of the plant and communitive service division of 
ained by | W. P. B. Mr. Glenn’s home is in Washington, D. C 
ate: (1) WOODEN SHIPPING CONTAINERS 
5) name a . 
bales of Producers of controlled materials may use the maintenance, 
ny; (10) | repair and operating supplies preference rating to buy mate- 
llowance, § rials needed by them for making wooden crates or other outer 
umber of § wooden shipping containers for packaging the controlled ma- 
— cit | terials they produce, including copper and steel wire products, 
vwanifest | the War Production Board has ruled. W. P. B. action was 
y invoice § taken by amending Direction 3 to Priorities Regulation 3. 
a broker Direction 3 to PR-3 formerly required all persons not 
ceived by § permitted under the direction to use their MRO rating for the 
quantity § purchase of lumber to apply under Controlled Materials Plan 
otherwise # resulations for this material. Other paragraphs of Direction 3 
* in each § 1) PR-3 were amended to conform with the new procedure. 
0—Waste- Se aaa a ee 
eo 
Paper Companies’ Rate Protest 
ortation, Five paper manufacturing companies in Michigan have 
Sresident § joined in filing with the Commission a petition for suspension of 
itm 550-A, supplement 13 to tariff MF-I. C. C. No. 123 of Cen- 
tral States Motor Freight Bureau, Inc., Agent, published to 
ains plain § become effective April 23, which item, according to the protest- 
ants, proposes cancelation of motor common carrier rates on 
waste or scrap paper set forth in items 540 and 550 of the tariff 
and a resultant increase in the rates. 
portation, Parties to the protest were the Bryant Paper Co. of Kala- 
nying the § mazoo; the Eddy Paper Corporation, of Three Rivers; the Mich- 
igan Paper Co., of Plainwell; the Sutherland Paper Co., of Kala- 
ervice y 24200, and the Watervliet Paper Co., of Watervliet. They said 
=o that increases here proposed ranged from 48.15 to 71.4 per cent, 
‘on & Spo “bending on the origin and/or destination. 
ate carrier _.“Your petitioners understand,” these companies said, “that 
said common carriers by motor vehicle allege increases in ex- 
Vashington, @ Dense of operation to the extent that they are operating near 
jg to, at, or above their operating revenues, but said common car- 
= . ‘ a ters by motor vehicle have produced no figures to show that 
aileage such allegations are based upon facts They have produced no 
lotments of § Sgures or even made the assertions that they have cut any 
operating costs nor overhead costs. They have not shown, nor 
attempted to show, what disposition was made of large earnings 
ade during recent years when operating expenses were mate- 
3:tional @ “ally lower than at the present time. . . . Your petitioners again 
additiona . : - A 
ted opera: protes { against said common carriers by motor veicle absorb- 
foliowing: ing earnings considerably above what the Supreme Court has 
New York held, in several cases, would be a fair return on money invested 
630 New] “bublic utilities, in some years, making no provision for future 









Storm: years,’ and then demanding increases ranging from 
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48.15 per cent to 71.43 per cent when the ‘stormy years’ are at 
hand.” 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
% % have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Trafic World and Bulletin and The Trafie Bulletin.} 


In I. and S. M-2523, the Commission suspended from 
April 15, until November 15, the operation of certain schedules 
published in tariff MF-I. C. C. No. 13 of Harold C. Groendyke, 
dba Groendyke Transport Co., Enid, Okla. The suspended 
schedules proposed increased and reduced truckload rates on 
petroleum products from Amarillo, Borger, Pampa and Sheerin, 
Tex., to points in Kansas, New Mexico and Oklahoma. 

In I. and S. M-2524, the Commission suspended from 
April 16, until November 16, the operation of certain schedules 
published in Supplement No. 44 to tariff MF-I. C. C. No. 80 
of Central States Motor Freight Bureau, Inc., Agent, Chicago, 
Ill. The suspended schedules proposed provisions for determin- 
ing the charges for detention of motor carrier equipment at 
points on the lines of Consolidated Freightways, Inc., and 
Lecrone-Benedict Ways, Inc. 

In I. and S. M-2525, the Commission suspended from 
April 16, until November 16, the operation of certain schedules 
as published in Supplement No. 16 to Western Trunk Line 
Motor Common Carriers Bureau, Agent’s tariff MF-I. C. C. 
No. 70. The suspended schedules proposed to cancel commodity 
rates on grasshopper bait in volumes of 15,000 and 20,000 
pounds and on fresh meats in carcasses, minimum 16,000 pounds, 
between Omaha, Nebraska and Sioux City, Iowa, also points 
— therewith, thereby permitting higher class rates to 
apply. 

In I. and S. No. 5340, the Commission suspended from 
April 16, until November 16, the operation of certain schedules 
as set forth in Supplement No. 17 to Florida East Coast Rail- 
way Company’s tariff I. C. C. No. 944, and Supplements Nos. 13 
and 14 to Seaboard Air Line Railway Company’s tariff I. C. C. 
No. A-8055. The suspended schedules proposed to cancel the 
shipside application of export and import class and commodity 
rates at Port Everglades, Port of Palm Beach, and Fort Pierce, 


a on traffic moving between those points and Jacksonville, 
a. 


MOTOR “BALE DENSITY” RULE 

The Georgia-Alabama Textile Traffic Association, of At- 
lanta, Ga., has addressed to the Commission a request for sus- 
pension of Rule 5, section 9(a) and (b) in supplement 21 to 
Agent C. F. Jackson’s tariff MF-I. C. C. No. 14, National Motor 
Freight Classification No. 7, published to become effective April 
28. The protestant says that the protested rule would establish 
a provision that ‘except as otherwise provided herein, the terms 
‘machine pressed’ or ‘machine compressed’ bales are defined as 
bales having density of not less than 20 pounds per cubic foot.” 

Under exceptions to ratings in National Motor Freight Clas- 
sification No. 7, the protestant says, an 1.t.l. rating of 85 per 
cent of first class now applies on scoured wool in machine 
pressed bales, which rating would be increased to first class 
except in instances where the density of such bales equals or 
exceeds 20 pounds a cubic foot, and, as to shipments of wool 
tops in machine pressed bales that do not equal or exceed 20 
pounds a cubic foot, the rating would be increased from 85 per 
cent to 125 per cent of first class, the textile traffic association 
says. It said the protested provision would apply in various 
commodity tariffs and exceptions to the National Motor Freight 
Classification No. 7 where such tariffs were made subject to 
that classification, such as tariff MF-I. C. C. No. 265 of Southern 
Motor Carriers Rate Conference, Agent; tariff MF-I. C. C. No. 
107 of R. S. Cooper, Agent, and tariff MF-I. C. C. No. 89 of 
Agent Cooper. Joining the Georgia-Alabama Textile Traffic 
Association in the protest were the Alabama Cotton Manufac- 


turers Association and the Cotton Manufacturers Association 
of Georgia. 


MOTOR “DEADHEADING” CHARGES 

Proposals by four California motor carriers to establish a 
charge of $6.36 an hour for “deadheading” or empty movement 
of equipment to and from points of loading and unloading con- 
stitute a part of the subject matter of a tariff suspension peti- 
tion filed with the Commission by the Office of Price Adminis- 
tration. 

The O. P. A. protest is directed against designated items in 
tariff MF-I. C. C. 3 of Carl Ingalls Trucking Co., supplement 
7 to tariff MF-I. C. C. 7 of Oilfields Trucking Co., supplement 
7 to tariff MF-I. C. C. No. 4 of Lang Transportation Corpora- 
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tion, and supplement No. 1 to tariff MF-I. C. C. No. 1 of Daigh 
& Stewart Truck Co., all published to become effective April 25. 

The O. P. A. pointed to increases in “demurrage” and ac- 
cessorial service charges that also were being proposed by these 
carriers and cited the carriers’ statement of justification that 
the provisions being increased were interstate provisions cor- 
responding to similar rates in effect on intrastate traffic within 
California. It said that the proposed rule for assessing charges 
for “deadheading” would make it extremely difficult to com- 
pute the freight charges applicable to a particular shipment in 
advance of tendering the shipment, and that, under the rule, a 
carrier could prefer one shipper to the prejudice of others by 
sending equipment that was closer to the point of origin to one 
shipper and other equipment to other shippers. It said the car- 
riers had not furnished any examples of intrastate rates or 
charges for similar service, any financial statements showing 
financial need for additional revenue, or any evidence that the 
present system of operation was resulting in undue hardship. 





MINERAL WOOL RATE PROTEST 


Montgomery Ward & Co. has asked the Commission to 
suspend item 24720-A of supplement 28 to Consolidated Freight 
Classification No. 16, published to become effective April 28, 
proposing cancellation of 1. c. 1. ratings on mineral wool. The 
protest avers that under this proposal, there would be a 15 per 
cent increase in the 1. c. 1. rates on mineral wool, and that such 
an increase, based on an average rate of $1 a hundred pounds, 
“would mean an increase of 5.4 cents per bag, which the ulti- 
mate consumer or customer would be required to pay, should 
such proposed increase be allowed to go into effect. 

“Our interests would be further adversely affected,” says 
the protestant, “in that local dealer sales to customers at point 
of consumption would have an additional advantage of 5.4 
cents per bag over that now prevailing on sales to mail order 
customers of our nine plants located throughout the country 
in that they would be required to pay the additional 15 per 
cent increase in charges or ratings on a lean carload basis as 
against local dealer’s carload rates to point of consumption.” 


NEW ENGLAND TRUCK RATE BOOST 


The Price Administrator, for himself and the Economic 
Stabilization Director, has protested and requested suspension 
by the Commission of supplement No. 6 to MF-I. C. C. No. 133 
and other tariffs of the New England Transportation Co., as- 
serting that that company proposes flat increases of 2% cents 
and 1 cent a hundred pounds in all 1. c. 1. and volume shipments, 
respectively, and an increase of 10 cents in minimum charges 
a shipment, and that data from the carrier’s annual reports 
clearly indicate that the New England Transportation Co. has 
no general need for increased revenue in order to continue its 
operations. The tariff proposal of the New England Transporta- 
tion Co., published to become effective April 27, is similar to 
other New England motor carriers protested earlier by the 
O. P. A. (see Traffic World, April 14). 


Motor Act Prosecutions 


(Digests 0) statements issued by the Secretary of the Commis 
son concerning prosecutions, in federal courts, for violations of 
motor carrier provisions oy the interstate commerce act or of Com 
mission rules and regulations thereunder, appeai below.) 


Southern California district, central division, at Los An- 
geles. Edwin Thomas Hughes, dba Hughes Truck-Away, of Los 
Angeles, was fined $400 following entry of his plea of nolo con- 
tendere to an information charging him with violations of part 
II of the interstate commerce act. The fine was ordered to be 
paid. The defendant, Hughes, a contract carrier of property in 
interstate commerce by motor vehicle, was charged with failure 
to require drivers in his employ to keep drivers’ logs, and with 
failure to have in his files certificates of physical examination 
for new drivers employed by him, both in violation of the Com- 
mission’s motor carrier safety regulations. 

Nebraska district, Omaha division, at Omaha. Kenneth 
Blakeman, of Norfolk, Neb., dba Union Transfer Co. of Norfolk, 
was fined $200 and costs, following entry of is plea of guilty to 
an information charging him with violations of part II of the 
interstate commerce act. The fine and costs were paid. The de- 
fendant, Blakeman, was charged with operating as a common 
carrier of property by motor vehicle in interstate commerce for 
compensation without there having been issued to him by the 
Commission a certificatee authorizing the particular operations 
that were described in the information. 

Eastern Arkansas district, western division, at Little Rock. 
Fines totaling $800 were imposed on David W. Quinn, dba 
Quinn Construction Co., of Fort Worth, Tex., a shipper, and on 
Harry T. Robb, of Shawnee, Okla., formerly employed by Quinn 
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Construction Co., following entry of their separate pleas of nolo 
contendere to two informations charging each of them with 
having aided and abetted certain motor carriers in the commis- 
sion of violations of part II of the interstate commerce act, 
Quinn and Robb were each fined $400, and the fines were paid, 
The informations charged that Quinn and Robb had knowirgly 
aided and abetted the defendants, Dewell W. Hoskins, dba Hos- 
kins Truck Service, of Malvern, Ark., and Herman I. Vaughn, 
of Benton, Ark., in the transportation of demountable dwelling 
units in interstate commerce as common carriers by motor 
vehicle without having certificates from the Commission author- 
izing the particular transportation described in the informa- 
tions. Hoskins and Vaughn had been sentenced and had paid 
fines in the same proceedings at Little Rock (see Traffic World, 
Nov. 18, 1944, p. 1304). 

Northern Iowa district, Cedar Rapids division, at Cedar 
Rapids. Watson Bros. Transportation Co., Inc., of Omaha, Neb., 
was fined $750 and costs of $31.06 following its entry of a plea 
of guilty to an information charging it with violations of part II 
of the interstate commerce act. The fine and costs were required 
to be paid in full. The defendant was charged, as a common car- 
rier of property in interstate commerce by motor vehicle, with 
permitting and requiring its drivers to remain on duty for ex- 
cessive hours a week and to drive or operate veicles for exces- 


= hours a day, in violation of the motor carrier safety regu- 
ations. 


Trucking Monopoly Action 


The Department of Justice announced, April 19, the filing 
of a civil suit in the southern district of New York charging 
two trade associations, together with 40 corporate and 36 indi- 
vidual members, with conspiracy to monopolize the trucking 
of fruit and vegetables in the New York area, in violation of the 
Sherman anti-trust act. At the same time the department an- 
nounced the entry of a civil decree, consented to by all defend- 
ants, prohibiting continuance of the illegal practices. Defend- 
ants named in the complaint were the Market Truckmen’s 
Association of New York, a trade association composed of per- 
sons engaged in the trucking business, and 22° corporate and 11 
individual members of the association; and the Fruit and Prod- 
uce Association of New York, a trade association with mem- 
bership composed of receivers, and 18 corporate and 25 indi- 
vidual members of this association. 

Assistant attorney General Wendell Berge, in charge of the 
anti-trust division, said the consent decree was designed to open 
the New York market to all buyers of produce desiring to take 
delivery in their own trucks and to eliminate the monopoly 
enjoyed for many years by members of the two defendant asso- 
ciations. He said the decree, among other things, required the 
dissolution of the Market Truckmen’s Association, enjoined the 
fixing of delivery charges by agreement, and the practice of 
making delivery in trucks of sellers only or in trucks designated 
by sellers, and abolished all penalty fees and pierhead delivery 
charges. The department said that on March 3, 1943, an in- 
dictment was returned by a federal grand jury in New York 
against most of the concerns and individuals named in the civil 
suit, including the two trade associations, charging identical 
practices. Pleas of nolo contendere were entered by the de- 
fendants to this criminal charge on December 29, 1944, and 
fines totaling $62,000 were imposed, it said. 


Burlington Truck Line Suit 


The Burlington Transportation Co., a wholly-owned sub- 
sidiary of the Chicago, Burlington & Quincy Railroad Co., has 
filed a complaint in the federal district court for the northern 
Illinois district, eastern division, naming the United States of 
America as defendant and asking for a permanent injunction 
against enforcement of those provisions of the Commission’s 
order in MC 2181, Sub. No. 1, Burlington Transportation Co. 
Extension—Illinois-Iowa-Missouri, embracing Sub. No. 2, Same, 
Extension of Operations—Iowa, by which conditions and re- 
strictions were imposed as to some of the routes over which 
operating authority was granted and by which authority to 
operate over certain other routes was denied. The complaint 
has been served on the Commission. 

The complaint, docketed in the district court as Civi! No. 
45-C-506, was directed against the Commission’s order of Sep- 
tember. 20, 1944, in MC 2181, Sub. Nos. 1 and 2, and contained 
the information that the effective date of the order had been 
extended successively to April 30, 1945, and that reconsideration 
of the order had been denied by a Commission order dated 
February 5, 1945, by a 6 to 3 vote of the Commission. ‘ 

The complainant assailed the attachment by the Commis- 
sion, as to six of the routes applied for, of restrictions limiting 
the service of the applicant to service auxiliary to or supple- 
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mental of rail service of the Burlington and limiting the service 
in certain other respects, and the denial by the Commission of 
authority to operate over routes between Kewanee, IIl., and 
Geneseo, Ill., between Cambridge, Ill., and junction of U. S. 
Highway 150 and Illinois Highway 81, between Washington and 
Mt. Pleasant, Ia., and between Knoxville, Ia., and Oklaloosa, Ia. 

Burlington Transportation Co. in its complaint made the 
contentions, among others, that there was no evidence in the 
record sustaining the findings purporting to support the con- 
clusions by the Commission that authority to operate over cer- 
tain of the routes should be denied or that the authority granted 
over certain other routes should be subject to the conditions 
and restrictions imposed, or to any of those conditions and 
restrictions. 


Georgia Rate Complaint 


Eight railroads comprising the “southern defendants” in 
the so-called Georgia rate complaint in the Supreme Court 
of the United States, an original proceeding in that court 
(State of Georgia vs. The Pennsylvania Railroad Co. et al.), 
have filed in the Supreme Court a petition for rehearing of 
the motion by the state of Georgia for leave to file its amended 
bill of complaint alleging a rate-making conspiracy among 
the defendants in restraint of trade and commerce among the 
states, which motion was granted by the court March 26, four 
justices dissenting (see Traffic World, March 31, p. 834). 

Ten railroads of the twelve “northern defendants” in the 
case also filed a petition for rehearing in which they stated 
that they adopted as their own the reasons and arguments 
set forth in the southern railroad’s petition. It was stated at 
the court, April 19, that a petition for rehearing also was 
being filed by the Chesapeake & Ohio. 

The southern roads asserted in their petition that they 
had not had an adequate opportunity to present their views 
as to the jurisdiction of the Supreme Court to entertain 
Georgia’s amended complaint “on the very narrow issue which 
now remains tendered.” They cited eleven propositions to 
which their oral argument had been addressed and said that 
those propositions had been, in effect, “conceded by Georgia 
and approved by the court in its opinion.” 


“Narrowing” of Complaint 


They said that the court had read out of the amended 
complaint the whole cause of action for damages at law, had 
entertained it only as a suit in equity for injunction against 
threatened future injury to Georgia and her citizens, and, by 
further construction, had severaly narrowed the amended 
complaint and the suit tendered. 

Accordingly, the railroads said, the court construed the 
amended complaint as not attacking rates, as not seeking 
“to undercut or impair the primary jurisdiction of the Com- 
mission over rates,” as not seeking “an uprooting of estab- 
lished rates,” as not asking the court to enjoin “what the 
Commission might later approve or condone,” as not asking 
the court “to trench on the domain of the Commission” or 
to render any decree which might “have that effect.” 

“As to what is left to be enjoined, if proved,” said the 
southern roads, “the court silhouettes and underlines two 
words: ‘discrimination’ and ‘coercion.’ . . . Apparently the 
court decides to entertain the amended complaint in order 
to enjoin and ‘put an end to discriminatory and coercive prac- 
tices’ in rate making, if such practices be proved.” 


No “Effective” Injunction 


On the amended complaint as thus narrowed, the rail- 
roads said, the court as a court of equity could enter no 
Injunctive decree that would be effective. They added that 
any decree entered would necessarily either (1) be so general 
as to violate the most elementary principles of justice, or 
(2) directly invade the exclusive jurisdiction of the Commis- 
sion, or (3) directly invade the constitutional powers of Con- 
gress by prescribing a new, legislative rule of civil conduct 


‘for the future that Congress itself had not seen fit to pre- 


op. In elaboration on these points, the railroads said, in 
art: 


Where is there any charge of ‘‘coercion’’ in the amended bill, as the 
Court construes it? Only in the charge that the northern carrier de- 
fendants have generally dominated and coerced the southern carrier 
defendants in the fixing of joint through rates. ... There is no charge 
that any of the defendants has coerced Georgia or her citizens. Georgia 
has no interest in any supposed coercion of one carrier by another ex- 
cept in so far as such coercion is charged and proved to have resulted 
N interstate rates discriminatory against Georgia. 

The charges both of coercion and of discrimination—and the more 
Seneralized charges of ‘‘conspiracy’’ are only restatements in another 
form of the charges of coercion and discrimination—are entirely con- 
fined to the fixing of interstate rates subject to the jurisdiction of the 
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Commission, which rates the court concedes it cannot reach by injunc- 
tion in this proceeding. 
And the court holds that ‘‘the injury to Georgia is not in the exist- 


ence of the combination per se but in the rates which are fixed by the 
combination”... 


All charges of illegal violation of the anti-trust laws are contined 


and tied to the rates fixed and agreed to. All charges of injury or 
threatened injury to Georgia, her citizens and ports are confined and 
tied to the rates. The rates are tied to tariffs on file with and subject 
to the exclusive jurisdiction of the Commission. And the court also 
holds that its injunction cannot reach or affect in any way those rates 
and tariffs; yet they are the only things which could threaten injury 
to Georgia. 

For the reasons so fully stated in the dissenting opinion, we re- 
spectfully submit that nothing is left of the case sought to be tendered 
which can fall within the jurisdiction of this court as a court of equity 
or with which it can deal effectively, and at the same time lawuflly and 
constitutionally, by injunction. . 


Competition’ by Injunction? 


The court certainly cannot by injunction restore ‘‘that degree of 
competition envisaged by Congress when it enacted the interstate com- 
merce act,’’ without telling these defendants in its injunction what that 
degree of competition is, without telling us what acts we may do as 
falling within the degree of competition and what acts we must not do 
as falling without that required area of competition. And it is as 
certain as anything can be in an uncertain world that the court cannot 
do that without telling these defendants in its injunction decree what 
they may do and what they may not do in ‘‘the establishment and main- 
tenance of reasonable charges for transportation services, without un- 
just discriminations, undue preferences or advantages, or unfair or 
destructive competitive practices. . . .’’ Transportation act of 1940, 
c. 722, 54 Stat. 898, sec. 1. 

Yet it is entirely clear that the court cannot tell us that without 
trenching upon the jurisdiction of the Interstate Commerce Commission. 
The national transportation policy is committed to the Commission, not 
to this court, to be ‘‘administered and enforced’’ in the first instance. 
Only the Commission can tell us what rates are or are not ‘‘discrimin- 
atory’’ against a state or a region. Only the Commission can tell us 
when rates are or are not established and maintained ‘‘without unjust 
discriminations, undue preferences or advantages, or unfair or de- 
structive competitive practices * * *” ... 


“Insoluble Dilemma’”’ 


The court’s opinion leaves an inescapable and insoluble dilemma. 
If the court entertains the complaint and issues an injunction, either 
its injunction must tell the defendants what they may do and what 
they may not do in the future in agreeing upon or refusing to agree 
upon rates, in which case the court will exercise the function of the 
Interstate Commerce Commission and of the Congress, or the court will 
issue a purely general and abstract injunction, merely enjoining and 
restraining these defendants from conspiring and using coercion to 
discriminate against Georgia in the fixing of interstate rates, without 
in any further wal telling what we can do, or what we cannot do. ‘I'‘hat, 
we submit, with great deference but with earnest conviction of our 
legal and constitutional rights, would not be an equity decree or in- 
junction at all, but would be a decree which would violate the first 
principles of justice. It would put these defendants under permanent 
threat of contempt proceedings while leaving them absolutely helpless 
to know or to have their counsel advise them what they can do or 
cannot do to be free of contempt. 

Mr. Justice Holmes said for the court in Swift & Co. vs. United 
States, 196 U. S. 375, 396, that ‘‘* * * we equally are bound by the first 
principles of justice not to sanction a decree so vague as to put the 
whole conduct of the defendants’ business at the peril of a summons 
for contempt. We cannot issue a general injunction against all pos- 
sible breaches of the law.’’ (Referring to the Sherman act.) ... 

Unless it enters such a general injunction as would violate the 
most elementary principles of justice, any injunction the court might 
enter here would necessarily ‘‘trench’’ directly upon the jurisdiction 
of the Congress and of the Interstate Commerce Commission. And the 
court cannot constitutionally or lawfully do either. Hence it can enter 
no injunction which could effectively deal with what is left of the 
charges of the amended complaint... . 

Presumably the court would undertake . . . to enjoin and restrain 
the ‘‘northern defendants’’ from coercing the ‘‘southern defendants’’ 
in the fixing of rates, and to enjoin all the defendants from conspiring 
or combining to discriminate against Georgia, its ports and citizens, 
in the interstate rates fixed, and to make such injunction permanent. 

How would that give any remedy to Georgia? It is only the rates 
themselves which Georgia claims are injurious or threaten injury. And 
the court disclaims jurisdiction to enjoin the rates. 

How could the defendants obey such an injunction? ... It would 
be impossible to know what rates we could fix and agree to without 
being in contempt of this court. . 


Question of What Is Coercion 


Assume the issuance of such an injunction as the opinion of this 
court contemplates. Then assume that the traffic officers of one or all 
of the southern carriers propose a particular reduced joint through rate 
for the benefit of a shipper or shippers in Georgia. Then suppose the 
northern carriers think the rate is too low and refuse to agree to it. 
Would that be ‘‘coercion’’? We would not know. We could not know. 
We would have to ask the court. If we asked the court and the court 
thought the action of the northern defendants ‘‘coercive,’’ would the 
court order them to agree to the proposed rate? 

If it did, then the court would not merely be regulating the rate. 
It would be directly fixing the rate. It would be the plainest possible 
invasion of the Commission’s jurisdiction. 

The big question inescapably involved in Georgia’s motion for leave 
to file and in the decision of the court of March 26, 1945, is whether 
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interstate rates of rail carriers are to be given uniform regulation by 
the Interstate Commerce Commission under the mandate of the inter- 
state commerce act, or whether there is to be substituted for such uni- 
form regulation a piecemeal regulation by Sherman act injunctions, by 
this court in original suits by states, and by federal district courts all 
over the United States, in suits by shippers dissatisfied with the method 
of regulation provided by the interstate commerce act, whenever such 
state or such shipper sees fit to charge coercion or collusion to make 
discriminatory rates. ... 


“Parens Patriae” Question 


The southern railroads contended, further, that Georgia 
had no standing to bring “this suit” on behalf of her ctiizens, 
because as to all matters now involved the United States, not 
the state of Georgia, was “parens patriae.’”’ They said that 
when citizens of the United States sued to vindicate rights con- 
ferred on them by the anti-trust laws of the United States, 
they were not suing to vindicate rights belonging to them as 
citizens of a state, but were suing to vindicate federal rights 
held by them as citizens of the United States. 

“Even if a state could stand as parens patriae for citizens 
in the vindication of their federal rights,’ continued the rail- 
roads, “it would not have the right to invoke the original juris- 
diction of this court, because it would be representing a federal 
right, not a state right, and Article III, Sec. 2, of the Constitu- 
tion confers original jurisdiction upon this court as to a suit by 
a _— against citizens of other states only to vindicate a state 
iv. 

“The right of a state and its citizens to be free from dis- 
criminatory interstate freight rates flows from the interstate 
commerce act. And whatever right they have to complain of 
coercion or conspiracy in the making of such rates flows either 
from the interstate commerce act or from the federal anti-trust 
laws, or from a combination of both, and is a federal right as 
to which citizens stand in relation to the federal government. 
That government, not the state of Georgia, is the parens patriae 
as to such rights.” 


JOINT BAR ANTITRUST SUIT 


Judge J. P. Barnes, of the federal district court at Chicago, 
took under advisement a motion to dismiss, filed by the two 
remaining defendants, The McKenna Process Co., and its pres- 
ident, George Langford, Joliet, Ill., after hearing argument on 
the motion in No. 43C 1295, United States vs. Rail Joint Co. 
et al. Judge Barnes said he would act as promptly as possible, 
either to dispose of the motion or to call the attorneys before 
him again for further discussion, after the seven days he al- 
lowed the government for filing a reply to the motion. 

All but the McKenna company and its president agreed to 
a consent decree in the suit, which charged that four companies 
and their presidents had entered into a conspiracy in violation 
of the antitrust act in connection with patents covering the 
reforming of worn rail joint bars (see Traffic World, Nov. 4, 
1944, p. 1170). The motion to dismiss said that the McKenna 
company and its president should be granted a summary judg- 
ment because all of the primary licenses and sub-licenses had 
been terminated prior to the filing of the complaint. Those 
were all transactions in the past, it said, as to which no injunc- 
tive relief could be granted and that, hence, the issues had be- 
come moot. An affidavit made by Mr. Langford and filed with 
the motion to dismiss said that, prior to the filing of the com- 
plaint, the cancellation of agreements between the McKenna 
company and the Rail Joint Co. had left the former company 
and its president “in sole possession and control of the ‘Lang- 
ford’ patents.” 

Judge Barnes, over an objection of the government, per- 
mitted attorneys for the defendants to file a history of the rail 
joint patents. 


BUS LINE SUIT ON I. C. C. ORDER 

E. S. Lufbin, dba Safe Way Motor Coach Lines, describing 
himself as a motor common carrier of persons and property 
between Blaine, Wash., and San Ysidro, Calif., serving inter- 
mediate points in Washington, Oregon and California, has filed 
in the federal district court for the Oregon district a complaint 
(Civil No. 2655) to set aside an order of the Commission dated 
July 10, 1939, denying applications of the plaintiff for “grand- 
father” rights as a motor common carrier of passengers between 
Blaine and San Ysidro and a subsequent order of the Commis- 
sion denying a petition for rehearing and reconsideration. 

The complaint names as defendants the United States of 
America, the Commission, each individual member of the Com- 
mission and its secretary, W. P. Bartel. The plaintiff alleged 
that he had been in bona fide operation between the points and 
over the routes designated in his applications and in the com- 
plaint on June 1, 1935, and had so operated since that time until 
the present “except for interruptions of such service over which 
plaintiff had no control.” He contended that in denying the 
applications and the petition for rehearing and reconsideration 
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the Commission acted arbitrarily and unreasonably. He said he 
had thereby been denied due process of law and had suffered 
great and irreparable injury to his business. 





TRANSPORTATION OF EXPLOSIVES 


The Commission has been advised that on April 11, in ‘he 
federal district court for the western district of Missouri, at 
Kansas City, an information was filed against Guy A. Thomp- 
son, in his capacity as trustee of the Missouri Pacific Railroad, 
charging violations of the regulations governing the transporta- 
tion of explosives and other dangerous articles promulgated by 
the Commission under authority of section 233 of the Criminal 
Code of the United States (Title 18, Sec. 383, U. S. Code). 

The specific violations of the regulations charged in the 
information, according to the Commission, are the improper 
placing of carloads of explosives in through freight trains, and 
the failure to furnish the train and engine crews with the no- 
tice, required by the regulations, of the presence of carloads 
of explosives in these trains. 

The matter was investigated by the Commission’s Bureau 
of Service and was handled for prosecution by the Cominis- 
sion’s Bureau of Inquiry. 


Freight Car Power Brakes 


Commissioner Patterson and Examiner J. H. Mattingly 
held a final hearing April 17 and 18 at the Morrison Hotel, in 
Chicago, in No. 13528, Investigation of Power Brakes and Ap- 
pliances for Operating Power-Brake Systems. In that proceed- 
ing, by an order of the Commission, division 3, all common car- 
riers subject to section 25 of the interstate commerce act were 
called on to show cause, if any, why specifications and require- 
ments set forth in an appendix to the order should not be pre- 
scribed by the Commission, and if the specifications were pre- 
scribed why an order should not be issued requiring the 
equipment of all cars used in freight services with appliances 
conforming to the specifications on or before January 1, 1946. 

At the conclusion of the hearing, Commissioner Patterson 
announced that there would be no proposed report. After dis- 
cussion among the parties had developed the concensus that 
briefs were not necessary in view of the completeness of the 
record, Commissioner Patterson said the final report would be 
made on the record. 

Safety and operating witnesses testified as to the degree to 
which freight cars on their railroads had been equipped with 
“AB” brakes, and were unanimous in reporting improved per- 
formance with “AB” brakes as compared with the older “K” 
brake. Questioning of the witnesses turned largely on the num- 
ber of undesired emergency applications—emergency applica- 
tions of the brakes occurring when only a service brake appli- 
cation was desired. The testimony was to the effect that there 
were few such undesired applications with “AB” brakes. Wit- 
nesses appeared for the Pennsylvania Railroad; the Illinois 
Central; the Norfolk & Western; the Chesapeake & Ohio; the 
Great Northern; and the Burlington. A statement of the posi- 
tion of the Lake Superior & Ishpeming Railroad Co., in the 
form of a letter addressed to the Commission April 2, was re- 
ceived as part of the record. J. Carter Fort directed the case 
for the Association of American Railroads, attorneys for some 
of the railroads conducting the questioning of their own wit- 
nesses. 

John T. Corbett represented the Brotherhood of Locomo- 
tive Engineers, and Martin H. Miller, the Brotherhood of Rail- 
road Trainmen. The position of the brotherhoods not being 
entirely clear from the cross-examination of witnesses for the 
railroads, Mr. Miller said, when questioned after the close of 
the hearing, that the brotherhoods were desirous of building a 
record against which to check the performance of the railroads 
under whatever order the Commission might enter in the pro- 
ceeding. 


GENERAL AMERICAN OFFICERS 


The board of directors of General American Transporta- 
tion Corporation, following the annual stockholders’ meet- 
ing held in New York, announced the following changes of 
officers: Lester N. Selig, formerly president, was elected to the 
newly-created post of vice-chairman, with Max Epstein continu- 
ing as chairman of the board; Sam Laud, a director of the cor- 
poration and previously executive assistant to the president, was 
elected president; W. S. Hefferan, Jr., a director and previously 
secretary, was elected vice-president; Arthur W. Lissauer, gen- 
eral manager of the corporation’s process equipment division, 
was elected vice-president; Maurice J. Feldman was elected 
secretary; and Frank E.:Selz was appointed assistant to the 
president. 

Mr. Selig has been president of the corporation, and Mr. 
Laud executive assistant to the president, since 1931. 
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Land Grant Repeal 


The Traffic World Washington Bureau 


The House rules committee, April 20, granted a rule to 
expedite consideration of H. R. 694, the land grant rate repeal 
pill, in the House. Representative Boren, of Oklahoma, author 
of the bill, appeared before the committee and advocated adop- 
tion of the rule, and representatives Halleck, of Indiana, and 
Brown, of Ohio, members of the rules committee and the House 
interstate commerce committee, expressed endorsement of Mr. 
Boren’s statement. No one testified in opposition to the rule. 












Forwarder-Motor Rate Bills 


Opposition to H. R. 2764 and S. 797, identical bills amend- 
ing section 409 of the interstate commerce act so as to permit 
continuation of forwarder-motor joint rates until the Commis- 
sion prescribes rates as provided in the bill, has been expressed 
in statements issued by The Shipper Consolidators Institute, of 
Los Angeles, Calif., and Washington, D. C., and by the National 
Industrial Traffic League (see Traffic World, March 31, p. 850). 

The Shipper Consolidators Institute, in a pamphlet issued 
by it, says it is a non-profit organization of non-profit shipper 
associations, and “takes this opportunity to present certain 
viewpoints on behalf of shippers of freight generally, and in 
particular of shippers who consolidate freight for carload ship- 
ment,” with respect to the proposed legislation. It adds: 


This statement is being offered not only because of the irreparable 
injury which would ensue to the interests of shipper-consolidators from 
the enactment of such proposed legislation, but also because the Insti- 
tute is convinced that its adoption would be unsound and imprudent 
in relation to the interests of (1) the smaller freight forwarders, (2) 
the motor carriers of the country, (3) all other types of carriers, and 
(4) the national transportation organism as a whole. 






















“This proposed legislation,” it continues, “involves the issue 
of rates to be paid by freight forwarders to motor carriers.” 

Under the bills, it says, the existing so-called ‘“joint-rates”’ 
between freight forwarders and motor carriers, “which have 
long been condemned as unlawful and improper, and which 
otherwise would expire by operation of law on May 16, 1945, 
would be allowed to remain in force on a permanent basis, un- 
less the Interstate Commerce Commission should prescribe 
terms and conditions under which freight forwarders might 
utilize the services of motor carriers ‘under agreements,’ in such 
manner as would be ‘in furtherance of the national transporta- 
tion policy,’ declared in the interstate commerce act.” 

The Institute says adoption of either of the bills would 
effect a complete reversal of national policy with respect to 
freight forwarders, as expressed in numerous Commission de- 
cisions, court decisions, recommendations of the Commission to 
Congress, congressional committee reports and in acts of Con- 
gress. 

So-called “joint rates,” said the Institute, were in fact pri- 

vate rate arrangements between freight forwarders and motor 
carriers. The history:.of these rates and the final requirement 
that they be terminated May 16, 1945, are reviewed in the 
statement. 
_ “The special vice of the proposal contained in these bills 
is that it would authorize freight forwarders, on a permanent 
basis, to continue to make special preferential arrangements 
for themselves (whether they be termed ‘divisions of joint rates’ 
or ‘agreements’) without reference to the published tariffs of 
the actual carriers,” it says. 


“Secret” Divisions and Rebates 


Again, the Institute says that, certainly, as far as motor 
carriers alone are concerned, if the hidden rate preferences 
now in existence are not summarily ended, the rapidly growing 
disparity between the actual payments made to motor carriers 
by forwarders and the charges which other shippers must pay 
under published rates cannot help but to continue to increase. 
It charges that, under the “existing pseudo ‘joint rate’ mech- 
anism, forwarders in many instances have been able to exact 
from motor carriers secret ‘divisions’ up to as high as 50 per 
cent of filed motor carrier rates.” 

_ “Yet the motor carriers are now actually seeking rate 
Increases to their other patrons,” it says. “The hidden and 
Unpublished ‘divisions’ of forwarder-motor carrier ‘joint rates’ 
are nothing more or less than secret rebates to one class of 
shippers only (for forwarders have always been held to be 
shippe rs), and no other shipper is immune to the effect of such 
Practices. The continuance of this type of private rate prefer- 
‘nce io freight forwarders, which would be authorized under 

€ proposed legislation, would threaten the entire national 
transportation rate structure.” 

In its concluding remarks, the Institute says: 


The dubious principle that a freight forwarder should, in the public 











































































































































































1047 


interest, be allowed to receive motor carrier transportation service on 
less-than-truckload lots of freight for less than the carrier’s tariff rate 
(or—in any event—for less than rates charged to other similar shippers) 
could with equal pertinence theoretically be applied to truckload lots 
transported in line haul operations (though Congress has not authorized 
this to be done). As a matter of fact, there seems to be no good reason 
why that principle could not just as logically be applied to carioad 
rates over the rails, with forwarders afforded reductions of somewhat 
the same nature as land grant rates for the transportation of government 
freight. Yet even the forwarders make no such suggestion. ‘I'he fact 
is, of course, that the basic premise is unsound, and it is suggested that 
it is not in the public interest longer to temporize with such demon- 
strably and obviously unsound rate practices where freight forwarters 
are concerned. The system of rate anarchy from which all save the 
larger forwarding companies have long suffered will come to an end 
by operation of law on May 16, if no further legislation is enacted. 
Then, and then only, can the non-preferential and non-discriminatory 
program of assembling and distribution rates under section 408 come 
into function. Many such rates are already filed. Others will follow 
shortly. 

Certainly, in any such legislation, the least that should be done 
would be to require open publication of any so-called ‘‘joint rates’’ be- 
tween forwarders and carriers, and also to: 

(1) Put an end to the long-existing and long-condemned discrimi- 
nation between forwarders and other shippers and shipper groups who 
similarly use carrier services, by requiring that no carrier may receive 
from a forwarder, as its ‘‘division’’ of any ‘“‘joint rate’’ or other rate 
arrangement, an amount less than it concurrently charges to other ship- 
pers whose use of its facilities is similar to that use by forwarders, and 

(2) Insure that if the Interstate Commerce Commission should act 
to provide some ‘‘agreement’’ method for freight forwarder-motor car- 
rier rates, such action shall not authorize or allow discrimination as 
between such rates to forwarders and the rates concurrently charged 
to other shippers who similarly use the carrier's facilities and services. 

These seem to represent the irreducible minima of protection which 
should be afforded in this situation. This very result can be reached 
expeditiously and soundly by merely allowing the existing legislative 
situation to continue unchanged. There is no need for further legisla- 
tion of any sort, and the above alternatives are here recited solely be- 
cause they seem to represent the minimum conditions which Congress 
should explicitly recognize if any legislation along the lines of the 
pending Lea and Wheeler Bills were to be given serious consideration. 

Finally, it is universally recognized that it is hazardous to tempor- 
ize with inherently unsound transportation practices. But to accept 
such practices on a permanent basis, merely because of the desire for 
continued profit and preference on the part of the “‘Big Three’’ for- 
warders of the country, would seem imprudent to the last degree. An 
impartial, overall view of the national transportation picture will—we 
believe—convincingly disclose that any disadvantage which might con- 
ceivably flow to such operators from the discontinuanc2 of the long- 
condemned freight forwarder-motor carrier ‘‘joint rates’’ on May 16 
would be wholly negligible as compared with the many advantages 
which will flow from a clearing of the atmosphere through the encour- 
aging and enforcing of sound overall rate practices by motor carriers, 
in the same manner as by other carriers. 


N. I. T. L. Statement 


In a bulletin sent to members, the National Industrial 
Traffic League points out opposition of the League to continua- 
tion of the “joint rates” and a vote of the executive committee 
directing that the forwarder-motor bills be opposed, and that 
a circular be issued to inform the membership of the reasons 
for such opposition. H. M. Frazer, chairman of the L. C. L. 
and merchandise committee, and W. H. Ott, chairman of the 
motor carrier rate and classification committee, prepared the 
circular. In part, they said: 


These two bills seem not only contrary to the action taken by the 
League at the last annual meeting, but appear fundamentally objection- 
able as based on a false conception of the proper status and function of 
freight forwarders, tending to vest them with the same attributes and 
characteristics as common carriers covered by Parts I, II, and III of 
the act. The League’s position and policy has been one of consistent 
support of the proposition that freight forwarding is a function, rather 
than an instrumentality or agency of transportation, and differs in 
matters of greatest importance from the physical carriers regulated 
under Parts I, II, and III. Each individual shipper enjoys the inherent 
or natural privilege and opportunity of consolidating small shipments 
to obtain the benefit of lower charges and services applying on larger 
lots; and shippers collectively ought to enjoy the continued right to 
join, or through cooperative organizations to concentrate their ship- 
ments. The public freight forwarder in its relations to the carriers is 
a shipper rather than another class of carrier. 


“Opening Wedge’’ 


These bills provide for an investigation by the Commission for the 
determination and fixing of rate bases to govern freight forwarders’ 
use of motor carrier services. It may well prove to be the opening 
wedge for breaking down the distinction between the freight forwarder 
functions (covered by Part IV) and Parts I, II, and III governing duties 
and practices of physical common carriers. The passage of the bill 
would present dangers to many features of the carrier tariffs which 
are of much benefit to individual shippers and those who concentrate 
shipments, such as continuance of all-commodity and mixed carload 
rates, and might discourage any general publication of open assembling 
and distribution rates, as contemplated by section 408 of the act. 

Assembling and distribution rates represent a published statement 
of what the motor carrier shall charge and receive for the service it 
performs on freight forwarder traffic for which the railroads are receiv- 
ing their regular established carload rates between the key points. The 
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so-called joint rates which have been established by freight forwarders 
with motor carriers are not in the true sense joint rates (as understood 
under Parts I and II) between connecting common carriers for con- 
tinuous transportation over through routes from origin to destination. 
These so-called joint rates are fixed by the freight forwarder (without 
any free voice of the motor carrier) and are published in freight 
forwarder tariffs, in which the motor carrier is shown as a participant, 
so that thereby the freight forwarder may be enabled to settle with 
the motor carrier on an agreed basis unknown to the Commission and 
to shippers, and considerably lower than any published motor carrier 
rates available to the shipping public, whereas the railroad gets its 
full tariff rates. 
House Committee’s View 

It is important to remember that in recommending the passage of 
the freight forwarder act of 1942 (Public Law 558—77th Congress—2nd 
freight forwarders than the method of authorizing joint rates between 
session) the report of Chairman Lea stated that the House Committee 
“believes that assembling and distribution rates represent a sounder 
and generally more satisfactory method of affording suitable rates to 
freight forwarders and carriers.’’ The House committee stated the 
opinion that there was ample justification for motor carrier rates avail- 
able to forwarders lower than the locals but that such rates should 
be open to all others using the services of carriers under like conditions, 
namely, in connection with concentration of traffic into consolidated 
carloads for savings in rail transportation costs. 

From the standpoint of League members as direct users of motor 
carrier service, there is further important objection to the continuance 
of joint forwarder-motor carrier rates with divisions which represent 
large discounts of the local rates of participating motor carriers. It 
must be recognized that many motor carriers are in most serious need 
of additional revenues, which they consider obtaining by substantial 
increases of their published rates. If the forwarder traffic is to continue 
paying to motor carriers relatively low divisions of so-called joint rates, 
without increases of revenue on forwarder shipments, the deficits to 
be borne by direct users of motor service will be so much the greater. 
Moreover, in disregard of the spirit of section 408, regulated freight 
forwarders will be enjoying continued preferences in charges paid motor 
carriers against the charges enjoyed by shippers and cooperative con- 
solidators using motor service under like conditions. 


Commission’s Recommendations 


That S. 797 should not be enacted, but that section 408 of 
part IV of the act should be amended so as to limit assem- 
bling and distribution rates provided by that section to use 
by freight forwarders only, are recommendations made by the 
Commission in a report on that bill to Chairman Wheeler of 
the Senate interstate commerce committee. Chairman Rogers 
signed the Commission’s report but joined with Commissioners 
Mahaffie and Splawn in a separate comment, concurring in the 
conclusion that section 408 should be amended but disagreeing 
with the view that “we should urge upon you at this time the 
consideration of such an amendment.” 

The report bore notations that Commissioners Aitchison and 
Johnson were necessarily absent and did not participate, and 
that Commissioner Patterson agreed with the report insofar as 
it referred to the proposed amendment of section 409, but did 
not concur in the recommendation for the amendment of sec- 
tion 408 “since he is of the view that it would set up a pre- 
ferred class of shippers.” 

The Commission’s report, after observing that S. 797 would 
authorize rates, etc., that forwarders could pay to motor com- 
mon carriers under agreements between such forwarders and 
motor carriers, said that. the authority to make “agreements” 
between forwarders and motor carriers would perpetuate evils 
inherent in the present forwarder rate structure. 


Unjust Discrimination 


“Generally speaking,” said the Commission, “the larger and 
more influential forwarders have been able to prevail upon 
the motor carriers to accord them relatively lower divisions 
of their joint rates than have the smaller forwarders. The 
latter frequently have to pay the regularly published rates. 
This favors the few and unjustly discriminates against the 
many. The opportunity for ‘agreements’ would permit these 
discriminations to continue, and would in effect recognize vol- 
ume of tonnage offered as a sufficient reason for discriminat- 
ing in rates as between large and small forwarders. ... We 
are convinced that the only way to eliminate undue preference 
of the large forwarder is to forbid all joint rates or agree- 
ments in whatever form between forwarders and common car- 
riers subject to the act. 

“Tt is no answer to say that under the bill the Commis- 
sion would be expected to determine and prescribe the ‘reason- 
able, just and equitable’ compensation to be paid by the for- 
warder to the motor carrier under the agreements made, (1) 
because in our opinion the powers thus conferred would in 
large measure be an ineffective means of preventing undue 
prejudice or preference both as between large and small motor 
carriers and between large and small forwarders, and (2) be- 
cause such a determination would require an extensive period 
of investigation anad consideration by the Commission, dufing 
which the opportunity for favoritism would continue largely 
unchecked .. .” 


It said that the “appropriate approach” to the “problem” 
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was the filing in the regular manner of the rates and charges 
to be paid for the transportation performed. 

Section 409, the Commission said, would permit motor car. 
riers, but not railroads or water carriers, to accord special 
rates or charges to forwarders, and thus would unjustly dis. 
criminate against the railroads and water carriers. 

The principal, if not the sole, reason for reluctance of the 
motor carriers to establish assembling and distribution rates 
under section 408, the Commission said, was the requirement 
of that section that such rates should be applicable not only 
to forwarders but also to “others who employ or utilize the 
instrumentalities or services of such common carriers under like 
conditions.” It added that “it is our considered judgment that 
the assembling and distribution rates should be limited to use 
by forwarders.” It recommended, therefore, that section 408 
be amended by eliminating therefrom the words: “and others 
who employ or utilize the instrumentalities or services of such 
common carriers under like conditions . . . if such difference 
is justified by a difference in the respective conditions under 
— such instrumentalities or services are employed or util- 
ized.” 

The Commission said that it was now close to seven years 
since the forwarders and motor carriers had been first put on 
notice that joint rates between them were unlawful and should 
be canceled. 


Navy Freight Charges 


Questions involving alleged excessive freight charges paid 
by the Navy Department were discussed in the closed hearings 
on the Navy Department appropriation bill, it was revealed 
when the printed hearings were made public this week. Rep- 
resentative Sheppard, of California, chairman of the subcom- 
mittee in charge of the bill, opened the discussion with notation 
of the fact that Chairman Cannon, of the whole committee, had 
written to the Director of the Bureau of the Budget about 
alleged excessive rates being paid by the government “because 
of failure of the executive agencies to take steps to have fair 
tariffs established and passing unchallenged carriers’ bills em- 
ploying tariffs which do not exist.” 

Budget Director Smith replied in effect that the question 
of proper rates was not being ignored and told of steps taken 
to obtain such rates on government traffic. He said an investi- 
gation was in progress in the Navy Department. 

Commander Toal, head of the Navy Department transpor- 
tation division, told the subcommittee that the policy had been 
to work with the carriers preferably through negotiation and 
that in cases where the navy felt negotiations had not resulted 
in proper charges “we have carried the matter before the Inter- 
state Commerce Commission in formal litigation.” 

“It is a tedious and uncertain process, not to mention a 
slow process,” said he. “The navy has had and now has in 
litigation probably the largest rate case to grow out of this 
war, and that is a case involving freight charges on armor 
plate. There have been others.” 

There were approximately 500 people in the transportation 
group in the navy’s bureau of supplies and accounts, in and 
outside Washington, said Commander Toal. 

Chairman Sheppard wanted to know how many had “a 
background of railroad experience” and detailed data on that 
was furnished. The latter showed that of 129 persons in the 
bureau performing executive or semi-executive functions with 
respect to transportation, 43 had had railroad experience, 13 
truck, 15 air, 3 express, 9 steamship, 4 freight forwarder, 14 
industrial, 6 government and 22 “none” as to previous employ- 
ment. 

Commander Toal estimated that the Navy Department 
had saved $30,000,000 as the result of Pacific coast export rate 
concessions obtained from railroads under section 22 of the 
interstate commerce act and added that that saving was con- 
tinuing. In another instance he estimated there had been a 
saving of $10,000,000 that was continuing: 

Representative Thomas, of Texas, thought that was “fine” 
and congratulated Commander Toal on the work he was doing. 


RAIL REORGANIZATION BILL 


The Senate has agreed to a resolution, as arranged by 
Chairman Wheeler, of the interstate commerce committee, and 
by Chairman McCarran, of the judiciary committee, providing 
for reference of H. R. 7, the Hobbs railroad reorganization bill 
passed recently by the House, to the judiciary committee, and 
that when reported by that committee to the Senate, the ref- 
erence of the bill to the interstate commerce committee. 

The Hobbs bill, amending section 77 of the federal }ank- 
ruptcy act, was handled by the judiciary committee in the 
House. When sent to the Senate the bill was referred to the 
interstate commerce committee which had handled section 77 
legislation. Chairman McCarran moved for discharge o* the 
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jnterstate committee from consideration of the bill, and refer- 
ence of the measure to the judiciary committee. Thereafter, as 
announced recently, the two senators agreed to the arrange- 
ment embodied in the resolution agreed to by the Senate. Under 
the arrangement, the Senate will not be in a position to take 
action on the bill until the interstate committee as reported it 
back. 














Box Car Shortage Inquiry 


Witnesses from the grain-producing states of the midwest 
and northwest, in testimony before the Senate interstate com- 
merce committee April 17, at the first session of hearings on an 
investigation of shortages of box cars for transportation of 
grain, depicted a gloomy situation for farmers and grain ele- 
vator operators of their states as a result of prolonged inade- 
quacy of the box car supply for movement of the grain, but did 
not direct censure against railroad executives or against the 
Commission or the Office of Defense Transportation. On the 
contrary, there was testimony to the effect that those govern- 
ment agencies and the railroads had done ‘a good job,” under 
the circumstances, in the handling of transportation problems; 
but Senator Reed, of Kansas, a member of the committee, said 
he would not concede that the car situation had been properly 
handled by the O. D. T. and the I. C. C. and indicated that he 
would present, later in the hearings, witnesses who would offer 
proof that there had been some bungling in the distribution of 
freight cars. 

There was submitted, in the course of the first day of the 
hearing, one suggestion for increasing the car supvly that re- 
ceived warm endorsement from Chairman Wheeler. This sug- 
gestion, made by F. W. Shappert, of Belvidere, Ill., engaged in 
transportation surveys and research, was that many more 
freight cars could be made available for moving grain and other 
commodities if circuitous routing of freight or routing over sev- 
eral lines, with the attendant loss of time in switching, when the 
traffic could move over direct routes, were eliminated. 


O. D. T. and Circuitous Routes 


Director Johnson, of the O. D. T., who was among those 
present at the hearing, said that the O. D. T. had canceled ‘“hun- 
dreds” of circuitous routes on grain shinoments alone, and had 
solicited and obtained cooperation from the War Department in 
this respect. However, he said, occasionally transportation offi- 
cers of the army were shifted, and the new men in charge of 
routing the war tramc resorted to the practice of circuitous 
routing until the matter was brought to the attention of the 
0. D. T. He said that the O. D. T. acted on all such cases that 
were brought to its attention, after Chairman Wheeler had 
suggested that the O. D. T. had the power to prohibit inefficient 
transportation practices. Senator Reed observed that shippers 
were “very jealous” of their right to route their traffic, and 
Director Johnson commented that to require the railroads to 
“route everything” would place a heavy load on them. 

“It seems to me,” said Senator Wheeler, “that circuitous 
routes ought to be stopped in this emergency, when everybody 
is short of cars.’ Senator Capehart, of Indiana, wondered why 
shippers chose to route any of their traffic over circuitous routes, 
and Senator Wheeler explained that they did so because they 
were solicited by “men on commission” who represented one or 
another of the railroads involved on such a route. 

Director Johnson made the point, later in the hearing, that 
the railroads had asked the War Production Board or its prede- 
cessor agencies for allocation of steel and other materials for 
187,000 more freight cars than they had been able to get. 


North Dakota Witness 


First of the witnesses at the hearing was Ben C. Larkin, 
member. of the North Dakota Public Service Commission, who 
said he appeared before the committee as chairman of an eight- 
man committee, representing grain interests in the northwestern 
states. The list of members of this committee included Milton 
S. Eisenhower, brother of General Dwight Eisenhower. 


Mr. Larkin said that on April 1 the total number of bushels 
of grain on farms in North Dakota was 149,265,000, as against 
about 98,500,000 bushels on January 1, 1944, and that the num- 
ber of bushels of grain in North Dakota elevators on April 1 
was about 35,000,000, as against 29,473.505 on December 31, 
1944. On April 7, there were 531 “blocked” elevators—elevators 
that were at least 90 per cent full—in North Dakota, he said. 
Senator Reed interpolated that in the grain states there had 
been from 1,800 to 2,500 “blocked” elevators since January 1, 
and added that “‘in 60 days from now we’ll begin to harvest the 
biggest winter wheat crop we’ve ever had.” He said that about 
100,C00,000 bushels of corn in those states was spoiling because 
of inability to get freight cars. Mr. Larkin objected to retention 
of cars of western railroad ownership by eastern lines, saying 
that the eastern roads had on their roads 112 per cent of their 
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total box car ownership while the northwestern railroads had 
on their roads only 60.06 per cent of the box cars they owned. 
He said North Dakotans were getting “tired of alibis” for 
grain car shortages. 

Senator Langer, of North Dakota, reviewed complaints he 
had received about box car shortages. Senator Wheeler said 
he did not know what his committee could do to remedy the 
situation; that it did not have the power to act on the matter, 
and that he assumed that the O. D. T. director was doing all 
that could be done. Senator Langer said he thought Chairman 
Wheeler was “modest” about the committee’s ability to get 
things done. Reference was made to the diversion of cars to 
Canada as to which complaints had been made to the committee 
last year. In subsequent discussion, Director Johnson announced 
that ‘we owe Canada cars” and that Canadian cars had been 
in the Buffalo, N. Y., area in the course of the ‘severe winter 
weather in that area and “couldn’t get out.” 

E. J. Berry, representing the Farmers Union and Grain 
Terminal Association of St. Paul, Minn., next witness heard by 
the committee, asserted that wheat would have to be moved 
from the terminals now to make room for the new wheat crop, 
else the new wheat would have to be placed on the ground, and 
that between 100 and 150 million bushels of corn had spoiled or 
would spoil, largely because of the box car shortage. 


Action by O. D. T. Suggested 

C. H. Conaway, secretary-treasurer of the Farmers Grain 
Dealers Association of North Dakota, declared that many grain 
elevators in that state had not received a freight car since Jan- 
uary 1, 1945. The existing conditions due to car shortages, he 
said, were intolerable. He averred that the responsibility “to 
give relief where needed” rested on the O. D. T., as it was in 
position to control the transportation field. Senator Capehart 
observed that witnesses before the committee had said that the 
railroads were doing a good job and that Director Johnson was 
doing a good job. He maintained that, in view of the car short- 
ages reported, “somebody must be doing a lousy job.” 

After Senator Wheeler had noted that construction of ships, 
of which a surplus appeared imminent, had resulted in reduc- 
tion of allocation of steel for freight cars, that this was one 
reason for the car shortage, and that another reason was that 
many cars had been kept in the east where they could obtain 
return loads and avoid empty .hauls, Senator Johnson, of South 
Carolina, suggested that another reason for the shortage was 
that the railroads had lost many of the men who had been em- 
ployed in car repair shops, with the result that many freight 
cars now were not in good repair. If any criticism was to be 
directed against anyone, he said, it should be against the gov- 
ernment itself for not keeping up the box car supply. 

Mark Thornburg, of Des Moines, Ia., grain and feed asso- 
ciation secretary, submitted data to show the need for grain 
cars in Iowa and said that unless cars could be obtained “short- 
ly,” many soybean plants in that state would be closed. 


A. A. R. Action Announced 


An announcement by Director Johnson that the Associa- 
tion of American Railroads already had acted to bring about 
the return of box cars from eastern lines to the western grain- 
carrying roads at the rate of 1,990 cars a day was made in 
the course of one of several interruptions of testimony by C. B. 
Bee, counsel for the Corporation Commission of Oklahoma. 

When Mr. Bee, who had advocated issuance of a service 
order by “the O. D. T. or the Commission” to require return 
of box cars of western railroad ownership from the eastern 
lines, remarked that the A. A. R. had promised more grain 
cars for the west last February but had not kept that promise, 
Director Johnson said that if the railroads failed to maintain 
the flow of box cars that they had undertaken to provide for 
the west under A. A. R. car service division orders, he would 
issue a service order to enforce the continued return of cars 
to the west. 

In a recess between sessions of the hearing, W. C. Ken- 
dall, chairman of the A. A. R. car service division, said, in 
answer to questions, that the A. A. R. orders for return from 
the east of box cars of western railroad ownership to the 
western lines had been issued April 14, to remain in effect 
for an indefinite period. A total of about 40 orders, affecting 
different railroads and different terminals, had been issued, 
he said. The cars were to be returned from various eastern 
points to the owning roads by way of Chicago, Peoria, St. 
Louis and Birmingham, he said. 


Johnson, Reed Clash 


As Mr. Bee was beginning his testimony, Director Johnson 
arose to ask permission from Chairman Wheeler to examine 
the witnesses. Director Johnson said that, up to that point in 
the hearing, there had been no indictment against the A. A. R.. 
the I. C. C. or the O. D. T., “except by Senator Reed.” He said 
Senator Reed appeared to be “the prosecutor” and “the most 
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copious witness.” He referred to a request that Senator Reed 
had addressed to Mr. Kendall, that the committee be fur- 
nished with information, later in the week, showing as of a 
certain date the number of “foreign” cars on eastern rail- 
roads, what they transported and to what destinations they 
moved. Director Johnson averred that it would be impossible 
for Mr. Kendall to obtain that information in the limited time 
allowed and, at the same time, to attend he hearings. He 
added, with reference to a newspaper report and a letter read 
into the hearing record by Chairman Wheeler, setting forth 
objections to the sale of 15 freight cars by the Minneapolis & 
St. Louis to Mexico, that the cars in question were of a type 
that could not be exchanged in the United States, that they 
would have to be sold for junk, and that the sale of the cars 
to Mexico meant that an equal number of cars of U. S. rail- 
road ownership now in Mexico could be returned to this 
country. With respect to elimination of circuitous routes, 
Director Johnson said that the O. D. T. was doing everything 
possible along that line, and that “all circuitous routes would 
be cut out if every station agent were-a route expert.” Chair- 
man Wheeler granted Director Johnson’s request for the 
right to question witnesses. 

Senator Reed said that, “for the first time,’ Director 
Johnson was “making a personal issue” of the box car in- 
vestigation. He said that Director Johnson, in the course of 
a recent conference, had “insulted” Walter Scott, of the 
Kansas City Board of Trade; that Director Johnson had dis- 
played an “unfortunate” temperament and had insulted the 
chairman of the Kansas City Board of Trade in a letter, and 
that “if he thinks I’m going to sit here and let them be in- 
sulted, he’s mistaken.” 

Director Johnson said he did not think the letter men- 
tioned by Senator Reed had been “insulting,” that it had 
merely told the facts; that Walter Scott could take care of 
himself; that the Senate interstate commerce committee and 
Senator Reed had been helpful to the O. D. T. and the Com- 
mission, but that he (Director Johnson) regarded it as his 
duty not to let the railroads go undefended in the present 
investigation. Told by Senator Reed that the railroads and 
their defenders would have their opportunity to testify, Di- 
rector Johnson said, “Yes—when everybody’s gone!” 


Use of Gondolas for Grain 


Mr. Bee, resuming his testimony, said that one Oklahoma 
grain elevator in recent weeks had received only one-fifth as 
many cars as it needed, and that some of the cars supplied 
for transporting grain were gondolas. Director Johnson won- 
dered if Mr. Bee would like for the Commission to stop the 
use of gondola cars or refrigerator cars for grain shipments. 
Mr. Bee said he would not, but that these measures did not 
help the situation as much as it would be helped if grain cars 
were returned from the eastern roads to the western lines. 
Director Johnson fired a series of questions at Mr. Bee, and 
the latter protested that he was being interrupted by new 
questions before having had opportunity to answer the pre- 
ceding question. Senator Reed said he objected to the ques- 
tioning by Director Johnson and insisted on adherence to com- 
mittee rules, but Chairman Wheeler affirmed his earlier grant 
of authority to Director Johnson to examine the witness. 

Mr. Bee said he thought the railroads were to be com- 
mended for supplying gondola cars for the grain movement, 
although this was the first time in his 37 years with the Okla- 
homa state commission that gondolas’had been put to this 
use; that the railroads had gone to considerable expense in 
fitting the gondolas for grain transport, including the expense 
of painting the interior of the cars, “slatting them down” to 
keep the grain from blowing away, and expediting their 
movement. 

The main trouble in the grain car situation, he said, was 
that box cars of western railroad ownership were being held 
on the eastern roads, while there was a deficiency of such cars 
on the western roads. He said that, in the week ended March 
31, the Boston & Maine loaded 247 per cent of its box car 
ownership; eastern district railroads loaded 105 per cent of 
their box car ownership; Alleghany district railroads loaded 
152 per cent of their box car ownership, and southern railroads 
loaded 119 per cent of their own cars, while all the western 
railroads loaded 88.6 per cent of the total number of box cars 
they owned. 

Asked by Director Johnson what would happen if the New 
Haven were told that it could have only a limited number of 
box cars, Mr. Bee said that there would be some hardships, 
but he did not know what the cars on the New Haven were 
used for, or what relationship the New Haven loadings had 
to the war effort. He said the committee was in a position to 
require a showing as to the necessities for box cars on the 
Boston & Maine and the New Haven, in the east, and the Rock 
Island in Oklahoma. Director Johnson asked Mr. Bee whether 
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he had heard of any munitions plants that had failed to get 
cars, and Mr. Bee retorted that “you know they can get the 
cars.” 


Comment by Sen. Wheeler 


Senator Wheeler said it seemed to him that civilians in 
the east were not complaining of any shortage of cars, and 
that it did not seem fair that the civilians and farmers of the 
west should have to suffer. 

Mr. Bee said that the War Food Administration, on the 
one hand, had pleaded with farmers to increase food produc- 
tion, but that, on the other hand, Director Johnson said that 
enough cars to move the increased food production could not 
be made available. He said that the O. D. T. was in touch 
with transportation needs throughout the country generally, 
and that, if a service order requiring return of 2,500 cars a 
day from the east to the west resulted in crippling of the war 
effort in the east, Director Johnson would be the first to know 
about this and would be able to make appropriate adjustments, 

Director Johnson said he had had a service order of that 
nature on his desk since last January, but that he had not 
approved it, for the reason, among others, that service orders 
were inflexible. 

“T have just so many miles of railroad,” he said. “The dis- 
tribution of the cars is the best I can do.” 

He added that grain supplies had accumulated because of 
bumper crops in 1944, that “it would be indeed a miracle if 
we moved the grain currently,” but that he had a hopeful 
report that the grain states would get relief and that this 
relief might be “more than you expect.’ However, he said, 
these states would have to store more grain than they had 
ever before stored. If the cars now being directed by the rail- 
roads to the west did not move at the rate of 1,990 a day by 
April 20, he said, there would be a service order. 

Paul T. Jackson, of Oklahoma City, secretary of.the Okla- 
homa Millers Association, discussed grain car needs of various 
Oklahoma mills and said some of them were several days 
“behind” in filling orders for the government. He mentioned 
some grain movements by rail to the west coast, and Director 
Johnson interpolated that there were plans to move the export 
grain to the Gulf coast so that the grain cars would say in 
the grain trade. 

Spokesman for Millers 


Herman Fakler, of Washington, D. C., vice-president of 
the Millers’ National Federation, said that mills of the country 
were, and for some time had been, operating with short crews 
and insufficient box cars to meet present military, Lend-Lease 
and civilian requirements. If the industry was successful in 
producing 300,000,000 hundredweights of flour in 1945, he said, 
at least 3,000 additional men would be required, and 565,000 
box cars would be needed for outbound flour, granular flour 
and millfeed. The present car shortage, he said, in many cases 
was so critical that mills had had to shut down sometimes for 
one to three days a week. Within the last month the situation 
had improved as to outbound shipments but had grown worse 
as to inbound shipments of wheat, he said. He added that on 
April 7 the total receipts of wheat at the mills in Buffalo, 
Kansas City and Minneapolis were less than 40 per cent of 
their grinding capacity. If box cars could be made available in 
even flow, he said, the milling industry could meet its pro- 
duction level of last year. 

C. A. Merkle, member of the South Dakota Public Utili- 
ties Commission, submitted data on grain production and grain 
car requirements in his state, °particularly with respect to 
movements to drying plants in the state. He said that at one 
of those plants only one car out of 17 ordered was delivered. 
R. A. Trovatten, Minnesota agricultural commissioner, said 
Minneapolis flour mills were getting only 57 per cent of the 
cars they needed, and added that this was “an outrage.” 

A. W. Nielsen, of Omaha, Neb., general manager of the 
West-Central Cooperative Grain Co., discussed congestion at 
grain elevators because of inadequate box car supply. He said 
the farmers and grain elevator operators felt their role in the 
war was an important one and that they were entitled to 
more cars. 

Director Johnson stated, in the course of questioning of 
Mr. Nielsen, that the demands on freight car supply caused 
by the war in the past winter months had been tremendous, 
and that “in one month we shipped more war materials than 
we shipped in the entire first world war.” He added that 
“twenty divisions of men” had been taken off the railroads, 
that many women were now doing railroad work, and that 
“800,000 railroad workers are doing the most gigantic job that 
was ever done.” 

J. H. Weaver, secretary-treasurer of the Nebraska Con- 
solidated Mills Co., said that in the last 90 days the Nebraska 
milling industry had received less than 50 per cent of the 
wheat necessary to operate their mills and that they wou!d be 
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closed now if they had not had large stocks on hand. He said 
35,000 cars would be required to move the spring wheat crop 
in Nebraska. 






Kansas City Board of Trade 


Walter R. Scott, secretary and transportation commissioner 
of The Board of Trade of Kansas City, Mo., suggested in his 
testimony before the committee that legislation be considered 
“requiring the correction of car displacements such as are now 
responsible for this grain car shortage,” after having asserted 
that “orders” of the A. A. R. car service division, issued Febru- 
ary 16, requiring eastern railroads to delivery to western lines 
at Chicago, Peoria and St. Louis gateways a total of 1,425 box 
cars a day, had been ineffective, and that the average number 
of such cars delivered to those gateways in the 55-day period 
from February 16 through April 11 had been only 1,008 cars 
a day. 

Deccter Johnson, in the course of interrogation of the wit- 
ness, made the declaration that by June 24 ‘“‘we will have moved 
60,000 more cars of grain this year than we moved up to 
June 1 last year if we keep up what we are doing.” He said 
he had told C. H. Buford, vice president of operations and main- 
tenance of the A. A. R., to “write a service order” if the eastern 
railroads failed to deliver to the western grain-carrying roads 
the 1,990 empty cars a day that they were now being required 
io the western roads. ; 




























Use of Western Cars in East 


Mr. Scott said that one reason for the alleged failure of 
the A. A. R. order of February 16, requiring return of box cars 
to the west, was that the order required only a specified num- 
ber of cars of which not more than half were available for 
grain loading. He said that the western railroads’ box cars 
were of a standard much superior to those of the eastern lines, 
and that the eastern lines preferred to retain the western box 
cars in their own service in the east, so that the deliveries to 
the western lines under the car-return order were what was 
left over “after a picking-over process.” Of the returned cars 
that were suitable for grain loading, he said, a large proportion 
was used for other traffic and again moved into the east. He 
said that the western grain interests had “petitioned the Wash- 
ington authorities” to increase the movement of empty cars to 
western lines to a minimum of 2,500 cars a day, to enforce such 
a program by an I. C. C. order, to require a specified propor- 
tion of returned cars to be of western ownership, and to require 
that at least 60 per cent of the cars returned be moved as far 
west as the Twin Cities or the Missouri River. 


“All these suggestions have been rejected,” he said. “One 
agency, commenting upon the lack of transportation talent in 
the grain and milling trades, denounces us as ‘presumptuous’ 
for daring to offer such suggestions.” (He was referring to a 
letter addressed to E. R. Jessen, president of The Board of 
Trade of Kansas City. See Traffic World, April 7, p. 925). 


Shortage of 400,000 Cars 


Mr. Scott said the grain car supply in the west had grown 
“steadily worse’? since December 10, 1944, and that about 
46,000 carloads less of grain (excluding grain products) had 
moved so far this year aS compared with last year. From June 
6, 1944, to March 27, 1945, he said, the loading of grain and 
grain products in the western district amounted to 206,817 cars 
less than in the previous crop period, while loadings on the 
eastern lines were “only 11,541 cars under the previous period.” 
Moreover, he said, the fact that the 1944 grain crop was much 
larger than that of 1943 created a need for an additional 197,000 
tars, resulting in a total “transportation backlog” of about 
400,000 cars. 

He said there apparently were some who were not yet 
persuaded that a car shortage existed, and that it was difficult 
to understand how, in the face of the figures he had discussed. 
there could be “any complacency in Washington regarding our 
grain transportation situation.” 

D. S. Jackman, treasurer and general manager of The 
Kansas Milling Co., of Wichita, Kan., testified that “the most 
Vital shortage of box cars as it appears in the immediate future 
and further down the line appears to be and will be a shortage 
of inbound grain cars for supplying the mills with actual wheat 
to grind.” He said that for the last 30 days most of the mills 
ad been “crosstown switching” wheat in open coal cars, out- 
of-service refrigerator cars, and livestock cars. At the rate the 
grain cars had been moving, it would take three and one-half 
years to empty the country elevators and ship the oncoming 
Crop, he said. 

C. C. Cogswell, of Topeka, Kan., master of the Kansas 
State Grange, said that “bungling regulations and directives” 
from Washington in connection with fattening of livestock in 
the midwest area was directly responsible for fully 50 per cent 
of the backlog of unshipped grain in that area. He said that 
next to transportation directly affecting the war effort, there 
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was no greater need for box cars than for removal of the grain 
from midwest elevators. 

Richard B. McEntire, chairman of the State Corporation 
Commission of Kansas, said he was not surprised that there 
was more wheat than the railroads could move, but that he 
was surprised at the long standing of the box car shortage. J. W. 
Holloway, executive secretary of the Kansas-Missouri River 
Mills Traffic Association, of Kansas City, Mo., said that 70,000 
box cars that had been directed to the western railroads for 
transporting grain had been sent ‘“‘some place else.’ There just 
had not been enough box cars, he said. Director Johnson ejacu- 
lated, “Amen—that is right/” 


Daily Reports by Railroads 


Senator Wheeler suggested that the O. D. T. had erred in 
discontinuing, in the period from September 22, 1944, until 
March 5, 1945, a requirement of daily reports on freight cars 
from the railroads. Director Johnson said the daily report sys- 
tem had been reinstated when J. H. Aydelott returned to the 
O. D. T. and took charge of railroad operations for that agency. 
Director Johnson said that Mr. Aydelott’s predecessor in the 
O. > T., Mr. Connors, thought that the daily reports were not 
needed. 

“T thought he was right and still think so,” said the O. D. T. 
director. 

J. J. Pelley, president of the A. A. R., asserted that the daily 
report was “very voluminous and required a lot of men to make 
it out” and that it was “of questionable value.” 

Senator Reed asked Chairman Kendall of the A. A. R. car 
service division to prepare, for insertion in the hearing record, 
an analysis of the “greater eastbound loaded movement through 
Chicago, Peoria, St. Louis and Memphis than the westbound 
movement through those same gateways,” so as to enable the 
committee to ascertain the westbound flow of empty cars to 
maintain the car supply west of the Mississippi River. 


Grain Car Shortage 


“We are moving wheat currently in greater quantities than 
a year ago,” said Director Johnson, of the Office of Defense 
Transportation, in a letter to John H. Mayhew, Topeka, Kan., 
a member of the Kansas house of representatives. 

“At the rate we are moving it, we will have moved 58,000 
more carloads of wheat by June 24, than we moved last year,” 
continued Director Johnson. “Up until now, we have been em- 
phasizing the movement of wet corn. That, however, has be- 
come about current, and the emphasis will now be shifted to 
wheat.” 

Director Johnson wrote Mr. Mayhew that there were still 
a large number of box cars on line in the east, as compared 
with the west, but that they were going west now at a rate of 
1,400 a day, and that he was arranging to increase that at a 
rate of 300 cars a day, the additional cars to be earmarked for 
the Kansas City-Topeka area. 

“TI hope sincerely and believe that we will be able to relieve 
the situation in the wheat belt at an early date, but I do not 
expect to avoid a greater storage of wheat at origin than usual,” 
Director Johnson wrote. 

“As you live near the center of the greatest uneasiness 
concerning the movement of wheat, I shall undertake to explain 
carefully the perilous situation in transportation,” Director 
Johnson wrote Mr. Mayhew. He pointed out, among other 
things, that the country still had 600,000 less freight cars than 
in the first World War, 500,000 less railroad employes, 22,000 
fewer locomotives, and 15,000 fewer passenger cars, and “we 
are doing twice as much in every respect.” 

Director Johnson said that more than 100,000 cars had 
been sent to the west and that most of them were loaded there 
and sent right back to the east, so that the net gain of box 
cars to the west had been only a few thousand cars. 


Johnson on Traffic Situation 


The country would have been faced with priorities for use 
of transportation facilities had not the Office of Defense Trans- 
portation been successful in obtaining deferment from armed 
services of approximately 40,000 railroad employes between 
the ages of 19 and 29, Director Johnson told The Traffic Club 
of Washington, D. C., at its dinner meeting April 18. 

The army would have had to say what would move, he 
asserted. He made the point that “even American transpor- 
tation” had its limitations. Each time that it had appeared 
that the capacity was being approached, however, he said 
additional capacity had been found where none suspected that 
it existed. He said transportation demands on the railroads 
had been met with 600,000 fewer freight cars, 22,000 fewer 
locomotives and 15,000 fewer passenger cars than in World 
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War I. On top of that came the storms in the northeastern 
part of the country last winter that severely dislocated trans- 
portation services. Nevertheless, he continued, even in that 
period there was shipped to Europe in one month more freight 
than was shipped in the entire period of World War I. Last 
October, when it had been predicted the war in Europe would 
be over, he continued, was the heaviest month to that time 
for shipments to Europe, and each succeeding month had 
shown increases. 

The government operated the railroads in the first world 
war and the result was the “worst mess ever,” said he, adding 
that such would always be the case if the government tried 
to run the railroads. 

The O. D. T., as claimant agency for the railroads, had 
asked for 187,000 freight cars “we didn’t get,” he said. There 
were 300,000 railroad men in the armed forces, said he, adding 
that 115,000 of the replacements on the railroads had been 
women. 

“They tell me that on a railroad it takes three women 
to make a man,” he said. 

Director Johnson said exports were running 1,000 carloads 
a day more than a year ago. He spoke of the heavy demands 
for grain cars, both for the old and new crops. 

On the battlefront he said a locomotive was an important 
military target, and related how a flyer made a great effort 
to destroy just one locomotive. At the same time, said he, 
on one day on one railroad in the United States there were 
30 switch engines standing idle because of lack of crews. 


Eastern Traffie Situation 


Following a meeting in New York of representatives of 
eastern railroads, called to discuss existing traffic conditions 
and exchange ideas as to how they could be improved, W. C. 
Kendall, chairman of the car service division of the Association 
of American Railroads, has reported to all railroad transporta- 
tion officers that the results of the meeting were summarized 
as indicating that a general embargo was not an immediate 
necessity; that the question of station embargoes either on 
inbound traffic or outbound traffic or both would be. carefully 
studied by a competent committee and that such a committee 
would be appointed and a study initiated covering the Cleve- 
land situation where there is some freighthouse congestion; that 
the matter of a six-day week for the receipt of freight would 
be pursued; that the question of reviewing outstanding O. D. T.-1 
permits and obtaining additional permits would be followed, and 
that individual lines should continue the study of their local 
situations with emphasis on the trap car situation, the by- 
passing of transfers, and the rerouting of freight. Chairman 
Kendall said the car service division would be glad to sponsor 
a similar meeting or meetings elsewhere if it was believed that 
discussion of the subject would be helpful. 

“The proposition was stated and generally concurred in 
that with the present volume of traffic and the manpower and 
other difficulties attending the handling of L. C. L. traffic, that 
there should be an increased effort made to route L. C. L. 
traffic over that line that is able to handle it with a minimum 
of transfer,” said Chairman Kendall. 

One suggestion advanced for accomplishing such more 
natural routing was that the best in L. C. L. schedules of each 
line be given wider publicity. Such an effort would require 
the cooperation of the several traffic departments of the lines 
serving a single location, said Chairman Kendall. 

All roads reported their individual situations were being 
“studied,” said he. 

Several present at the meeting, said he, pointed out the 
bad results of loading cars too heavily and also the practice 
of mixing large individual shipments with other shipments. 
The heavily loaded cars—loads running 60,000 to 70,000 pounds, 
were reported—had proved extremely difficult to handle at 
transfers, said he. 


Saturday Unloading Holiday 


Many complaints were voiced concerning the continuing 
failure of a large number of consignees throughout the terri- 
tory under review to receive freight on Saturdays. This prac- 
tice, it was stated, tended to clog platforms and houses at the 
busy weekend period and also disrupted truck schedules and 
reduced the availability of motor equipment when most needed 
on Monday. It was the consensus that an appeal should be 
made to offending concerns through various sources, includ- 
ing not only the direct efforts of the railroads themselves but 
committees of the Shippers Advisory Boards, Director Johnson 
of the O. D. T. and any other available approach. 

It was also the consensus, said Chairman Kendall, that 
there was a considerable opportunity to save box cars as a 
result of a close scrutiny of the practices with respect to load- 
ing of trap cars in any given community. Such activity natu- 
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rally would be confined to the larger manufacturing centers 
where there was a volume of that type of loading, said Chair. 
man Kendall. An investigation of that kind would be starteq 
immediately in the Pittsburgh area, and other such investigations 
would be carried on where it was believed constructive results 
could be achieved, said he. 


Paperboard and Transport 


The pulp, paper and paperboard industries have been asked 
to cooperate on all transportation problems in an effort to 


relieve the present car shortage, says the War Production 
Board. 


Members of the Pulp, Paper and Paperboard Transportation 
Industry Advisory Committee were told that, while the most 
serious of the problems was a freight-car shortage of between 
18,000 and 20,000 a day, the lack of suitable trucks and tires 
also was hindering receipt of supplies and delivery of paper 
products by many paper mills. Facilities for shipments by 
water on the St. Lawrence River and the Great Lakes were 


said to be adequate for the delivery of pulpwood from Cz 
said the W. P. B., adding: ty — inada, 


Car loading figures have dropped below those of last year, and 
some decline in average carloads was reported. The average weight 
per car has shown a steady decline the past year. The industry was 
urged to see to it that all cars used were loaded to capacity with paper 
paperboard and paper products, material to fill Government orders. 
which some members had previously did not call for full car shipments. 
W. P. B. transportation officials emphasized the necessity of obtaining 
special permits when shippers are unable to meet Office of Defense 
Transportation 18-A and 18-A-1 loading requirements, regardless of who 
the purchaser may be. 

Outlining some of the other essential car-utilization factors, officials 
mentioned the following: Advance shipment planning, specification. of 
exact number of cars required, anticipation of unloading from either 
side of cars, expeditious loading and unloading, early release of cars 
both loaded and empty, careful cleaning of unloaded cars, and utilization 
of Sundays and Saturdays for loading and unloading cars where 
practical. 

The over-all transportation problem, due chiefly to the present 
uneven distribution of cars and the truck and tire shortage, will 
probably extend for a year after V-E day. 

Following the announcement of the retirement of Frank Hufford 
government presiding officer of the meeting and transportation con- 
sultant for the paper and paperboard divisions, who is leaving the War 
Production Board to return to the paper industry, the committee unan- 
imously recorded a vote of thanks to Mr. Hufford for his earnest service 
in behalf of the industry and W. P. B. 

Changes in the committee membership included the retirement of 
Robert Henderson, of the Minnesota and Ontario Paper Co., and Harry 
Ratliff of the Champion Paper and Fiber Co. 


William Thornton of Kimberly Clark was named as a new member 
of the committee. 





BECK BACK IN C. S. D. SERVICE 


W. D. Beck, who retired some months ago as district man- 
ager of the A. A. R. car service division at Chicago has agreed 
to return to service for a temporary period as assistant to chair- 
man, car service division, Chairman W. C. Kendall has an- 
nounced. With offices at 59 East Van Buren Street, Chicago, 
Mr. Beck’s duties will include distribution among the Chicago 
lines of box cars flowing through that gateway in response to 
orders of the car service division. Chairman Kendall said he 
also might be directed to handle such specific open top assign- 
ments as circumstances warranted. L. M. Betts, manager of the 
railroad relations section of the car service division, has been 


in charge temporarily of this work and will return to his office 
in Washington, D. C. 





ARMY RELEASE OF CARS 


“Prompt loading and unloading of freight have enabled 
Quartermaster Depots and Army Service Forces Depots, admin- 
istered by the Quartermaster Corps, to close their February 
operations with demurrage payments averaging less than two 
cents per car for the 59,785 carloads of shipments handled,”’ says 
the War Department. 

__ “Quartermaster Depots report 85 per cent of cars released 
within 24 hours, 12 per cent within 24 to 48 hours and only 3 
per cent held beyond the 48-hour free time limit. These figures 
cover 17,434 carloads of freight upon which total demurrage 
payments were only $47 for the month. 

“Army Service Forces Depots report 67 per cent of Febru- 
ary cars released within 24 hours, 25 per cent with 24 to 48 
hours, and 8 per cent detained more than 48 hours. These de- 
pots handled. 42,352 carloads of freight during February with 
demurrage payments totalling $836. 

“All depots under Quartermaster Corps supervision have 
cooperated with carriers and government transportation agen- 
cies in effecting prompt release of cars so as to provide maxi 
mum utilization of all equipment under the stress of wartime 
traffic. Each depot submits a daily car situation report hy tele- 
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type to the Office of The Quartermaster General in Washington. 
These reports are analyzed and steps taken to correct situations 
causing undue detention of cars. 

“Special studies of depot handling have enabled receiving 
and shipping personnel in Quartermaster Depots to increase per 
man per day tonnage handled by 55 per cent since January, 
1944. Unshipped requisitions on hand at all depots on 31 Decem- 
ber, 1944, represented only 10-1/2 days’ work, a 10 per cent re- 
duction compared with a year earlier.” 


RAIL TROOP MOVEMENTS 


Approximately 38,500,000 troops were carried by rail in 
organized movements from Pearl Harbor to the end of Febru- 
ary, 1945, the Association of American Railroads said April 18. 

This number, it was said, did not include the millions of 
others traveling under orders in smaller groups or the members 
of Allied armies and navies traveling in the United States. 
Neither did it include the thousands of prisoners of war nor 
the millions of soldiers, sailors and members of the women’s 
service units traveling on furlough or week-end passes. 

In the period America was in the last war, the A. A. R. 
pointed out, the railroads of this country transported 8,715,000 
troops in special trains or in special cars attached to regular 
trains. 

In handling organized troop movements from December 7, 
1941, through February 28, 1945, according to the railroad asso- 
ciation, approximately 91,000 special trains were operated, and 
an even greater number of special cars were attached to regular 
trains. These movements involved 246,194 coach trips, 430,685 
sleeping car trips, 120,046 baggage and kitchen car trips, and 
172,539 refrigerator, box, flat and gondola car trips. 


Revenue Ton-Miles 


The volume of freight traffic, handled by Class I railroads 
in March, 1945, measured in ton-miles of revenue freight, 
amounted to 62,900,000,000 ton-miles, according to a preliminary 
estimate based on reports received from the railroads by the 
Association of American Railroads. The increase over March, 
1944, was less than one per cent. 

Revenue ton-miles of service performed by Class I railroads 
in the first three months of 1945 was four per cent under 1944, 
although two and one-half per cent greater than the corres- 
ponding period two years ago. 

The following table summarizes revenue ton-miles for the 
first quarter of 1945 and 1944: 





Per cent 

1945 1944 change 

January 56,845, 141,000 60,487,997,000 Dec. 6.0 
February a55,300,000,000 59,307,320,000 Dec. 6.8 
March b62,900,000,000 62,670,213,000 ine. 0.4 
Total 3 months 175,045,141,000 182,465,530,000 Dec. 4.1 


a—Revised estimate b—Preliminary estimate 


—— 


ROLLING STOCK ADDITIONS 
Class I railroads on April 1 had 36,272 new freight cars 
on order, according to the Association of American Railroads. 
On the same date last year, they had 36,727 on order. | 
New freight cars on order on April 1, this year, included 








evenue Freight Loading 


Revenue freight loading the week ended April 14 totaled 
846,391 cars, according to the Association of American Rail- 
roads. This was 81,628 cars or 10.7 per cent above the preceding 
week, 47,708 cars or 6 per cent above the corresponding week 
last year, and 65,483 cars or 8.4 per cent above the correspond- 
ing week of 1943. 
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6,357 hopper, 5,452 gondola, 1,335 flat, 18,768 plain box, 1,800 
automobile, 2,499 refrigerator, and 61 stock freight cars. 

They also had 564 locomotives on order on April 1, this 
year, compared with 755 on the same day in 1944. The num- 
ber on order on April 1, 1945, included 138 steam, two electric, 
and 424 Diesel locomotives compared with 243 steam, two elec- 
tric and 510 Diesel one year ago. 

Class I railroads put 12,993 freight cars in service in the 
first three months this year compared with 7,838 in the same 
period last year. Those installed in the first quarter this year 
included 4,058 hopper, 1,934 gondola, 63 flat, 178 stock, 191 
refrigerator, 477 automobile box, 6,092 plain box freight cars. 

They also put 136 new locomotives in service in the first 
three months, of which 19 were steam, and 117 were Diesel. 
New locomotives installed in the same period last year totaled 
261, which included 112 steam, one electric and 148 Diesel. 


Railroad Earnings 


Based on advance reports from 87 Class I railroads, whose 
revenues represent 81.7 per cent of total operating revenues, 
the Association of American Railroads estimated that railroad 
operating revenues of $653,615,129 in March, 1945, increased 
0.4 per cent over the same month of 1944. This estimate, it was 
pointed out, covered only operating revenues and did not touch 
on the trends in operating expenses, taxes, or final income 
results. 

Estimated freight revenues of $501,001,281 in March, 1945, 
were more than in March, 1944, by 2.7 per cent, while estimated 


passenger revenues of $108,038,725 decreased 10 per cent. Data 
by districts follow: 


Eastern District. Thirty-four Class I railroads, whose revenues rep- 
resent 91.3 per cent of total operating revenues in the Eastern District, 
estimated that their operating revenues of $320,635,915 in March, 1945, 
decreased under March, 1944, by 0.3 per cent. Freight revenue of 
$246,323,680 was estimated to have increased 1.3 per cent, while pas- 
senger revenue of $53,250,824 decreased 8.2 per cent. 

Southern Region. Seventeen Class I railroads, whose revenues rep- 
resent 63.9 per cent of total operating revenues in the Southern Kegion, 
estimated that their operating revenues of $76,543,084 in March, 1945, 
were greater than in March, 1944, by 2.9 per cent. Freight revenue of 
$57,789,189 was estimated to have increased 4.5 per cent, and passenger 
revenue of $14,324,909 decreased 2.6 per cent. 

Western District. Thirty-six Class I railroads, whose revenues rep- 
resent 77.7 per cent of total operating revenues in the Western District, 
estimated that their operating revenues of $256,436,130 in March, 1945, 
were greater than in March, 1944, by 0.5 per cent. Freight revenue of 
$196,888,412 was estimated to have increased 4 per cent while passenger 
revenue of $40,462,992 decreased 14.5 per cent. 


Petroleum Transportation 


Despite the handicaps of floods in the Mississippi River 
basin area and heavy military demands of transportation, over- 
land shipments of petroleum products into the eastern states 
in the week ended April 14 “held up well,” and tank car move- 
ments to the east coast area averaged 539,443 barrels a day, 
“only 1,145 barrels a day below the average for the week ended 
April 7,” Deputy Petroleum Administrator Davies reported. 

He said the tank car movement to the east in the week 
ended April 14 was carried out with 17,537 cars, 40 less than 
were available for such service in the preceding week, and 
added that an unusually rapid movement of empties into the 
oil producing areas and “one of the best turn-around showings 
for tank cars in several months” accounted for maintaining” 
the oil movement above the average “programmed” for April 
by the Petroleum Administration for War. Continuing, he said: 


Shipments of kerosene in drums to the New England states were 
at the rate of 16,349 barrels a day during last week as against 15,059 
the previous week. 

While the operating efficiency of overland transportation facilities 
is now at a high level, strenuous efforts must be made to reach even 


Revenue Freight Carloading—Week Ended Saturday, April 14 


Grain and Live 
grain-prod. stock Coal 
{ 1945 49,759 15,422 154,251 
ee eer reer 41944 36,978 14,827 163,370 
(1943 42,589 15,154 170,024 
Preceding week April 7........... 1945 46,341 14,536 118,147 
Per cent increase over..........-- 1944 34.6 4.0 
Per cent decrease under.......... 1944 5.6 
Per cent increase over..........-- 1943 16.8 1.8 
Per cent decrease under.......... 1943 9.3 
{ 1945 657,175 219,473 2,431,723 
Cumulative 15 weeks to Apr. 14. 41944 735,166 228,553 2,626,052 
1943 714,442 199,975 2,569,093 
Per cent increase over..........-- 1944 
Per cent decrease under.......... 1944 10.6 4.0 7.4 
Per cent increase Over...........- 1943 9.8 
Per cent decrease under.......... 1943 8.0 S23 





Forest Mdse. 

Coke Products Ore L.C. L. Miscellaneous Total 
12,535 41,368 58,834 114,602 399,620 $46,391 
14,506 43,312 47,420 104,850 373,420 798,683 
14,932 41,401 21,629 98,285 376,894 780,908 
13,443 39,088 35,437 108,935 388,836 764,763 
24.1 9.3 7.0 6.0 

13.6 4.5 
172.0 16.6 6.0 8.4 

16.1 a 
217,699 596,862 272,662 1,537,434 5,747,994 11,681,022 
225,806 643,531 253,728 1,551,711 5,550,974 11,815,521 
225,212 595,385 235,680 1,402,880 5,439,170 11,381,837 

7.5 3.5 
3.6 7.3 PB pw 
«2 15.7 9.6 5.7 2.6 
3.3 
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higher levels in view of the continuing substantial increases in military 
demands, particularly navy diesel fuel oil requirements. 

The ‘‘Big Inch’’ (24-inch) pipeline delivered 320,369 barrels of crude 
oil a day to eastern refineries as against 300,725 during the week ending 
April 7 and the “Little Big Inch’ (20-inch) pipeline delivered 234,033 
barrels a day of oil products as compared with the preceding week’s 
231,669 barrels a day. 

Floods continued to hamper barge movements of petroleum products 
up the Mississippi and Ohio rivers. While no exact figures on these 
movements are available as yet, it was reported they were approxi- 
mately 60 per cent of normal and gradual improvement is anticipated. 

Transfer of east coast tankers from civilian to military service at 
a time when west coast demands are diverting many tank cars from 
the eastern states has placed a heavy responsibility on overland trans- 
portation to the Atlantic Seaboard. The fact that tank car movements 
are keeping abreast of programmed estimates encourages the hope that 
all military and reasonable civilian needs can continue to be met. 

Oil products, in weight, make up 65 per cent of all overseas 
military shipments, according to Deputy Petroleum Adminis- 
trator Ralph K. Davies. In bulk, said he, it approximated 16 
times the food shipped. 

“U. S. overseas forces require nearly twice as many tons 
of oil as of arms and armamenf, battle equipment, ammunition, 
food, and all other supplies,” said he. ‘Yet, the military is 
receiving only a third of the products that results from the 
crude oil produced in the United States. The rest goes to meet 
essential civilian demands, which includes the petroleum to 
power defense plants.” 

It required 1,300,000 gallons of gasoline to power the 35,000 
vehicles employed on a 10-mile front along the Rhine, said he, 
adding that that did not take into consideration the motor fuel 
needed in aerial combat. 

In the week ended April 7, civilian shipments of petroleum 
products into the east cooast area by tanker, tank car and 
box car fell below the daily average levels for the previous 
week, and barge movements “continued low,” according to 
Deputy Petroleum Administrator Davies. He said that tank 
car movements of crude oil and petroleum products into the 
east coast area averaged 540,588 barrels a day in the week 
ended April 7, compared with 547,030 barrels in the preceding 
week. 

Delivery of kerosene in drums to New England points 
dropped from 18,733 barrels daily in the week ended March 31 
to 15,059 barrels a day the following week, “due to military 
demands and a tight box car situation,” said Mr. Davies. 

He reported that crude oil deliveries through the 24-inch 
pipeline averaged 300,725 barrels a day in the week ended 
April 7, as against 308,069 barrels a day in the previous week, 
while deliveries through the 20-inch pipeline increased from 
224,849 barrels daily in the week ended March 31 to 231,669 
barrels a day. 

Barge movements up the Mississippi and Ohio Rivers were 
75 to 80 per cent below normal in the week ended April 7, he 
said, adding that tanker figures could not be reported “for 
reasons of security,” but that daily deliveries of civilian petro- 
leum supplies to the east coast area by tanker, which had 
averaged “better than 170,000 barrels’ in March, had now 
begun to decline as a result of “an agreement to release the 
bulk of the Gulf-east coast tankers from civilian to military 
service. He stated that civilian deliveries by tanker would 
fall to “virtually nil” by the end of April. 


T. A. A. and Petroleum Industry 


Donald D. Conn, executive vice-president, Transportation 
Association of America, Inc., has sent to executives of Class I 
railroads a review of a talk he had with T. S. Petersen, vice- 
president, Standard Oil Co. of California, and with other execu- 
tives of the petroleum industry at Los Angeles, in which he 
asked the support of the industry in California for the T. A. A. 
objectives. 

“Not only have the petroleum producers withheld their 
support from this Association but, by their contributions to the 
National Highway Users’ Conference and their financial and 
moral support to affiliated organizations, have actively opposed 
this Association’s program,” said Mr. Conn, in his letter to the 
railroad executives. “Without their support in California our 
work can only be partially effective. With their continued 
opposition it is possible to vitiate our efforts in their entirety. 
It is highly important that the relationship be clarified, and this 
is, I believe, of immediate importance to all railroad execu- 
tives.” 

In his letter to Mr. Petersen, in connection with a discus- 
sion of the preservation of private ownership in the common- 
carrier industry as a whole, Mr. Conn outlined the manner in 
which government ownership might come about, and added: 


The trial balloons are now being released. The word is being 
quietly passed along that transportation must be taken over to help 
pay the public debt. Of course, the first move is to make a WPA 
propect out of railroad rights-of-way and terminals. If we seek con- 
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firmation of the objectives of bureaucracy, all we need to do is to 
read with care the reports of the National Resources Planning Board, 
And, the proposal to transfer the Interstate Commerce Commission to 
Mr. Wallace is only a small part of the pattern. 


Mr. Conn said he was informed that about 90 per cent of 
the sales of California petroleum products in the transport field, 
aside from war business, were either to railroads or private 
carriers, including the private automobiles. He said the Asso- 
ciation’s research indicated that sales of petroleum products 
would be greater if competitive transportation systems resulted 
“from a long-time work-out of this problem.” It was his opin- 
ion, he said, that if government would encourage rather than 
restrict the principle of common ownership in the field of “for 
hire’ carriers, a far greater tonnage would move over the 
highways. 

Observing that the airlines were members of the Associa- 
tion from 1935 to 1938, he said: 

“From 1920 to 1938 the executives of the airlines were doing 
everything possible to sell stock to railroads. They were not 
then fearful of retarding the development of such services, 
Only when they acquired a new partnership with the federal 
government and the free use of subsidy did they launch the 
propaganda that any ownership by a surface line would stifle 
them.” 

Land grants to the railroads were not all comparable with 
the present subsidies to arilines, he said, adding that lands were 
granted to develop the country. Those grants had been repaid 
many times over, he said, and that subsidy to airlines was 
granted to experiment with a new form of transportation, with 
no obligation for the return of this money to municipalities, 
counties, or the federal government. Yet, he said, “we have 
emphasized continually that these subsidies to airlines since 
1920 have not only been in the public interest but is the cheapest 
money it has spent to win this war.” Saying that the Air 
Transport Association and some of the airline executives had 
told only part of their story to the public, and that ‘much mis- 
information has been spread about in their public addresses,” 
and adding that the Association did not wish to be put in a 
position of open conflict, Mr. Conn said that any show-down 
on the relationship between the Association and the airlines 
could result only in one of two things: 

“(1) Either the commercial airlines will be placed on the 
basis of paying their full way, including a return on the invest- 
ment in airports;; or (2) railroads must be relieved from prop- 
erty taxes, shunting this burden to the general public.” 

The Association could not succeed unless it enjoyed the 
moral and financial support of all the major industry of the 
country, he said, and that participation of the California oil 
companies would go far in the development “of our education 
work and in promoting an understanding of the problem 
throughout the entire western district of the country.” 





RAILWAY ACCIDENT SUMMARY 

A preliminary summary of steam railway accidents issued 
by the Commission’s Bureau of Transport Economics and Statis- 
tics showed that that 109 trespassers on railroad property were 
killed in February as compared with 81 in February, 1944, and 
in the two months ended with February, 204 trespassers were 
killed as compared with 183 in the same period a year ago. 
Only one passenger was reported killed in a train accident in 
February although 393 were injured in such mishaps. Employes 
injured on duty totaled 3,937 as against 3,666 a year ago. 





RETIREMENT BOARD FIGURES 


The Railroad Retirement Board certified 2,007 employe an- 
nuities in February, the first month since February, 1941, in 
which the number exceeded 2,000. The total of all benefits pay- 
ments certified was $11,862,000, of which $10,060,000 represented 
annuity payments. The amount paid as pensions to surviving 
former carrier pensioners was $1,124,000, with 19,143 pensioners 
on the rolls at the end of February. The average pension paid 
to them was $59.36. A total of $143,000 was paid to recipients 
of survivor and death-benefit annuities. The 3,816 survivor an- 
nuities in force at the end of February were at an average 
monthly rate of $31.79, and the 421 death-benefit annuities were 
at an average of $34.84. 

The board said that, in February, declines occurred in all 
railroad unemployment insurance activities. Applications for 
certificate of benefit rights were one-third fewer than in Jan- 
uary, while the number of claims and certifications decreased by 
about one-sixth and one-seventh, respectively. However, the 
board said, all these activities were at a higher level than in 
February, 1944, adding that workers in the Chicago and Muin- 
neapolis regions filed more than one-half of the claims and 
received more than one-half of the benefits. A total of 519 ap- 
plications for certificates were received, and 495 benefit accounts 
were opened, new accounts in the Chicago region forming 
nearly one-third of the total. Benefits totaling $97,543 were paid 
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to claimants in February for unemployment. The average pay- 
ment for initial periods was $19.88, an increase of $1.25 over 
the average for January. 

The board said 113,245 placements were reported in Feb- 
ruary, nearly 20,000 fewer than in January. Of the 104,505 
placements made by board offices, 85,216 were primary—71,926 
of civilians and 13,290 of servicemen—and 19,289 were supple- 
mentary. 


Rail Employe Benefit Bill 


In testimony designed to justify action of the representa- 
tives of organized railroad employes in not seeking an agree- 
ment with railroad management on amendments to the railroad 
retirement and unemployment insurance acts, David B. Robert- 
son, president of the Brotherhood sf Locomotive Firemen and 
Enginemen, told the House committee on interstate and foreign 
commerce, April 18, when hearings were resumed on H. R. 
1362, the rail employe retirement and unemployment insurance 
bill, that though the heads of the railroad labor organizations 
represented their members in conferences with the carriers, 
the carriers were representd by subordinates. However, he 
added, he had noticed a change in attitude recently on the part 
of railroad management, and said he had participated in several 
conferences with railroad presidents. 

In a long prepared statement Mr. Robertson contended 
that the railroad unions seeking the changes in law were not 
bound to seek agreement first with the carriers before asking 
Congress to act. The carriers had contended that an effort 
should have been made first through the processes of collective 
bargaining to obtain an agreement on amendments to be sought, 
and pointed to the fact that the present retirement legislation 
was enacted as the result of such an agreement. Mr. Robertson 
pointed to the fact that the carriers opposed enactment of the 
railroad unemployment insurance act, amendment of which 
would also be made by enactment of H. R. 1362. 


Employe Support for Bill 


Two witnesses for railway labor organizations not mem- 
bers of the Railway Labor Executives’ Association, said Mr. 
Robertson, had “apparently” challenged his assertion that the 
He submitted figures in support of his assertion, concluding 
that his statement “should be accepted as a conservative rep- 
resentation.” ; ’ ’ 

Mr. Robertson said that the only labor union “having the 
dubious distinction of appearing before you in opposition to 
these amendments is the Brotherhood of Locomotive Engineers, 
which cannot undertake to speak for all locomotive engineers 
in the country” because the Brotherhood of Locomotive Fire- 
men and Enginemen represented more than 25,000 engineers. 
He said his brotherhood was the collective bargaining agent 
for engineers on 149 railroads. 

The reason no effort was made to reach an agreement 
with management on the changes sought, said Mr. Robertson, 
was that the sponsors of the bill were completely convinced 
that efforts along formal lines to obtain the railroads’ approval 
of the bill would have been in vain. 

“We are not unaware that railroad endorsement of our 
proposed program would probably do much to expedite its 
acceptance,” said he. “If railroad acquiescence were possible 
of attainment, we would have been receptive to it. But before 
the introduction of H. R. 1362 and its predecessors, we were 
convinced from our experiences over the years and from the 
reactions of railroad officials secured during informal discus- 
sions involving possible amendments tc the 1937 acts, that no 
comprehensive program worthy of the name would capture 
even the attentive ear of railroad officials.” 

In support of his assertions Mr. Robertson charged that 
“in these times of war, carriers because of self-imposed restric- 
tions by employes on the exercise of their economic power are 
More than normally inclined to be dilatory in the disposition 
of employe demands.” He charged “extraordinary delay” in 
the enginemen’s wage basis and Diesel case and said “such 
experiences discourage negotiations on matters as intricate and 
a& ramified as the amendments to these acts.” 


Railroads Opposed Many Acts 


Mr. Robertson submitted a list of acts affecting railroads, 
anumber of which were sought by railroad labor, and asserted 
that only the railway labor act of 1926 and the retirement 
egislation of 1937 “reached Congress under joint sponsorship” 
of labor and management. 

“Inspection of reports of congressional hearings preceding 
fnactment of contested laws discloses that in so far as such 
Measures have called for expenditure of money for social ad- 
vances, or installation of safety devices, all of which have since 
€monstrated their value, these refrains have run through the 
Tailroads’ unbroken record of opposition—that adoption of the 
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various measures by Congress would lead to certain bankruptcy, 
and that the proposals were either visionary or experimental. 
In all consistency the carriers’ opposition here has not varied 
from the pattern established in earlier years.” 

It had been suggested in statements made by representa- 
tives of the railroads, said he, that a program of benefits for 
railroad workers “which transcend in quantity those provided 
for by the social security act, constitutes class legislation. This 
suggestion completely neglects the possibility that benefits un- 
der the social security act may be inadequate and that upward 
revision of them is probably desirable.” He concluded his 
statement by submitting the text of the letter President Roose- 
velt wrote under date of January 22 to Chairman Lea, of the 
committee, saying he’was heartily in favor of the objectives of 
H. R. 1362 “and I hope that the Congress will see fit to act 
favorably on those objectives.” 


Actuarial Testimony 


Ralph I. Booth, of Evanston, Ill., who said he had been 
connected with the actuarial department of the Travelers In- 
surance Co. for more than thirty years and a Fellow by ex- 
amination of the Actuarial Society of America and the American 
Institute of Actuaries, testified in support of the cost and tax 
estimates on which H. R. 1362 was predicated. He said he 
was of the opinion that on the basis of past experience pro- 
jected into the future, the over-all cost estimate of 12% per 
cent of pay roll for the retirement and survivorship benefits 
in effect and proposed was the best estimate that could be 
made. Following Mr. Booth, Chairman Latimer, of the Rail- 
road Retirement Board, began presentation of a long statement 
in rebuttal of testimony in opposition to the bill. 


A. C. L. LABOR DISPUTE REPORT 
An emergency board appointed from the National Railway 
Labor Panel by Chairman Schwartz has reported on a dispute 
between the Atlantic Coast Line and employes represented by 
the Brotherhood of Railway Clerks, etc., making recommenda- 
tions as to each item in dispute. The board was composed of 
Frank M. Swacker, Norman J. Ware and Walter Gilkyson. 





TRANSPORT WORKERS’ DEFERMENT 

The War Manpower Commission has ruled as essential 
activities in the war effort “pick-up and delivery service to and 
from line-haul carriers; trucking between essential establish- 
ments incidental to ‘“‘production processes” and “steel strapping” 
in production of shipping and preserving materials and contain- 
ers. Draft boards may consider the commission’s rulings in de- 
ciding whether or not to draft a worker in these activities. 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,422,041 at the middle of 
March, an increase of .65 per cent over February and 1.59 per 
cent over March, 1944, according to a rail employment com- 
pilation based on preliminary reports, prepared by the Com- 
mission’s Bureau of Transport Economics and Statistics. The 
March, 1945, employment was reported as follows: 

Executives, officials, and staff assistants, 14,803; profes- 
sional, clerical, and general, 231,443; maintenance of way and 
structures, 295,105; maintenance of equipment and stores, 392,- 
163; transportation (other than train, engine, and yard), 
169,086; transportation (yardmasters, switchtenders, and host- 


lers), 18,099; and transportation (train and engine service), 
301,342. 


DINING CAR PERSONNEL TRAINING 

The Chicago Board of Health and the United States Health 
Service, in cooperation with all railroads in the Chicago area, 
opened, April 17, a program of health education for approxi- 
mately 6,000 stewards, waiters, cooks and other food handlers 
in dining car service, at the Wabash Avenue Y. M. C. A. in Chi- 
cago. Two classes daily, four days a week, were scheduled, the 
course for each individual consisting of two class periods of 
two hours each, with a certificate of attendance to be awarded 
on completion. 

The course will include instruction in bacteriology, clean- 
ing and sterilizing equipment, prevention of food poisoning, and 
personal hygiene, and will be conducted by staff representatives 
of the Chicago board and the government health service, under 
the direction of Dr. Herman N. Bundesen, president of the Chi- 
cago board. 

“Under most trying conditions, not the least of which has 
been a constant turnover in employment in dining car service, 
the railroads have done a marvelous job of handling food,” said 
Dr. Bundesen. “Even though they have fed and are feeding 
more people than ever before, no report has been made by the 
Chicago Board of Health on any railway carelessness in this 
respect.” 





Air Board Report 


Return by the army to the commercial airlines of 120 addi- 
tional planes in the period between November 1, 1943, and 
October 31, 1944, brought the carriers’ fleet up to 300 aircraft 
or 93 per cent of the total of 324 aircraft that the lines had in 
May, 1942, before the army found it necessary to take 158 
planes for military needs, according to the annual report of the 
Civil Aeronautics Board, made public April 17. The report covers 
activities up to November 1, 1944, though in some instances the 
data relate only to the fiscal year ended June 30, 1944. 

“Total priority traffic on the domestic airlines remained at 
about 60 per cent of all traffic carried, and more planes, with 
higher loads, were in service in 1944,” said the board. 

“The planes in service were being flown an average of 
1,848 miles a day and were carrying an average of nearly 4,200 
pounds of revenue load per revenue plane mile flown. Never- 
theless, additional equipment anticipated was critically needed. 
There were 10,872 miles of authorized routes on which service 
could not be restored or inaugurated because of airport condi- 
tions or equipment shortages. Monthly displacements of pas- 
sengers, mail, and express remained high. 

“Despite insufficient equipment, the domestic carriers in 
August, 1944, flew more revenue passenger-miles and more mail 
and express pound-miles than at any time in the history of air 
transportation. Only in the international field, where an in- 
creased share of facilities was given over to contract work in 
prosecution of the war, were traffic decreases experienced. In 
those operations, revenue plane miles flown were less than in 
the preceding year, and while revenue passenger-miles in 
creased slightly, rather substantial decreases were experienced 
in mail and express-pound miles.” 


Domestic and Foreign Routes 


._ The board said that from November 1, 1943, through Oc- 
tober 31, 1944, 16 cities and 5,316 miles of route were added to 
the domestic air transportation system to bring the total num- 
ber of cities served to 398 and the total route miles to 58,646. 
It said its tentative proposals for international routes would 
add roughly 75,000 miles to our international air transporta- 
tion system and bring the total to around 125,000 miles of 
globe-circling routes. 

“The financial position of the carriers remains sound,” said 
the board. ‘‘The domestic carriers, with lower yields per unit 
of service but larger volumes of traffic, realized during the 
fiscal year ended June 30, 1944, a net income before taxes of 
$27,000,000 and a net profit after taxes of about $15,000,000. 
Earned surplus was increased to about $42,000,000. Ten car- 
riers paid dividends. This was accomplished with a ‘service’ 
mail rate for 11 carriers who operated 80 per cent of the route 
miles and flew 91 per cent of the revenue miles. The interna- 
tional carriers, though a substantial portion of their commer- 
cial operations was taken over by the military services, realized 
a net profit of about $1,500,000. 

“The past year saw two domestic carriers absorbed into 
the transportation systems of other carriers. Tariff filings in- 
creased and one air freight service was inaugurated. The num- 
ber of contracts and agreements between the carriers increased, 
and United States, air carriers were required to file with the 
board all their contracts and agreements with foreign govern- 
ments. 

“Important investigations were concluded during the year. 
In the local-feeder-pickup service investigation, the board stated 
that under certain financial and economic safeguards it would 
authorize so-called local and feeder services. In the Panagra 
extension case, the board concluded that it did not have the 
power under the act to amend the certificate of public con- 
venience and necessity of Pan American-Grace Airways, where 
the equal owners, Pan American Airways and W. R. Grace & 
Company, could not agree upon making an application for the 
extension of Panagra’s route to a terminal in the United States.” 


NORTHEAST AIRLINES’ ROUTES 


Examiner F. A. Law, Jr., of the Civil Aeronautics Board, 
in a report in Northeast Airlines, Inc., consolidation of routes 
(Dockets Nos. 1083 and 1607) has recommended that the board 
find that public convenience and necessity require the consoli- 
dation or amendment of Northeast’s certificates for routes Nos. 
27, 65, and 70 so as to allow air transportation of persons, prop- 
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erty and mail, between points in Maine and points south of 
Boston, Mass., through or over Boston as an intermediate point, 
or via Lawrence, Mass., Concord or Manchester, N. H., o1 any 
of them; between Burlington, Vt. and Boston, via the same three 
points among others already served; so as to conduct like sery. 
ice between New Bedford-Fall River, Mass., on present route 
No. 65 and Oak Bluffs, Mass., on present route No. 70 for opera. 
tion of schedules between New York-Newark and Boston via 
route No. 70 points; so as to permit the operation of certain 
nonstop service; and so as to separately authorize certificate 
foreign service between Burlington and Montreal, Canada, and 
between Bangor, Maine, and Moncton, New Brunswick. 


Aeronautic Association Action 


A recommendation that the Defense Plant Corporation in. 
stitute a program whereby the established and organized facil- 
ities of aircraft service operators could be used in the disposal 
of surplus aircraft was adopted by the board of directors of 
the National Aeronautic Association April 16. 

The N. A. A. also endorsed the proposal of the National 
Aviation Trades Association that the civil aeronautics act be 
amended to forbid the economic regulation of non-scheduled 
aviation operations at this time. 

In the annual election of officers, the N. A. A. board re- 
elected William R. Enyart of Greenwich, Conn., president of 
Simmonds Aerocessories, as president. Mr. Enyart was also 
named chairman of the board. Arthur I. Boreman, Des Moines, 
Ia., was elected vice-president; Sheldon B. Steers, Lansing, 
Mich., second vice-president, Mrs. Nancy Harkness Love, sec- 
retary, and William P. Redding, treasurer. By common con- 
sent at the request of Mr. Enyart, it was agreed to establish a 
tradition of one-year terms for president, with the first and 
second vice-presidents succeeding to the top position and the 
president succeeding to the chairmanship of the board. 

The board approved a proposal for the establishment of 
solo flight scholarships for boys and girls between the ages of 
16 and 18 inclusive for meritorious work in model aviation 
and pre-flight activity. It directed that a committee be formed 
to work out details of the scholarships. 

A change in the N. A. A. by-laws provides for the future 
election of national councilors by chapters in the states, rather 
than the previous method of appointment by the board of 
directors. Another change creates six divisions, each headed 
by a vice president, to develop particular phases of aviation 
in which N. A. A. is interested. Each division will set up an 
advisory staff which will formulate plans for the division to 
submit to the board. 

The divisions and their vice-presidents are: Private flying, 
William B. Stout, Dearborn, Mich.; air defense, Richard C. 
Palmer, Washington, D. C.; airports, Robb C. Oertel, New York 
City; air safety, Jerome Lederer, New York City; air transport, 
Glen B. Eastburn, Los Angeles, Calif.; and air youth, Dr. E. K. 
Fretwell, New York City. 


AIR CARGO POTENTIAL 


Very little of the total tonnage of products considered by 
aviation authorities to be “naturals” for air transportation are 
shipped by air, is one conclusion reached by the George S. May 
Business Foundation after a study of questionnaires filled out 
by 11,140 firms, 90 per cent of them manufacturers, that were 
users or potential users of air cargo. The report based on those 
questionnaires, “The Shipper Looks at Air Cargo,’ says that 
“the total tonnage carried each day by all of our domestic 
airlines combined would not have taxed the capacity of one 
regulation railway freight car.” 

The report says there is an astounding lack of information 
on the part of the shipping public regarding the services and 
advantages offered by air cargo, and notes that of all goods 
shipped 300 miles or over, only one ton out of every 29,347 tons 
was shipped by air. The reporting firms that were users of all 
cargo, according to the report, shipped one ton out of every 
17,180 by air. Study of the questionnaires developed the fact 
that 62.6 per cent of the users of air cargo reported their trans- 
portation charges averaged less than five per cent of the cost of 
their goods. The report notes that, while 38 per cent of the 
businesses reporting felt that their output was not adaptable to 
air transportation, the Foundation found a surprisingly larg¢ 
portion of their products especially suited for air transporta- 
tion, but that no indication was shown that thought had bee! 
given to packaging requirements for air transportation. 


AVIATION IN POSTWAR ECONOMY 
William A. M. Burden, Assistant Secretary of Commerce, 
told the Bond Club of Chicago, April 20, that he saw nothing 
fundamentally inconsistent nor unsound in the assertions that 
the airplane would revolutionize our postwar existence and that 
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the aircraft manufacturing industry, like other wartime muni- 
tions businesses, was ‘‘in for a major deflation, and it will be 
jucky to retain 5 per cent of its present volume in the immedi- 
ate postwar years.” 

Mr. Burden, in amplification of his statement, said the air- 
plane would enjoy greatly expanded civilian use—to say noth- 
ing of its military applications—in the postwar period, so much 
so that the aircraft industry of 5 to 10 years after the Japanese 
war would be several times its prewar size. On the other hand, 
he said, no civil development that seemed likely at present 
could occupy even a small fraction of the capacity of our huge 
wartime aircraft industry. 

Within two or three years after the war, perhaps sooner, 

said he, “‘we will have a 2 hours and 40 minutes service between 
New York and Chicago with a fare of $30 and a safety record 
several times better than the busses or private automobiles.” 
He predicted “‘the average reasonably well-to-do American will 
do virtually all his traveling over distances of 100 miles or more 
by air.” 
' Expansion in air transport would mean a big industry, em- 
ploying perhaps 90,000 to 100,000 persons, but it would not, be- 
cause of the great number of miles a high-speed modern trans- 
port airplane could be flown in a year, require any vast number 
of airplanes, he said. One great unknown of the postwar air 
transport field was the degree to which feeder service could be 
successfully developed, said he. 


PROSPECTIVE AIR PASSENGER TRAFFIC 


L. C. Sorrell, director of research, Air Transport Associa- 
tion of America, and professor of transportation at the Uni- 
versity of Chicago, told the Chicago Forum on Aviation, spon- 
sored by the Chicago Association of Commerce, April 17, that, 
assuming a national income of above $100,000,000,000 for the 
years to 1950, and $120,000,000,000 as normal income for 1950, 
patronage of air transport would continue to manifest large 
yearly increments. This would occur, he said, so long as the 
airlines continued to effectuate improvement in the safety fac- 
tor, and to increase the availability, frequency, and dependa- 
bility of their services. 

If the airlines are to reach 6.5 to 7.5 billion passenger miles 
in 1950, he said, they must “greatly increase the passenger 
traffic densities on existing routes, between the larger centers 
of population, and they must also add more route mileage and 
develop traffic to and from points which heretofore they have 
not served.” He observed that the traffic the airlines would be 
able to create would depend also on the degree of competitive 
effort put forth by other modes of transportation to hold and 
inrease their traffic, suggesting at one point that the railroads 
could inaugurate a 48-hour coast-to-coast service. Under his 
estimates, he said, in 1950 the airlines would probably have 
about 50 per cent of the combined air and pullman passenger 
miles, as compared with 13 per cent of that total in 1941. 

Mr. Sorrell also dealt with the probable effect of growth 
inforeign travel by airline on the passenger traffic of American 
and foreign steamship companies, observing that the greatest 
effect of air competition would be felt by the foreign lines which, 
he said, had carried the heaviest passenger traffic in the past. 


INTERNATIONAL AIR REPORT PRINTED 


The House has authorized publication as a House docu- 
ment the recent report of Attorney General Biddle on inter- 


_ air transport policy (see Traffic World, March 10, p. 
iL). 


The Civil Aeronautics Board, by an order (serial No. 3583), 
has approved interlocking relationships existing as a result of 
the holding by Josiah G. Holland of the positions of director 
of Continental Air Lines, Inc., and president and director of 
The Northwestern Terminal Railroad Co. 


SIMPLIFIED AIR TICKET FORM 
A simplified form of ticketing, consisting of not more than 
wo flight coupons to a ticket for round trips or continuing 
lights, and eliminating the old system of one ticket of many 
Coupons, has been announced by Bonham M. Fox, district traffic 
manager of American Airlines, Inc., at Chicago. The new form, 


€ says, simplifies flight procedure for both the passenger and 
the company. 


FUTURE OF ALASKA 
_ A new Alaska calendar, issued by Pan American World 
irways, emphasizes the need of air transportation to that 
American frontier, and observes that the wealth of Alaska 
l€s in fish, furs, mines, and farms, and in the hidden resources 
of little-explored areas. It says that Alaska, once fully-devel- 
ped, could support a population estimated at 10,000,000. The 


1057 


calendar features a full-color animated map of Alaska as well 
as descriptive matter. 


WASHINGTON-MEMPHIS AIR SERVICE 


American Airlines, Inc., has obtained authority from the 
Civil Aeronautics Board to operate nonstop service between 
Washington, D. C., and Memphis, Tenn., and between Knox- 
ville and Memphis, Tenn. 


BOSTON-NEW YORK AIR ROUTE 


On a finding that the national defense no longer requires 
delay of inauguration of this service, the Civil Aeronautics 
Board, by an order (serial No. 3591) has granted authority 
to Northeast Airlines, Inc., to inaugurate service on its route 
No. 65, between Boston, Mass., and New York City, under the 
certificate granted to it in a proceeding designated as “Docket 
No. 13-401-B-1 et al.” 


N. E. Motor Rate Inerease 


New England Motor Rate Bureau, Inc., has filed with the 
Commission a reply to a protest against the proposed New 
England motor carrier increases submitted by the Office of 
Price Administration, acting also for the Office of Economic 
Stabilization (see Traffic World, April 14, p. 996). The New 
England bureau also filed a motion to strike the O. P. A. pro- 
test from the records. The rates in question were proposed to 
become effective April 23. 

“The Office of Price Administration has sought to adjust 
the records of the carriers by withdrawing certain items of 
expense provided by the carriers in their accounts which are 
entered in accordance with the regulations of the Interstate 
Commerce Commission herein,” said the rate bureau. ‘These 
withdrawals have the necessary effect of reducing the ratio 
of expense to revenue, and on the alleged results of a test made 
relating to the records of 11 carriers of 129 Class I carriers 
the protestant asserts that the industry does ‘not need the 
added revenue from its proposed increase of rates in order to 
continue adequate and efficient transportation services,’ and 
suggests the adoption of ‘some sort of pooling arrangement 
under section 5(1) of the interstate commerce act’ as a substi- 
tute therefor.” 

Continuing, the rate bureau said: 


The protestant contends that the carriers are not entitled to the 
projected increase because after adjustment of the carriers’ ratios they 
become approximately 95 per cent before salaries, rather than 98.1 as 
appears by the records filed by the carriers with the Interstate Com- 
merce Commission. Parenthetically it may be stated that even if the 
ratios were in fact 95 per cent rather than 98.1, the carriers would be 
entitled to an increase of greater amount than is asked for here. 


The bureau described as “gratuitous and untrue” a state- 
ment in the protest that certain operating ratios were inflated 
by the respondents’ ‘improper accounting methods and by 
profits concealed in officers’ salaries.” 

With respect to the suggested pooling arrangement, the 
rate bureau said it was possible that carriers’ revenues could 
be pooled under appropriate circumstances in the instance of 
railroads operating in various subdivisions of a large part of 
the United States. 

“Such is not the case with many hundreds of motor car- 
riers directly competitive over the same routes within limited 
areas such as New England,” asserted the rate bureau. 

Commenting on what it described as the industry’s need 
for rate increases, the rate bureau said: 


Whereas there has been a large degree of prosperity in general 
industry and substantial profits in railroad transportation, the situation 
is quite the reverse with New England motor carriers, and doubtless, 
although not here material, in other sections of the country. Increases 
in tonnage carried have not served to compensate for other factors of 
expense with their consequent burdens on the carriers. Current tests 
indicate that the trend of tonnage is downward, although expense con- 
tinues to mount. Labor costs per ton have increased since 1941 by as 
much as 25 per cent a ton. Wage increases in the contracts applicable 
to all common carrier transportation labor have advanced by as much 
as 40 per cent in the basic hourly rate as provided in one of the labor 
agreements and 100 per cent in the overtime hourly rate during the 
past several years. Basic increases of as much as 25 per cenf are wide- 
spread. Changes:-in the so-called working conditions, which do not 
lend themselves to brief summary, have increased the cost still more. 
Take-home pay has advanced even more rapidly. The drivers of trucks 
employed by some of the companies studied by this respondent receive 
in excess of $4,000 yearly, this being in some instances more than taken 
by the proprietors of the company itself. 


In its motion to strike the O. P. A. protest the rate bureau 
said that prior to publication of tariffs containing the requested 
rate increases, the bureau and others discussed such publica- 
tion with accredited representatives of the Price Administrator, 
who, the bureau said, through his representatives, requested an 











opportunity to examine the books of certain “test carriers’ in 
order to determine the position of the O. P. A. and Economic 
Stabilization office. The bureau said that access to all books 
and records was freely given by the test carriers, and that 
counsel for the carriers requested an opportunity to examine 
the results of the investigation in order to prepare a reply to a 
protest, if any was made. Continuing, the bureau said: 


Notwithstanding the promise and agreement to furnish the data 
requested, the Price Administrator and Economic Stabilization Director 
through their representatives have refused and continued to refuse to 
make such information available, excepting as to a part, assigning as 
a reason therefor that ‘‘Our policy does not provide for examination of 
working papers by industry representatives.”’ 


The bureau asserted that it was unfair for the protestants 
to have had the use of confidential records freely accorded to 
them, and at the same time for them to refuse to assist the 
carriers as requested. The bureau alleged that the “wrongful 
refusal” of the Price Administrator and the Economic Stabili- 
zation Director to make known the information requested was 
contrary to the agreement between the parties and had ham- 
pered the carriers’s preparation for reply to the request for 
suspension. 


State Vehicle Taxes 


In the decade, 1934-1943, motor vehicles contributed $135,- 
147,000 to the highways of the state of Nebraska in special 
vehicle taxes, according to “Nebraska Highway Facts,” com- 
piled by the National Highway Users Conference. 

“In the same period regular federal-aid-highway funds for 
that state amounted to $38,423,000 and $28,000 additional was 
received from the P. W. A.,” said the conference. 

“Other than motor vehicle payments, the only funds pro- 
vided locally for Nebraska state highways in those ten years 
were $688,000 contributed principally by local government units 
for use on state highways or on county or local roads and 
streets. With $42,000 miscellaneous income the entire receipts 
during that period aggregated $174,328,000. 

“Nebraska highway disbursements in 1934 through 1943 
included: Cost of administration and collection of motor vehicle 
revenues—$3,462,000; Improvements and maintenance on State 
Highway System—$99,800,000; For County and Local Roads 
and Streets—$51,672,000; Total for highways (including $38,- 
451,000 covered by Federal funds)—$151,472,000; and Diversion 
of motor vehicle revenues to non-highway purposes—$16,552,000. 

“Unexpected funds of over $2,800,000 are represented in the 
increased cash balance on hand December 31, 1943, compared 
with January 1, 1934.” 

“Nebraska Highway Facts” is one of a series of such 
studies being issued by the National Highway Users Conference 
for each of the 48 states and the District of Columbia. Studies 
have been completed for California, Colorado, Connecticut, 
Iowa, Kansas, Massachusetts, Missouri and North Dakota. 


AUTO INDUSTRY RECONVERSION 


Chairman Krug, of the War Production Board, has an- 
nounced, as a pre-VE-Day step looking toward reconversion of 
industry to civilian production, that a $50,000,000 machine tool 
program and a $35,000,000 construction program have been 
approved for the reconversion of the automobile industry, with 
a preference AA-3 rating granted. 

Mr. Krug emphasized that one of the most critical factors 
confronting a number of industries in the United States was 
the need for obtaining tools and equipment necessary to resume 
civilian production, without which such production would be 
seriously delayed. 

“Many of these tools and this equipment,” he said, “take 
a long time to manufacture and, therefore, it is important to 
start production as early as possible.” 

He pointed out, however, that in general no preference 
ratings would be assigned except for “filling in” and “bottle- 
neck” tools and pieces of equipment without which a civilian 
production line would be unable to run. 

This policy would assist industries with long lead time 
tools, such as the automobile industry, to get ready for produc- 
tion, Mr.-Krug explained. 





TRUCK-TRAILER PROGRAM 

Authorizations to trailer manufacturers for the production 
of 10,000 commercial truck-trailers in the last two quarters of 
1945 have been announced by the War Production Board. 

The approved commercial truck-trailer program for 1945 
totals 22,232 units. For the first half of 1945, 12,232 were pro- 
grammed, with 5,000 for each of the last two quarters. Pro- 
duction is distributed among 211 manufacturers. 

Authorizations were based on the recently revised produc- 
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tion records of the years 1939-40-41. All manufacturers re. 
ceiving authorizations are required to file Form WPB-3296 
listing their requirements for critical axles, wheels and landing 
gears. 


D. P.C. MOTOR COMMITMENTS 


At the request of the Office of Defense Transportation, the 
Defense Plant Corporation has authorized execution of a con- 
tract with the Black Motor Lines, Inc., El Dorado, Ark., provid. 
ing truck transportation equipment for operation in Arkansas, 
Louisiana and Tennessee at a cost of approximately $25,000. and 
a contract with Garrett & Kovach, Scranton, Pa., providing 
truck transportation equipment for operation in New Jersey and 
Pennsylvania at a cost of approximately $35,000. Under both 
contracts title to the equipment, which will be operated by the 
motor operators, will remain in D. P. C. 


CHICAGO TRUCK TRAFFIC SURVEY 

Major Alex Baxter, chief, highway branch, Army Service 
Forces, sixth transportation zone, announced April 18 that he 
has been directing for several weeks a study of motor freight 
terminal conditions in Chicago, and of inter-city commodity 
movements and metropolitan distribution as they affect war 
traffic. He said the survey involves traffic counts at all impor- 
tant gateways, sizes and locations of terminals, congested city 
streets and alleys, and dock facilities, with a view to speedier 
handling of interchange traffic at Chicago, as well as reducing 
cross hauling and duplication of services within the city. 

It is thought that the completed survey will disclose a need 
for union truck terminals located at strategic points in metro- 
politan Chicago, greater access facilities to and from the city 
and within the city for over-the-road trucks, as well as a need 
for a greater flexibility of service by out-of-town carriers 
through the use of a common union terminal. 

Traffic engineers of the Highway Traffic Advisory Con- 
mittee and several local government agencies are assisting 
Major Baxter. 


WHITE EMPLOYES HONORED 

More than four hundred employes of White Motor Co. were 
presented with service pins at the semi-annual meeting of the 
employes’ “5 and 20 Club” composed of men who have been 
with the organization for at least 25 years. Employes with 
more than 40 years service were presented with blue pins con- 
taining chip diamond settings; those with 35 to 39 years, red 
pins with sapphire settings; those with 30 to 35 years, yellow 
pins with ruby settings; and those with 25 to 29 years, white 
pins with emerald settings. Presentation was made by Robert 
F. Black, president of the company. Barney Broecker was 
elected president of the club for the ensuing year. 





—— 


HEAVY DUTY TIRE CONSERVATION 


Current shortages of carbon black and other tire com- 
ponents, the early advent of hot summer throughout the coun- 
try and the needs of the armed services for heavy duty tires 
and rubber products until the wars in both Europe and the 
Pacific are won made it imperative for truck and bus oper- 
ators to get every possible mile out of their synthetic heavy 
duty tires, the maintenance section of the highway transport 
department of the Office of Defense Transportation stated in 
making public suggestions for the “breaking in” of new syn- 
thetic tires. 





RUBBER DIRECTOR ASSISTANT 


The War Production Board has announced that Col. J. L. 
Cochrun, vice-president of the Seiberling Rubber Co., Akron, 0,, 
will assist John L. Collyer, special director of rubber programs, 
for a limited period. Mr. Collyer said that Colonel Cochruns 
first assignment related to essential civilian needs for tires 
and other rubber products. : 

Colonel Cochrun became associated with the rubber in 
dustry after the last war, and joined the Seiberling Rubber Co. 
in 1921 as a charter member of that organization. His work 
has dealt largely with the distribution of tires and rubber 
products. 


NORTHERN PACIFIC PERFORMANCE 


At the annual meeting of the stockholders of the Norther 
Pacific Railway, held in St. Paul, President C. E. Denney said 
the railroad had been able to meet war-time service demands 
because of a continuing program of right-of-way and property 
improvements and additions to rolling stock and motive powél, 
inaugurated in 1940. 


Five members of the railroad’s board of directors wer : 


re-elected for three-year terms: Edward Brooks, Minneapolis; 
Clarence Francis and Gerald M. Livingston, New York; a” 
Horace H. Irvine and Rudolph M. Weyerhaeuser, St. Pau!. 
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Wallace on Ocean Rates 


Secretary of Commerce Wallace, in testimony April 17 be- 
fore the subcommittee on foreign trade for small business of the 
Senate special committee to study problems of American small 
business, said, in a discussion of foreign trade possibilities, that 
“further study should be given to the desirability of publishing 
ocean freight rates by foreign trade organizations and the car- 


riers in cooperation with the appropriate government agencies.” 
Continuing, he said: 












In general, common carriers by water engaged in the foreign com- 
merce of the United States have not posted their tariffs at points con- 
venient to exporters and importers or otherwise made them available 
for public reference. It has therefore been necessary for shippers to 
obtain rates by applying directly to the carriers and their agents or to 
freight brokers and forwarders. Another source is the foreign freight 
agent of the railways. This system applies to large and small shippers 
alike. 

Since 1935, ocean common carriers engaged in export or import 
trade have been required to file their tariff at the Washington office of 
the Maritime Commission, where they are open for public inspection. 
The purpose of this requirement, however, is to curb allegedly preju- 
dicial and discriminatory action by carriers and only incidentally to 
make the tariffs available to exporters and importers. So far as can 
be ascertained, common carriers by water in other maritime countries 
are not required to publish their tariffs and in practice do not do so. 

Some shippers in both export and import trade have complained 
about the inaccessibility of ocean freight tariffs and of the delay and 
inconvenience entailed in having to apply to carriers and their agents 
or freight brokers and forwarders for rate quotations. These difficulties 
are probably most serious for small exporters and importers located 
ata distance from seaboard. 

Importers appear to be especially concerned about the difficulty of 
obtaining rates, owing to the necessity in some cases of referring in- 
quiries for rate quotations to shipping conference headquarters abroad. 
The National Council of American Importers have suggested that con- 
ference freight rate schedules be made available to American importers 
at all times. On the other hand, no similar suggestion has come from 
exporters, and the National Foreign Trade Council has taken no position 
on the question. 

The situation seems to call for 
parties. 



































further 





study by the interested 







Maritime Shipping Dispute 


The Maritime Commission this week issued a formal state- 
ment challenging as in error assertions made by Lewis W. 
Douglas, recently deputy administrator of the War Shipping 
Administration, in an article in the Atlantic Monthly entitled, 


“What Shall We Do With the Ships.” In its statement the 
commission said: 















_ This article has been widely quoted and discussed in other maga- 
zines and newspapers. Because of Mr. Douglas’ former connection with 
Wartime shipping, most of the writers have naturally assumed that 
his figures are correct. However, Mr. Douglas’ official duties had no 
direct connection with the specialized subjects he presumes to discuss. 

Many of his statements are in error, and because of the importance 
of the entire subject, the Maritime Commission believes the record 
should be set straight, insofar as several of the author’s principal 
errors are concerned. 

He writes that if the United States were to have a postwar mer- 
chant fleet of 20,000,000 deadweight tons, it would cost the taxpayers an 
operating subsidy of $200,000,000 to $300,000,000 annually. ‘This figure is 
grossly in error. The maximum operating subsidy paid before the 
War was $13,000,000 in one year. If our foreign trade fleet were doubled 
after the war, it would be absurd to assume that the operating subsidy 
Would exceed $30,000,000 maximum. 

Mr. Douglas failed to mention in his article that there is a recapture 
tlause in the merchant marine act of 1936 under which the government 
will have returned to it over a period of years possibly as much as 
0 per cent of the operating subsidies paid. The more business done 
by the merchant fleet the greater the recapture. 

Mr. Douglas also fails to explain to his readers that only a small 
Proportion of the merchant marine is subsidized. Coastwise, inter- 
‘oastal and lake shipping, which constitute the bulk of the fleet, are 
hot subsidized at all. Tankers are not eligible for subsidy, and only a 
part of the foreign trade fleet receives such benefits, and these are 
paid primarily to maintain the wage scales and living standards of 
‘merican seamen against the lower wages and living standards of 
oreign, seamen. 
th In attempting to minimize the merchant marine’s activities before 

€ wor, Mr. Douglas states that we carried only 2U0 per cent oft 


our forcign trade. The correct figure is 26 per cent. The postwar goal 
IS about 50 per cent. 


































ts Mr. Douglas characterizes the Liberty ship as the “‘slow 10 knot 
—, This ship, designed for 11 knots, has consistently done better 


knots, and has been the bridge over which a very large por- 


tion of the arms, ammunition, tanks, planes, fuel, food, and other sup- 
plies have moved to our armies and the armies of our Allies throughout 
the world. 

The American merchant marine is generally considered to consist 
of dry cargo vessels, tankers, combination ships and passenger ships. 
Mr. Douglas, however, late in his article, makes the passing comment 
that he has been referring only to dry cargo ships. Does he mean, then, 
that his hypothetical fleet of 20,000,000 deadweight tons shall consist ex- 
clusively of dry cargo vessels? If so, why? 

Similarly, does his reference to the carriage of ‘‘20 per cent’”’ of 
our foreign trade refer only to dry cargo? If so, why? Foreign trade 
is not confined to dry cargo. 


In discussing the British maritime position, Mr. Douglas uses 
obsolete figures (November, 1944, in one case, and December, 1943, in 
another). The result is to give a false impression of British losses 
and her recovery from a substantial amount of those losses. 

Maintenance of a strong and vigorous merchant fleet as a Naval 
auxiliary in war and for the transportation of foreign trade in peace 
is of basic importance to the defense and the economy of the United 
States. It is a subject which should be thoroughly discussed and under- 
stood by every citizen. Opinions may differ on this problem as they 
do on most others. But they should rest upon facts and not upon error. 


Rail Handling of Bonded Traffic 


Joseph Hattendorf, chairman of the Southern Ports Foreign 
Freight Committee, has asked A. F. Cleveland, traffic vice- 
president of the Association of American Railroads, to call a 
meeting of the export and import foreign freight agents com- 
mittee of the A. A. R. to consider the application of uniform 
rules governing the handling of freight shipments in bond, to 
eliminate services for which the railroads are not being com- 
pensated. 

In a letter to the A. A. R. traffic vice-president, Mr. Hatten- 
dorf pointed out that the customs authorities require that ship- 
ments in bond be handled only at points where there are 
customs inspectors, and that rule 14 of the A. A. R. freight 
mandatory accounting regulations bans the billing of freight 
in bond to points other than those at which inspectors are 
located. He said that railroad agents at the ports observed 
the requirements of rule 14 in the matter of billing, but that 
it was the general practice to give the importer or shipper a 
bill of lading calling for delivery at final destination where 
that point was other than the*customs inspection point. 

As a result of this practice, he pointed out, if the final 
destination was intermediate to the customs point, a back haul 
was involved, and he observed further that, while Official 
Territory railroads had a tariff rule requiring that additional 
freight charges be assessed under such circumstances, railroads 
in other territories had no such rule. Thus, he said, an importer 
or shipper holding a bill of lading through to final destination 
relied on that bill of lading to refuse payment of additional 
freight charges so that the port railroad was often called on to 
absorb those charges. 

Where the customs inspection point is intermediate to final 
destination, he points out, a reconsignment service is required 
on the bonded shipment, and this service, he says, the railroads 


are furnishing without appropriate tariff provisions and without 
compensation. 


Domestic Ship Regulation 


Saying that the Commission had no desire to usurp the 
province of managerial discretion lodged in those who owned 
and operated the water carrier properties, Commissioner 
Claude R. Porter addressed the Commerce and Industry As- 
sociation at a meeting held in New York, April 17, at which 
the regulation of domestic steamship transportation was dis- 
cussed. 

“The position of the Commission may well be likened to 
a referee at a football game,” said Commissioner Porter. “We 
are not the players in the competitive transportation game; 
but the water carriers, the railroads, the motor carriers and 
pipe lines are the players, and it is our duty to see that the 
game is played according to the rules Congress made.” 

Commissioner Porter and J. F. Girault, assistant director 
of the Commission’s Bureau of Water Carriers and Freight 
Forwarders, both participated in the discussion. At the meet- 
ing it was suggested that coaostal and intercoastal shipping 
operators should compile tariffs containing rates that would 
enable them to meet increased costs of operation. These tar- 
iffs, it was said, could be filed with the Commission in order 
to provide it with a proper basis for considering the corre- 
sponding rates of competing carriers on hand. 

Mr. Girault suggested that new costs be computed so as 
to arrive at water rates that would produce adequate revenue, 
adding that it would be desirable to publish such rates before 
resumption of coastal shipping. 

Commissioner Porter said that he doubted whether the 
carriers could accomplish much in that direction until they 
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had more adequate data concerning postwar conditions. The 
shipping companies, he said, might present their case for an 
upward readjustment of transcontinental rail rates at such 
time as the Commission should have up for consideration the 
railroads’ petition for a general rate adjustment. 

Mr. Girault said the Commission’s Bureau of Transport 
Economics and Statistics was studying problems involved in 
water transportation regulation, one phase of which had to 


do with postwar rehabilitation of coastwise and intercoastal 
services. 


EXPORT FREIGHT 


Export freight handled through United States ports in 
March was the greatest for any month on record, according to 
the Manager of Port Traffic of the Association of American 
Railroads. It amounted to 200,385 cars, excluding coal and 
grain. This not only exceeded any previous month since the 
present war began, but also any month in World War I. The 
previous record was established in January, 1945, when the 
number of cars loaded with export freight, excluding coal and 
grain, totaled 179,030. It also was an increase of 29 per cent 
compared with February, 1945, in which month 155,084 cars 
were handled. Export grain unloaded at the ports in March 
totaled 7,153 cars compared with 3,041 in March, 1944, or an 
increase of 135 per cent. 

Railroads handled 574 carloads of coastal freight in March, 
1945, compared with 1,480 in the same month last year, or a 
decrease of 61 per cent. 

The average number of cars of export and coastal freight, 
excluding coal, unloaded daily at the various ports was 6,713 
compared with 6,067 cars in February this year. 


CONTROL OF EXPORTS AND IMPORTS 


The Foreign Economic Administration has issued its cur- 
rent export bulletin No. 238, covering exportation of rayon piece 
goods and cotton piece goods; revised priority assistance pro- 
cedure on cotton fabricated articles for export; tires and tubes 
for passenger cars and motorcycles exportable to Middle East 
destinations through commercial channels. 


GOVERNMENT SHIP SALE BILL 

Vice Admiral Land, war shipping administrator and Mari- 
time Commission chairman, returning as a witness before the 
House merchant marine committee April 19 in a further hearing 
by that committee on H. R. 1425, the Bland bill to prescribe 
regulations and procedure for sale of government-owned mer- 
chant ships, urged immediate enactment of ship disposal legis- 
lation and expressed the view that sales prices of dry cargo 
ships to American operators should be based on the pre-war 
foreign construction cost of such ships. 

He urged that all shipping companies be accorded the right 
to resume their pre-war operations, over the routes and to the 
same extent as they performed water carrier service before the 
war. He said that if the war should end suddenly without ship 
disposal legislation having been enacted there would be a 
chaotic situation, with foreign ship lines taking over the trade 
previously carried by U. S. merchant vessels. The present lack 
of a definite policy with respect to government ship sales, he 
said, was causing concern among those who were making plans 
for U. S. merchant fleet operations long before the end of the 
war. The absence of such a policy, he declared, already had 
had a tendency to stimulate merchant shipbuilding in other 
countries. 

He asked that the Maritime Commission be permitted to 
limit the tonnage of vessels to be sold to foreign operators, and 
that U. S. ship operators be allowed to acquire more ship ton- 
nage than they had before the war. 


CARGO CHARGES AFTER FREE TIME 


The Maritime Commission has announced it will hear ar- 
gument on exceptions to the proposed report in No. 634, Conti- 
nental Distributing Co., Inc., vs. Companhia Nacional De Na- 
vegacao and B. H. Sobelman & Co., and No. 636, Continental 
Distributing Co., Inc., vs. Companhia Colonial De Navegacao 
and James W. Elwell & Co., Inc., at 10 a. m., May 2, in Room 
1851, Department of Commerce Building, Washington, D. C. 
In these cases Examiner F. J. Horan, among other things, rec- 
ommended that the commission find that collection of respond- 
ents’ charge on cargo remaining on piers after expiration of 
free time was an unreasonable practice (see Traffic World, 
Feb. 24, p. 494). 


ST. LAWRENCE WATERWAY REVIEW 


In extension of remarks in the Congressional Record of 
April 12 relating to the Shipshaw power project on the Saguenay 
River “in the wilds of the Province of Quebec,” Representative 
Pittenger, of Minnesota, said the St. Lawrence project had been 
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sidetracked by U. S. government officials and preference ac. 
corded the Shipshaw project for aluminum production. In con- 
trast “with the speed with which the Shipshaw deal was rushed 
through,” said he, he submitted a factual record of what had 
transpired through the years with respect to the St. Lawrence 
project. This review occupied three columns in the Record. 


FEDERAL BARGE LINE HEAD 


Secretary of Commerce Wallace, under whose jurisdiction 
the Inland Waterways Corporation, the government barge line 
agency, is operated, has under consideration appointment of 
South Trimble, Jr., solicitor of the Department of Commerce, 
as president of the Inland Waterways Corporation, it is under- 
stood. John S. Powell has been acting president of the corpora- 
tion since the resignation of Chester C. Thompson, formerly a 
member of Congress. 


MERCHANT SEAMEN HONORED 


One Merchant Marine Distinguished Service Medal and 
193 Mariner’s Medals were presented in March by the Merchant 
Marine Medals Award Committee, the War Shipping Adminis- 
tration announced. This brings the total presentations since 
war started to 104 Distinguished Service Medals. More than 
3,400 Mariner’s Medals have been presented for men killed, 
wounded, injured or suffering from dangerous exposure as the 
result of enemy action. These medals are authorized by Con- 
gress under Public Law 524 and Public Law 52. Total merchant 
marine casualties to March 1 were 6,029 of its total 200,000 
personnel. 


M.-K.-T. STOCKHOLDER MEETING 


In a statement issued by M. S. Sloan, chairman of the board 
and president of the Missouri-Kansas-Texas Lines, following a 
meeting of the stockholders at which the election of three 
members to the board gave the management a majority of 
13 to 2, said that ‘‘the victory in the proxy contest’ was re- 
garded by the board of directors and management as “a gratify- 
ing vote of confidence in the present management, and a hearty 
endorsement of the sound and farsighted policies being pur- 
sued by the management in its programs of property rehabili- 
tation and debt reduction.” 

The great majority of the stockholders, he said, realized 
that these policies had saved their company from bankruptcy, 
improved the equity of their holdings, and placed the company 
in position to withstand any post-war contingencies that might 
develop. 

He said that all proposals by E. N. Claughton and his asso- 
ciates to take over control of the company at the meeting had 
been withdrawn by Mr. Claughton and not brought to a vote. 
Three directors representing the management had been elected, 
he said, and two representing the Claughton group. Others 
elected to the board of directors besides Mr. Sloan were: Frank 
Phillips, Francis F. Randolph, Marvin D. Adams and Robert D. 
Sanders. 

The reorganization meeting of the new board will be held 
in New York at a later date in April. 


NEW TYPE LOCOMOTIVES FOR PENNSYLVANIA 


The Pennsylvania announces that three of five new types of 
locomotives for freight and passenger runs, developed in the 
war period, have been produced and are in service, while the 
others are under design. It says the three types that have been 
produced include a multi-cylinder passenger and freight loco- 
motive, capable of 100-mile-an-hour passenger speeds; a multi- 
cylinder freight locomotive; and “the first direct-drive steam 
turbine locomotive to be built in the country and meant for 
both freight and passenger work.” Of the two under design, 
it says one will be of 9,000 horsepower, to cover nearly 137-1/2 
feet of track, with main sections arranged so that coal will be 
carried in a compartment at the front, the cab and boiler sec- 
tion, with cab ahead and smoke stack at the rear, to be in the 
center, and the third section to be the water tender. 


BURLINGTON STREAMLINE ANNIVERSARY 


The tenth anniversary of the establishment of the Burling- 
ton’s Chicago-Twin Cities Zephyrs, April 29, 1935, was com- 
memorated at a Civic and Commerce Association Luncheon at 
Minneapolis April 16, and at a Chicago Association of Com- 
merce Luncheon April 18. The three men chiefly responsible 
for inaurgurating the service—Edward G. Budd, of Philadelphia, 
builder of the train; H. L. Hamilton, of General Motors, builder 
of the diesel motors; and President Ralph Budd of the Bur- 
lington, attended both affairs. In the intervening years, says 
an announcement made by the Burlington, the Chicago-Twin 
City streamline trains have run 6,185,400 service miles and have 
carried more than 2,762,600 revenue passengers, 
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ac- 
con- 
shed 
had 
ence 
i. 
etion 
line The educational committee of the Traffic Club of Fort 
it of worth is planning a series of discussions with officials of Texas 
erce, [christian University to consider plans for additional courses 
ider- in traffic and transportation. It is felt by the committee that, 
0ra- fin addition to the courses now presented by L. D. Hill, railroad 
rly a fyccounting, car service rules, demurrage, and allied sub- 
jects, would be beneficial both to junior railroad and indus- 
trial traffic employes. New courses that may be decided on 
will be available at the evening college for those employed, 
and [fand in the day college for other students. The first confer- 
shant [pence was attended by C. K. Holsapple, dean of the evening 
ninis- college; Ellis M. Sowell, of the school of business; C. J. Steven- 
since json, B. B. Lewis, Frank Comiskey, J. L. Corbitt, E. P. Byars, 
than @E. A. Starr, and C. S. Elliot. The regular luncheon meeting 
illed, fof the club was held April 16 at the Blackstone Hotel. R. T. 
s the §Wilbanks, traffic manager, Montgomery, Ward & Co., spoke 
Con. fon “Perfect Shipping Observance.” W. G. Wilson was chair- 
chant [man of the day. 
asad The Capital District Traffic Association of Albany, N. Y., 
has elected the following officers: President, James W. Reyn- 
olds, manager, Associated Transport, Inc., Albany; first vice- 
president, J. A. Petrie, senior traffic manager, Schenectady 
board foyartermaster Depot; second vice-president, H. E. Leavitt, 
ing a Bmanager, National Carloading Co., Albany; board of govern- 
three ors: J. B. Doran, traffic manager, Ramsey Chain Co., Menands; 
ity of Br y, Osborne, assistant general freight agent, New York Cen- 
tify. tral Railroad, Albany; and A. R. Rausch, Bayer Co., Rensse- 
nearty laer. 
5 pur The Los Angeles Transportation Club, Inc., heard Charles 
nabili- fy Booth, who was assistant general freight agent for the 
: Matson Navigation Co. when he left for three years of serv- 
alized fice with the War Shipping Administration in Australia, speak 
uptcy, fon “Assignment to Australia” at the Biltmore Hotel, April 16. 
npany farold Blaine, general traffic manager, Lyon Van & Storage 
might fico, was chairman of the day. On April 23 the club will hear 
Robert L. Smith, executive vice-president of the Los Angeles 
5 aSso- E'Daily News” and chairman of the Los Angeles Airport Com- 
1s had mission, talk on the future of the city and of its municipal 
1 vote. Bairport. Chairman of the day will be Jack Smith, cargo traf- 
lected, fic manager, American Airlines. The club will hold its April 
Others Boolf tournament on the 20th at the Southern California Coun- 
Frank 
try Club. 
ert D. 
L. H. Woodall, assistant to the vice-president of the 
e held Bsouthern Railway System, spoke on “Perfect Shipping Month” 
ata dinner meeting of the Charlotte (N. C.) Traffic and Trans- 
portation Club, April 19. 
IA 
ypes of The Fort Wayne Transportation Club, Inc., has_sched- 
in the Quled a “Spring Jamboree” at the Log Cabin, one-half mile 
ile the §west of Fort Wayne, for the evening of April 26. A buffet 
7e been lunch will be served throughout the evening, and there will 
1t loco- fe a five-act floor show. During the first week of April, 
-multi- Jmembers of the club manned the U. S. O. lounge at the Penn- 
steam [fylvania Railroad depot between the hours of 11.00 p. m. and 
ant for §/:00 a. m. 
design, , 
137-1/2 A dinner meeting for April 25, at the Biltmore Hotel, 
will be §Dayton, O., has been announced by the Miami Valley Traffic 
ler sec- (Club. Frank H. Irelan, general manager, Delco Products 
» in the QDivision, General Motors Corporation, will be the toastmaster. 
Glen S. Massman, secretary of the Dayton Foreman’s Club, 
Will speak on “It’s the Little Things That Count.” 
( The Evansville Transportation Club staged its twenty- 
Burling- first annual ladies’ night dance April 18 in the Gold Room 
as com- fof the Hotel McCurdy. 
heon at 
yf Com- The Indianapolis Traffic Club held a dinner for bowlers 
ponsible fApril 19 in the Liberal View League. The club’s spring dinner 
delphia, lance took place April 21 at the Columbia Club, and its 
_ builder [Family Night” is scheduled for the Athenaeum, April 24. 
he po he ladies’ auxiliary will meet May 2 at the Columbia Club. 
rs, sé 
-Twin 
~ have Tie Waukegan-North Chicago Traffic Club’s April meet- 


ing will be conducted by freight forwarders. Roy Johnson, of 
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the Pacific & Atlantic Shippers’ Association, will speak. The 
May meeting will be set aside for the airlines and will be 
held on the second Thursday of the month. The club’s golf 
outing will take place June 14 at the Glen Flore Country Club. 





The annual election of the Traffic Club of St. Louis takes 
place April 24, at the Hotel DeSoto, from 10:00 a. m. to 6:00 
p. m. There will be no noonday meeting on April 23. A free 
buffet dinner will be given for members following the close 
of the voting, and a technicolor moving picture of warfare 
over Germany will be shown. 





Robert E. Wilson, commissioner of iron range resources 
and rehabilitation for the state of Minnesota, spoke to the 
Transportation Club of St. Paul, April 17, on “Minnesota 
Resources and Rehabilitation.” The program was arranged 
by Mal. M. Scanlan. 





The Oakland Traffic Club will stage its annual spring 
dinner dance in the Blue and Gold Room of the Hotel Clare- 
mont, May 12. L. D. McLaurin is chairman in charge of 
arrangements. The club’s meeting on April 17 was designated 
as “Past President’s Night,” and Carl Mangum, last year’s 
president of the club, was program chairman for the event. 





J. H. Burke, newly elected president of the Traffic Club of 
Chicago, was elected president of the Chicago Tunnel Company, 
the Chicago Tunnel Terminal Company 
and the Chicago Tunnel Transport 
Company at a meeting of the board of 
directors of those companies April 16. 
He was born at Nashville, Tenn., and 
began work as a red cap at the St. 
Louis, Mo., union station. In 1905, he 
moved to Chicago and worked, during 
the next two years, as yard clerk and 
chief yard clerk for the Milwaukee 
Road. In 1907, he joined the Chicago 
Tunnel Company as bill clerk, serving 
successively, in the following years, as 
motorman, train dispatcher, trainmas- 
ter, superintendent and traffic manager, 
with time out only while he served as 
a corporal in the first world war. He 
served in France with the U. S. Army 
Signal Corps. In 1937, he was elected 
vice-president of the three companies 
mentioned above. At the time of his 
elevation to the presidency of them, L. J. Gundlach was elected 
executive vice-president and treasurer, in charge of finance and 
accounting; M. P. Burke, vice-president and general manager, 
in charge of operations, and R. J. Blum, secretary and auditor. 





The Rock Island Railroad, through two of its operating 
officials, and through special displays and demonstrations, 
presented radio-controlled railroading to the members of the 
Traffic Club of Minneapolis, April 19, at a luncheon meeting 
in the Hotel Nicollet. E. A. Dahl, electronic engineer for the 
railroad, spoke on “Micro Waves Development of the War, 
Applied to Radio Communication,” and C. O. Ellis, superin- 
tendent of communications, spoke on “Railroad Radio System 
of Operation.” A special car field laboratory was placed in 
the Rock Island-Milwaukee-Soo Line passenger station and 
was open for inspection after the luncheon. Master of cere- 
monies for the occasion was T. J. O’Shaughnessy, public rela- 
tions officer for the Rock Island. C. P. Varney was chairman 
for the day. 





The Omaha Traffic Club closed its winter season with 
“Bosses’ Night” on April 19, with Oliver W. Roberts, general 
manager, Omaha Chamber of Commerce, as the speaker of 
the evening. Qualifying day for the intra-club golf tourna- 
ment will be May 17 at the Happy Hollow Golf Club. 





The Norfolk-Portsmouth Traffic Club voted on proposed 
changes in the club’s dinner meeting April 19, at the Albany 
Restaurant. 





The Women’s Traffic and Transportation Club of Balti- 
more will entertain the Forum of the Traffic Club of Balti- 
more in the Founders’ Room, Lord Baltimore Hotel, April 25. 
The annual “quiz contest” between the two clubs will take 
place, with the women’s club represented by Misses Elsie L. 
Behsler, Wildred K. Billingsley, Meta C. Dewers, Dorothy L. 
Greenland, and Adele F. Sorge, with Mrs. Aileen M. Boswell 
as interrogator. The men’s club will be represented by 
Messrs. Carlton A. Guenther, Jerry T. Sommerfield, Edward 
L. Fogler, E. F. North, and S. M. Whisner, with R. J. Barron 
as interrogator. Mrs. Maria M. Ricks will be official hostess, 
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—_ Miss Edith M. Bell, vice-chairman of education, will pre- 
side. 





“Vice-Presidents’ Night” will be commemorated at the 
monthly meeting of the Traffic Club of New York, in the Grand 
Ballroom of the Hotel Biltmore, April 24, with dinner, a short 
business session, and entertainment. 





The Berkshire County Traffic Association will hold a din- 
ner meeting April 25 at Ferris’ Restaurant, Pontoosuc Lake, 
Pittsfield, Mass., at which James J. Knox, newly elected 
president, will preside. William Sage, chairman of the enter- 
tainment committee, has arranged a program, and Dom. Das- 
= =— appointed chairman of membership, will announce 

is plans. 





The Traffic Club of Chicago and the Mid-West Shippers 
Advisory Board will hold a “special event” luncheon at the 
Sherman Hotel April 26. Speakers will be J. E. Bryan, general 
chairman, National Management Committee, Perfect Shipping 
Month, 1945; Col. Dan A. Hardt, commanding Sixth Transpor- 
tation Zone and the Chicago procurement office of the Trans- 
portation Corps; and T. J. O’Shaughnessy, public relations offi- 
cer, the Chicago, Rock Island & Pacific Railway Co. 





Captain J. G. Pate, public relations officer at Camp Forest, 
Tenn., will address the Nashville Traffic and Transportation 
Club, April 27, on “The War Department’s Policy on the Treat- 
ment and Handling of Prisoners of War.’ There will be a ques- 
tion and answer period following Captain Pate’s talk. 





The Southern Wisconsin Traffic Club, at its “Boss’s Night” 
meeting April 17, heard Major John E. Ausland, of the engi- 
neering department of the Chicago, Burlington & Quincy Rail- 
road, tell of his experiences in supervising the construction of 
the Yunnan-Burman railroad to link Burma and China. 





“Perfect Shipping Month” was the subject of a talk made 
by J. S. McKeone, New York, of the Association of American 
Railroads, at a meeting of the Traffic Club of the Lehigh Valley 
April 17. At that meeting, the officers elected for the ensuing 
year were: President, George A. Dietrich, Allentown; first vice- 
president, Elias Williams, Easton; second vice-president, J. H. 
Goth, Bethlehem; treasurer, Lloyd Metzgar, Easton; secretary, 
Paul Kocher, Easton; and directors: H. E. Garrison, Allentown, 
W. A. Heil, Easton, A. N. Gish, Brodheadsville, and H. K. 
Uhrich, Bethlehem. Motion pictures of the invasion of Europe 
were shown. 





The Clearing-Cicero Traffic Conference has elected the fol- 
lowing officers: President, Dean James, H. C. Knoke Co.; vice- 
president, Ray Hurd, Belt Railroad of Chicago; secretary, Hugh 
Crawford, Johnson & Johnson Co.; treasurer, Frank N. Heles, 
Athey Truss Wheel Co.; and directors: Floyd Robertson, Mer- 
chants Shippers Association, and Ray Eberly, Chicago & North- 
western Railroad. The officers will be installed at the annual 
smoker May 10 in the Clearing Industrial Club Rooms. 





Ralph W. Starkey, manager, air express, Railway Express 
Agency Division, New York, will speak on “The Carriage of 
Property by Air’ at the regular monthly dinner meeting of the 
Reading Traffic Club, to be held May 3 in the Berkshire Hotel, 
Reading, Pa. 





The Traffic Club of Detroit will hold a luncheon meeting 
in the main ballroom of the Hotel Statler on April 24, sponsored 
by C. A. Skog, general manager of the Grand Trunk Railway 
System. The speaker will be George P. McNear, Jr., president 
of the Toledo, Peoria & Western Railroad. 





The Women’s Traffic Club of Los Angeles will celebrate its 
twentieth birthday on April 25. The event will be commemo- 
rated by a program arranged in cooperation with the Transpor- 
tation Club of Los Angeles, including a quiz contest between 
the two clubs. President Sally McCall will be chairman of the 
evening. 





The Women’s Traffic Club of Philadelphia elected the fol- 
lowing nominating committee at its April meeting: Isabel 
Dougherty, chairman; Helan Matatis; Charlotte Braun; Dorothy 
Loftus; and Betty Lafferty. The club’s regular monthly meet- 
ing at the Women’s City Club will be its annual birthday dinner. 


MID-WEST ADVISORY BOARD 
Meetings of the executive and railroad contact committees 
of the Mid-West Shippers’ Advisory Board held in Chicago 
April 13 were largely occupied with the box car situation. The 
monthly review of the situation sent for the second time by 


W. C. Kendall, chairman of the car service division of the Asgo- 
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ciation of American Railroads, to regional board chairmen ang 
to officers of the national group, was made a part of the min- 
utes of the meeting. L. M. Betts, manager, railroad relations 
section, A. A. R., gave both committee meetings an outline of 
the national situation and the efforts being made to speed up 
the return of empty box cars to the west, partciularly for the 
movement of grain. 

A. H. Schwietert, reporting for the vigilance committees 
on car efficiency, said that the shippers were releasing cars more 
promptly than ever before. J. E. Bryan, general chairman, 
national management committee, Perfect Shipping Month, re. 
ported on activities in support of the campaign and asked mid- 
west shippers to take an even more active part. The executive 
committee went on record as asking the A. A. R. to distribute 
among the members of the board copies of the pamphlet, “‘Gen- 
eral Method for Loading, racing and Blocking Carload Ship- 
ments of Freight in Closed Cars,” issued by the A. A. R. 

The next meeting of the committees was set for July 12 
and 13, at the Palmer House, Chicago. It was announced that 
General Chairman Irving M. Petters would attend the meeting 
of the board of directors of the National Association of Ship- 
pers’ Advisory oards April 17 in St. Louis. 






















CHICAGO PACKAGING CLUB 


A. L. Green, special representative of the freight claim 
division, Association of American Railroads, will present an 
illustrated discussion on “Causes of Loss and Damage in Rail 
Shipment—How to identify those causes and how to correct 
them,” at a meeting of the Chicago Packaging Club, April 23, 
at the Builders’ Club. 








TRANS.-MO.-KAN. BOARD ACTION 


Senator Capper, of Kansas, has submitted to the Senate 
statements approved by the executive committee of the Trans- 
Missouri-Kansas Shippers Board, opposing S. 555 and H. R. 
2203, proposing to create a Missouri Valley Authority, and 
opposing “any and all efforts to make the Interstate Commerce 
Commission subject to the jurisdiction of the Department of 
Commerce or any other executive department or agency of the 
government.” 

The committee said all the essential needs in the Missouri 
Valley had been provided for in the flood control and river 
and harbor bills recently approved and that the proposed bills 
“are purely an effort to grab power beyond any necessity and 
unduly subject this area to a regimentation such as has never 
before been attempted in a democratic nation.” 


“It would be an utter waste of effort and subject private 
management to undue and unreasonable restrictions and com- 
petition, and destroy private initiative,” it said. “It is proposed 
to establish a state of socialism answerable not even to Con- 
gress for its acts.” 


With respect to proposals to subject the Commission to 
cabinet department control, the committee said there “is no 
sure way of involving our transportation industry in political 
button-holing tactics that make it impotent to serve the needs 
of our national economy.” 

The committee also opposed enactment of the rail em- 
ploye benefit bill amending the retirement and unemployment 
insurance acts of which railroad employes are beneficiaries, on 
the ground that enactment thereof would “give preferential 
treatment of certain groups.” 



























National Advisory Board 


The board of directors of the National Association of Ship- 
pers Advisory Boards met in St. Louis April 17 with what was 
described as a “good attendance,” and, among other things, 
instructed President Goodyear to confer with Director John- 
son, of the Office of Defense Transportation, with a view t0 
the vacation of the Commission’s service order No. 142, pro- 
viding for penalty demurrage on box cars, at the earliest pos 
sible date if it is found that improvement in the car situation 
makes that possible, or if it develops the order has not accom- 
plished its purpose. ; 

The board affirmed its position in support of the Boren bill, 
H. R. 694, providing for repeal of land grant rates, and recom: 
mended that the member boards study H. R. 1362, the bill to 
amend the railroad retirement, unemployment insurance and 
carrier taxing acts to increase benefits to railroad employes 
and members of their families, with a view to opposing it. | 
board also discussed the Bulwinkle bill, H. R. 2536, and, with- 
out going into detail, voted to support the principles it cnunc: 
ated. 

The board discussed the forecasting of car loadings and 
expressed a desire for even greater accuracy, although it was 
said that the forecasts had been very good as far as total cal 
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Somewhere on New York Central... 
there’s an industrial site with exactly the advantages your 
new plant or warehouse needs. A central location in the 
fullest sense. 


CENTRAL TO MARKETS, because your products travel direct 
via New York Central to 43% of U. S. cities over 250,000... 
America’s greatest concentration of buying power. 


CENTRAL TO MANPOWER, because on New York Central 
your plant is in the home area of skilled mechanical, electrical, 
chemical and textile workers ...64% of all U. S. factory labor. 


CENTRAL TO FOREIGN TRADE, because New York Central 
links your plant with the great modern ports that handle 80% 
of all U. S. Atlantic Coast imports and exports. 


CENTRAL TO RESOURCES, because the New York Central area 
offers not only coal, low-cost electricity, and abundant industrial 
water supplies... but also America’s greatest volume and variety 
of semi-finished materials. 


CENTRAL TO TRANSPORTATION, because the “Great Steel 
Fleet” of 800 daily passenger trains gives your executives and 
Sales force fast, modern service, throughout the New York 
Central area. 


( ) PITTSBURGH 0 
i PHILADELPHIA 
\ Connellsville 2 oll 





FOR INFORMATION ABOUT PLANT SITES 
ON NEW YORK CENTRAL 


write or telephone the Industrial Representatives 
listed below. They know the strategic territory 
served by this Railroad. Let them help you find 
your central location...confidentially...and with 
a maximum time saving for your war-burdened 
executives. 


BOSTON .. . SouthStation .. 
CHICAGO . LaSalle St. Station . H.W. COFFMAN 
CINCINNATI . 230 East Ninth St. . G. T. SULLIVAN 
CLEVELAND . Union Terminal . A. J. CROOKSHANK 
DETROIT Central Terminal A. B. JOHNSON 
PITTSBURGH . P.&L.E. Terminal . P. J. SCHWEIBINZ 
NEW YORK . 466 Lexington Ave. . W. R. DALLOW 
In other cities, contact our nearest Freight Agent 


A. E. CROCKER 
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— Miss Edith M. Bell, vice-chairman of education, will pre- 
side. 





“Vice-Presidents’ Night” will be commemorated at the 
monthly meeting of the Traffic Club of New York, in the Grand 
Ballroom of the Hotel Biltmore, April 24, with dinner, a short 
business session, and entertainment. 





The Berkshire County Traffic Association will hold a din- 
ner meeting April 25 at Ferris’ Restaurant, Pontoosuc Lake, 
Pittsfield, Mass., at which James J. Knox, newly elected 
president, will preside. William Sage, chairman of the enter- 
tainment committee, has arranged a program, and Dom. Das- 


toli, newly appointed chairman of membership, will announce 
his plans. 





The Traffic Club of Chicago and the Mid-West Shippers 
Advisory Board will hold a “special event” luncheon at the 
Sherman Hotel April 26. Speakers will be J. E. Bryan, general 
chairman, National Management Committee, Perfect Shipping 
Month, 1945; Col. Dan A. Hardt, commanding Sixth Transpor- 
tation Zone and the Chicago procurement office of the Trans- 
portation Corps; and T. J. O’Shaughnessy, public relations offi- 
cer, the Chicago, Rock Island & Pacific Railway Co. 





Captain J. G. Pate, public relations officer at Camp Forest, 
Tenn., will address the Nashville Traffic and Transportation 
Club, April 27, on “The War Department’s Policy on the Treat- 
ment and Handling of Prisoners of War.” There will be a ques- 
tion and answer period following Captain Pate’s talk. 





The Southern Wisconsin Traffic Club, at its “Boss’s Night” 
meeting April 17, heard Major John E. Ausland, of the engi- 
neering department of the Chicago, Burlington & Quincy Rail- 
road, tell of his experiences in supervising the construction of 
the Yunnan-Burman railroad to link Burma and China. 





“Perfect Shipping Month” was the subject of a talk made 
by J. S. McKeone, New York, of the Association of American 
Railroads, at a meeting of the Traffic Club of the Lehigh Valley 
April 17. At that meeting, the officers elected for the ensuing 
year were: President, George A. Dietrich, Allentown; first vice- 
president, Elias Williams, Easton; second vice-president, J. H. 
Goth, Bethlehem; treasurer, Lloyd Metzgar, Easton; secretary, 
Paul Kocher, Easton; and directors: H. E. Garrison, Allentown, 
W. A. Heil, Easton, A. N. Gish, Brodheadsville, and H. K. 
Uhrich, Bethlehem. Motion pictures of the invasion of Europe 
were shown. 





The Clearing-Cicero Traffic Conference has elected the fol- 
lowing officers: President, Dean James, H. C. Knoke Co.; vice- 
president, Ray Hurd, Belt Railroad of Chicago; secretary, Hugh 
Crawford, Johnson & Johnson Co.; treasurer, Frank N. Heles, 
Athey Truss Wheel Co.; and directors: Floyd Robertson, Mer- 
chants Shippers Association, and Ray Eberly, Chicago & North- 
western Railroad. The officers will be installed at the annual 
smoker May 10 in the Clearing Industrial Club Rooms. 





Ralph W. Starkey, manager, air express, Railway Express 
Agency Division, New York, will speak on “The Carriage of 
Property by Air’ at the regular monthly dinner meeting of the 
Reading Traffic Club, to be held May 3 in the Berkshire Hotel, 
Reading, Pa. 





The Traffic Club of Detroit will hold a luncheon meeting 
in the main ballroom of the Hotel Statler on April 24, sponsored 
by C. A. Skog, general manager of the Grand Trunk Railway 
System. The speaker will be George P. McNear, Jr., president 
of the Toledo, Peoria & Western Railroad. 





The Women’s Traffic Club of Los Angeles will celebrate its 
twentieth birthday on April 25. The event will be commemo- 
rated by a program arranged in cooperation with the Transpor- 
tation Club of Los Angeles, including a quiz contest between 
the two clubs. President Sally McCall will be chairman of the 
evening. 





The Women’s Traffic Club of Philadelphia elected the fol- 
lowing nominating committee at its April meeting: Isabel 
Dougherty, chairman; Helan Matatis; Charlotte Braun; Dorothy 
Loftus; and Betty Lafferty. The club’s regular monthly meet- 
ing at the Women’s City Club will be its annual birthday dinner. 


MID-WEST ADVISORY BOARD 
Meetings of the executive and railroad contact committees 
of the Mid-West Shippers’ Advisory Board held in Chicago 
April 13 were largely occupied with the box car situation. The 
monthly review of the situation sent for the second time by 
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W. C. Kendall, chairman of the car service division of the Aggo. 
ciation of American Railroads, to regional board chairmen anq 
to officers of the national group, was made a part of the mip. 
utes of the meeting. L. M. Betts, manager, railroad relations 
section, A. A. R., gave both committee meetings an outline of 
the national situation and the efforts being made to speed up 
the return of empty box cars to the west, partciularly for the 
movement of grain. 

A. H. Schwietert, reporting for the vigilance committees 
on car efficiency, said that the shippers were releasing cars more 
promptly than ever before. J. E. Bryan, general chairman, 
national management committee, Perfect Shipping Month, re. 
ported on activities in support of the campaign and asked mid- 
west shippers to take an even more active part. The executive 
committee went on record as asking the A. A. R. to distribute 
among the members of the board copies of the pamphlet, ‘“‘Gen- 
eral Method for Loading, racing and Blocking Carload Ship. 
ments of Freight in Closed Cars,” issued by the A. A. R. 

The next meeting of the committees was set for July 12 
and 13, at the Palmer House, Chicago. It was announced that 
General Chairman Irving M. Petters would attend the meeting 
of the board of directors of the National Association of Ship. 
pers’ Advisory oards April 17 in St. Louis. 


CHICAGO PACKAGING CLUB 


A. L. Green, special representative of the freight claim 
division, Association of American Railroads, will present an 
illustrated discussion on “Causes of Loss and Damage in Rail 
Shipment—How to identify those causes and how to correct 
them,” at a meeting of the Chicago Packaging Club, April 23, 
at the Builders’ Club. 


TRANS.-MO.-KAN. BOARD ACTION 


Senator Capper, of Kansas, has submitted to the Senate 
statements approved by the executive committee of the Trans- 
Missouri-Kansas Shippers Board, opposing S. 555 and H. R. 
2203, proposing to create a Missouri Valley Authority, and 
opposing “any and all efforts to make the Interstate Commerce 
Commission subject to the jurisdiction of the Department of 
Commerce or any other executive department or agency of the 
government.” 


The committee said all the essential needs in the Missouri 
Valley had been provided for in the flood control and river 
and harbor bills recently approved and that the proposed bills 
“are purely an effort to grab power beyond any necessity and 
unduly subject this area to a regimentation such as has never 
before been attempted in a democratic nation.” 


“It would be an utter waste of effort and subject private 
management to undue and unreasonable restrictions and com- 
petition, and destroy private initiative,” it said. “It is proposed 
to establish a state of socialism answerable not even to Con- 
gress for its acts.” 


With respect to proposals to subject the Commission to 
cabinet department control, the committee said there “is no 
sure way of involving our transportation industry in political 
button-holing tactics that make it impotent to serve the needs 
of our national economy.” 

The committee also opposed enactment of the rail em- 
ploye benefit bill amending the retirement and unemployment 
insurance acts of which railroad employes are beneficiaries, on 
the ground that enactment thereof would “give preferential 
treatment of certain groups.” 


National Advisory Board 


The board of directors of the National Association of Ship- 
pers Advisory Boards met in St. Louis April 17 with what was 
described as a “good attendance,” and, among other things, 
instructed President Goodyear to confer with Director Johr- 
son, of the Office of Defense Transportation, with a view t0 
the vacation of the Commission’s service order No. 142, pro 
viding for penalty demurrage on box cars, at the earliest pos: 
sible date if it is found that improvement in the car situation 
makes that possible, or if it develops the order has not accom- 
plished its purpose. ; 

The board affirmed its position in support of the Boren bill 
H. R. 694, providing for repeal of land grant rates, and recom 
mended that the member boards study H. R. 1362, the bill to 
amend the railroad retirement, unemployment insurance an 
carrier taxing acts to increase benefits to railroad employes 
and members of their families, with a view to opposing it. The 
board also discussed the Bulwinkle bill, H. R. 2536, and, with- 
out going into detail, voted to support the principles it cnuncr 
ated. 

The board discussed the forecasting of car loadings and 
expressed a desire for even greater accuracy, although it was 
said that the forecasts had been very good as far as total cal 
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Somewhere on New York Central... 
there’s an industrial site with exactly the advantages your 
new plant or warehouse needs. A central location in the 
fullest sense. 


CENTRAL TO MARKETS, because your products travel direct 
via New York Central to 43% of U. S. cities over 250,000... 
America’s greatest concentration of buying power. 


CENTRAL TO MANPOWER, because on New York Central 
your plant is in the home area of skilled mechanical, electrical, 
chemical and textile workers ...64% of all U. S. factory labor. 


CENTRAL TO FOREIGN TRADE, because New York Central 
links your plant with the great modern ports that handle 80% 
of all U. S. Atlantic Coast imports and exports. 


CENTRAL TO RESOURCES, because the New York Central area 
offers not only coal, low-cost electricity, and abundant industrial 
water supplies ... but also America’s greatest volume and variety 
of semi-finished materials. 


CENTRAL TO TRANSPORTATION, because the “Great Steel 
Flect” of 800 daily passenger trains gives your executives and 
Sales force fast, modern service, throughout the New York 
Central area. 


FOR INFORMATION ABOUT PLANT SITES 
ON NEW YORK CENTRAL 


write or telephone the Industrial Representatives 
listed below. They know the strategic territory 
served by this Railroad. Let them help you find 
your central location...confidentially...and with 
a maximum time saving for your war-burdened 
executives. 


BOSTON .. . SouthStation .. 
CHICAGO . LaSalle St. Station . H.W. COFFMAN 
CINCINNATI . 230 East Ninth St. . G. T. SULLIVAN 
CLEVELAND . Union Terminal . A. J. CROOKSHANK 
DETROIT Central Terminal A. B. JOHNSON 
PITTSBURGH . P.&L.E. Terminal . P. J. SCHWEIBINZ 
NEW YORK . 466 Lexington Ave. . W. R. DALLOW 
In other cities, contact our nearest Freight Agent 


A. E. CROCKER 
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requirements were concerned, with some variations in con- 
nection with individual commodities. 


The general box car situation was canvassed and shippers 
and carriers alike, it was felt, should make increased efforts 
to improve the movement, loading and unloading of cars. There 
was still an acute shortage of cars for the movement of grain, 
it was said, with the likelihood of another record crop to be 
moved. 

There was a general discussion of the monthly letter on the 
transportation situation, issuance of which was recently begun 
by the office of W. C. Kendall, chairman of the car service 
division, Association of American railroads. The general opin- 
ion was that the letter was interesting and helpful and the hope 
was expressed that it would be continued. 


Mr. Goodyear, as a member of the committee concerned 
with the establishment of a professorship at Amherst College, 
under the designation of the Eastman Foundation, as a memorial 
for the late Joseph B. Eastman, director of the Office of De- 
fense Transportation, told the meeting something about the 
plans of the committee. 


A report on Perfect Shipping Month, prepared by J. E. 
Bryan, past president of the association and general chairman 
of the management committee for the current campaign, was 
read in the absence of Mr. Bryan. It expressed the opinion that 
the 1945 campaign was meeting with greater enthusiasm than 
any of its predecessors, and voiced the hope that plans might 
be laid for making the effort for perfect shipping a continuing 
one to be carried on throughout the year. 


| 


Fred W. Bennett has been named secretary of the traffic 
and transportation division, and manager of the traffic bureau, 
of the Youngstown Chamber of Commerce. Lloyd H. Wright 


has been made assistant secretary of the division and assistant 
manager of the bureau. Mr. Bennett has been associated with 
the New York Central Railroad since 1923, and Mr. Wright has 


been assistant traffic manager of the Pennzoil Co., at Oil 
City, Pa. 


P. E. Field, traffic consultant and coordinator for the United 
States Maritime Commission at Chicago, resigned April 14. 


After a period of rest, he plans to reenter the field of private 
practice. 


The appointment of W. McN. Knapp as vice-president of 
the Central of Georgia Railway Co. was announced at the an- 
nual meeting of the railroad’s board of directors in Savannah, 
April 10. Mr. Knapp had been chief traffic officer of the rail- 
road since January 1, 1937, and has been in railroad work since 
1901. He was first employed by the Central of Georgia in 1904, 
as secretary to the assistant general freight agent. The railroad 
also announces the election of Wayne A. Johnston, president of 
the Illinois Central System, as a member of the board of 
directors of the Central of Georgia, succeeding the late J. L. 
Beven. F. A. Norton has been appointed industrial agent of the 
road, with headquarters in Atlanta. 


L. G. Davis has announced his resignation as vice-president 
of the Yellow Transit Co. of Oklahoma City to return to Detroit, 
where he will assist John Bridge in the organization of Bridge- 
ways, Inc. 


The Nashville, Chattanooga & St. Louis Railway announces 
the promotion of T. N. Stevens to general agent, with office at 
Savannah, Ga. The position of commercial agent has been abol- 
ished, and Mr. Stevens will report to E. J. Stegner, assistant 
general freight agent at Atlanta. 

William Miller has been appointed cargo traffic represen- 
tative for American Airlines, Inc., and will be transferred to 
St. Louis from Chicago, where he has been cargo traffic rep- 
resentative. 

The Trafficmen’s Association of America will hear W. I. 
Galloway, superintendent of the B. & O. C. T. Railroad at its 
meeting on the evening of April 24, at the Sherman Hotel, Chi- 
cago. A moving picture dealing with perfect shipping will be 
shown, and there will be an open forum on shipping methods, 
conducted by Ralph Kelly, of General Foods Corporation. 

After 62 years of service, William A. Meglemry, auditor 
of passenger accounts for the Louisville & Nashville at Louis- 
ville, retired March 31. Mr. Meglemry went to work for the 
L. & N. in 1883 as a messenger boy. He had been auditor of 
passenger accounts since 1920, and is succeeded in that position 
by Fred G. Schwab, general chief clerk of the office. 
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Les Allman, vice-president, Fruehauf Trailer Co., review- 
ing his experiences in addressing organizations in widely scat- 
tered parts of the country, says that there has never been such 
a keen interest shown in motor transport as at the present 
time. The company has opened a new branch at Tulsa, Ckla, 
in charge of Carl Shipley, assisted by Pete Graber. R. W, 
Haskins is in charge of service. 

The Southern Railway System has appointed Clarence A, 
Foster, who has been city freight and passenger agent at Miami, 
to be commercial agent with the same headquarters. 

James Prendergast has been appointed manager of the Geo, 
F. Alger Co.’s Jackson, Mich., terminal. He has been manager 
of the Lansing, Mich., terminal of Michigan Interstate. 

Mack-International Motor Truck Corporation annotinces 
the appointment of John Walker as manager of its sales engi- 
neering department, with headquarters in the company’s execu- 
tive offices in New York City. 

The Stockton (Calif.) Terminal & Eastern Railroad has 
appointed E. S. Moeller traffic manager at Stockton, vice J. J. 
Kearns, retired. 

Lewis A. Lapham has been appointed executive director 
of the Pacific American Steamship Association. He will co- 
ordinate the activities of the association’s fourteen lines. 

Directors of the Chesapeake & Ohio Railway Co. were 
re-elected at the annual meeting of stockholders held in Rich- 
mond, Va., April 17. At the organization meeting of the board 
following the stockholders meeting, Chairman Robert R. Young, 
President C. E. Newton, and other officers of the company were 
re-elected. Leonard B. Allen, formerly assistant vice-president— 
assistant to the president, was elected vice-president. 

Ted V. Rodgers, president, American Trucking Associations, 


and J. E. Bryan, general chairman, National Management Com- , 


mittee for Perfect Shipping Month, 1945, will address a dinner 
meeting of the Detroit Freight Claim Association, April 30, in 
the Spanish Room of the Fort Shelby Hotel. Guest chairman 
for the evening will be. Don Smith, president, Michigan Truck- 
ing Association. 

_ Carl J. Anderson, of Omaha, has been appointed general 
car inspector of the Union Pacific Railroad’s eastern district, 
including the Nebraska, Kansas, Colorado and Wyoming divi- 
sions. L. D. Brown has been appointed general auditor with 
headquarters at Omaha. 

The Continental Can Co., Inc., announces the appointment 
of Roy Schoenneman as general traffic manager, central divi- 
sion, with headquarters in Chicago. 

Frank A. Thompson, trustee and chief executive of the 
St. Louis-San Francisco Railway Co., was elected a member 
of the board of directors of the Terminal Railroad Association 
of St. Louis. 

William F. Fox, assistant passenger traffic manager of the 
American Express Co. at Chicago has been appointed passenger 
traffic manager of the company. 

G. C. Knickerbocker, assistant general freight agent of the 
Wabash Railroad Co. at Buffalo, N. Y., and in the service of 
the company since 1898, will retire from active duty at his own 
request. The company announces the appointment of J. S. 
Buchanan to succeed Mr. Knickerbocker. The position of gen- 
eral agent has been abolished. 

Pete French, a collector of tropical fauna for United States 
zoological gardens, will talk to the Export Managers’ Club 
of St. Louis, Inc., April 26, at the York Hotel, and will exhibit 
colored motion pictures to illustrate his talk on visits to the 
jungle of the Guianas. Hubert M. Curry, economic analyst with 
the American embassy at Lima, Peru, will also address the 
club. 

The Atlantic Coast Line Railroad Co. announces the ap- 
pointment of James A. Scott as freight service agent, Wilming- 
ton, N. C. ; 

Claude E. Peterson has been appointed vice-president 1 
charge of system passenger traffic for the Southern Pacific, suc: 
ceeding the late Felix S. McGinnis. Since 1942 Mr. Peterson 
has been assistant vice-president in the passenger department. 

D. L. Topham, formerly district manager, Office of. De- 
fense Transportation, Springfield, Mass., has been appointed 
manager of the newly established transportation bureau of the 
Springfield Chamber of Commerce. 

E. R. Bardgett, vice president—traffic, Western Maryland 
Railway Co., is retiring of his own volition after 52 years of 
service in the traffic departments of railroads and steamship 
companies. He has been in charge of the traffic department of 
the Western Maryland since 1930, and was elected vice-president 
of the company in 1933. 

John J. Jacobs has been appointed traffic manager and 
assistant district manager for the Pacific Coast district of the 
Isthmian Steamship Company, with headquarters at San Frat 
cisco. E. L. Kimes has been appointed general western freight 
agent at Chicago, to succeed Mr. Jacobs. ; 

Frank M. Booth, vice-president and general manager, South- 
ern Steamship Co., Philadelphia, died April 13. 
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UNCLE SAM IS IN THERE PITCHING 








Damages — Freight Charges Based on 
Estimated Weights 


California.—Question: We would be 
glad if you could answer the following 
question: 

We had a shipment from Pompano, 
Fla., to California in March, 1944, de- 
scribed as follows: 


Pounds 
703 baskets peppers at 28 lbs.. .19,684 
17 hampers peppers at 28 lbs... 476 











20,160 
Rate $1.84 per 100 Ibs........... $370.94 
Pere 100.00 
$470.94 
TE esicsciws Ee 14.13 
$485.07 


The billing weight per package is the 
estimated weight for this type of pack- 
age, as published in the tariff with the 
rate. 

At the time of unloading the shipment 
at destination, the railroad company 
verified that there were 96 broken pack- 
ages. A claim was filed for the loss 
which amounted to $117.73. In comput- 
ing the loss a basing price of 13c per 
pound was used. Our supporting sales 
record indicated the peppers were sold 
by weight and the loss was computed 
on a pound basis. This information dis- 
closed to the carrier that the unloading 
actual gross weight of this shipment at 
destination was 23,300 pounds. The 
freight claim agent of the railroad com- 
pany, with whom claim was filed, in- 
formed us that he would be willing to 
pay the $117.73 for damage due to neg- 
ligent handling in transit, but requested 
we pay an undercharge of $59.51, be- 
cause this particular shipment weighed 
more than the tariff published weight. 

It seems quite clear in my mind that 
the only freight charge that can be le- 
gally collected is on the basis of the 
estimated weights, so on what basis 
could the charges be increased to the 
actual weight? 

It would also seem appropriate that 
inasmuch as the shipment was bought 
on a pound basis that the adjustment 
would be on the actual loss on a pound 
basis. 

Can you find a precedent for conclu- 
sions of this circumstance, or give us 
your opinion in the matter, which we 
would appreciate. 

Answer: The Interstate Commerce 
Commission has held that where the use 
of estimated weights is provided for by 
a published tariff, freight charges on a 
shipment must be computed on the esti- 
mated and not the actual weight of the 
shipment. Foote vs. Cedar Rapids & 
LC. Ry., 2 1..C. C. Saag and ‘Tanker 
Gas, Inc., vs. Alton & S. R. Co., 231 


I. C. C. 586. In the latter case the Com- 
mission said: 


Some complainants and some of their sup- 
porting interveners contend that their ship- 
ments were overcharged to the extent of the 
difference between the charges collected on 
basis of the estimated weight and charges 
which would have accrued if the actual 
weights had been used. There was no over- 
charge, however, as the charges collected 
were computed in accordance with the pro- 
visions of the applicable tariffs. Complain- 
ants refer to L. E. Holloway & Co. vs. At- 
lanta, B. & A. Ry Co., 153 I. C. C. 335, 337, 
wherein, on shipments of citrus fruits, the 
carriers were admonished by division 2 to 
observe their tariffs, which specifically re- 
quired the use of actual weights instead of 
an estimated weight. That decision is not in 
point, for here the situation is reversed, as 
the governing tariffs provide in effect that 
actual weights shall be disregarded and an 
estimated weight applied. 


The matter of the applicable freight 
charges should not enter into the deter- 
mination of the amount of damage, since 
the use of estimated weights is an 
arbitrary means of computing freight 
charges. In certain instances the charges 
on a shipment may be less when based 
on estimated weights than when based 
on actual weights. Foote vs. Cedar Rap- 
ids &1.C. R., Bi LC. C. 538. 


Liability of Carrier 


Illinois.—Question: We would like an 
opinion as to whether a rail carrier 
would be liable for conversion in the 
following case: 

We shipped a car of material to one 
of our accounts, which arrived in a con- 
siderably damaged condition, and upon 
inspection of the car prior to unloading, 
the railroad inspector took the position 
that the damage was caused by improper 
bracing and stowing by shippers. Regard- 
less of that and without notifying us in 
any way, claim was filed by consignee 
for the amount of the damaged material 
received in this car, based on full value. 
As the damaged material was rejected, 
the railroad company took it off con- 
signee’s hands and disposed of it as 
salvage. Now after a lapse of several 
months the railroad claim department 
refuse responsibility and is offering to 
settle on the basis of the amount it 
realized out of the material as salvage. 

Is not the rail carrier liable for full 
damage on account of illegally convert- 
ing the material? Since it decided at 
the time the car arrived, based on the 
inspector’s report, that the cause of the 
damage was inferior and improper load- 
ing, was it not legally bound to notify 
the shipper before salvaging the mate- 
rial that is on hand subject to disposi- 
tion, since it was refusing responsibility ? 


. Answer: Judging by his actions with 
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respect to the injured goods, the con- 
signee took what amounted to delivery 
of the entire shipment, presumably be. 
cause title to the goods had passed to 
him. 

It is the duty of a consignee to accept 
delivery of injured goods. Nevertheless, 
the carrier undertook to dispose of the 
injured goods and, unless the injury 
resulted from a cause for the conse- 
quences of which it is not liable, it is 
liable for the difference in the value of 
the goods in their injured condition and 
their value in the condition in which 
they were delivered to it for transporta- 
tion. 

If the carrier was warranted in mak- 
ing a settlement with the consignee, and 
this appears to be the case, your re- 
course, it seems, is against the con- 
signee of the goods. 


Tariff Interpretation 


Utah.—Question: Please refer to 
Transcontinental Westbound Tariff No. 
4-U, I. C. C. 1499 of L. E. Kipp, Agent, 
Item 1217, and Transcontinental Tariff 
No. 1-Y, I. C. C. 1507 of L. E. Kipp, 
Agent, Item 1540, naming rates on ma- 
chinery from points in Colorado and 
Wyoming to rate basis 2 and 5 points. 

The indexes of both of these tariffs 
in connection with Wheels, Gear or 
Sprocket, show these items in bold face 
type, indicating that the items apply in 
connection with either LCL or carload 
rates. Wheels, Gear or Sprocket, are 
not named under the heading of ma- 
chinery or machines and parts thereof 
in the Western Classification, except in 
mixed carload descriptions. 

Some of the carriers have taken the 
position that, since Wheels, Gear or 
Sprocket are specifically named in the 
Classification under “Wheels,” the ma- 
chinery rates in the items of the afore- 
said tariffs cannot be applied to LCL 
shipments. 

Apparently it was the intention of the 
framers of the tariffs to extend these 
rates to gear or sprocket wheels, which 
in every sense of the word are machin- 
ery, as they are used in connection with 
and assembled with machinery of all 
kinds. If this is not true, we do not be- 
lieve that the item numbers opposite 
Wheels, Gear or Sprocket, in the index 
would have been printed in bold type. 
It could not have been done for any 
other purpose than to indicate that gear 
or sprocket wheels are entitled to these 
rates, because they form a part of cer- 
tain machinery and machines and actu- 
ally are indexed under that heading in 
the classification in mixed carloads. |. 

Please advise whether the rates In 
these items are applicable to gear or 
sprocket wheels. 

Answer: The heading in Consolidated 
Freight Classification No. 16, for ma- 
chinery, etc., reads as follows: 


Machinery or Machines, or Parts Named, 
see notes 1, 2, 3, 4 and 5, items 27159 to 
27170, incl. 


Note 3, which is Item 27160, reads in 
part as follows: 


The following fittings, power equipment oF 
power transmission appliances for machinery 
or machines, will, if shipped in mixed C. L. 
with such machinery or machines, be taken 
at the C. L. rating and at not less than the 
Cc. L. minimum weight applicable on such 
machinery or machines: Air compressors; 
belts; ***; cog, gear, pulley or sprocket 
wheels; *** in packages, loose or on skids, 
as provided in separate description of articles 
for carload quantities. 


Gear or sprocket wheels are not listed 
under the heading quoted above, but 
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MORE FORD TRUCKS ON THE 








of 


ROAD + ON MORE JOBS 








“highly satisfactory” 


—says ARTHUR ROSEN, President 
Follmer Trucking Company 


Danville, Pennsylvania 


N MANY THOUSANDS of fleets, Ford 

Trucks are economically serving 
their owners. Their reliability brings 
letters of gratified approval from Ford 
truck operators everywhere. 





— 

War has shown clearly why there are 
more Ford Trucks in use than any 
other make, according to official regis- 
tration figures. 

Nothing but reliability, durability 
and over-all economy could be respon- 
sible for this. You don’t buy trucks on 
whim or sentiment. You look hard at 
specifications. You watch cost records. 
You check with other operators, with 
mechanics, with anyone you believe 
can give you valid opinions. And among 
the experienced truck men who take 
those precautions, an overwhelming 
percentage choose Fords. 

Every evidence proves that Ford 
Trucks stand up. They keep running. 








They stay out of the shop and on the 
job. They deliver excellent gas, oil and 
tire mileage at low ton-mile costs. Re- 
pair parts are low-priced, and widely 
available. You’re never more than a 
short way from trained Ford Protective 
Service. 





Under government allocation, present 
production of Ford Trucks is neces- 
sarily limited as to types, equipment 
and quantities for essential civilian 
needs. See your near-by Ford Truck 
dealer for free counsel in obtaining offi- 
cial certification of your requirements. 





FOR MORE GOOD REASONS 


eHability! 


“The photograph herewith is 
one of our fleet of Ford units 
that has carried us through 
this emergency period and has 
rendered satisfactory service. 
The availability of Ford parts 
has played an important part 
in keeping our fleet oper- 


ating when new equipment 

could not be secured. 

“The service received from 

our entire fleet has been 

highly satisfactory.’ 
—Follmer Trucking Co. 
Arthur Rosen, President 


TRUE TRUCK ENGINEERING 


Powerful truck engines— Six chassis 
types—for 95% of all hauling jobs. 


FAMOUS FORD FEATURES 


e Service ease .. . en- 
gine crankcase, trans- 
mission, clutch and 
other chassis units 
readily accessible, 
hence— 

eLow maintenance 
cost. 

e Universal service 
facilities. 

eHeavy-duty front 
axle—massive spin- 
dles—large taper 
roller wheel bearings. 

eExtra-sturdy full- 
floating rear axle— 
pinion straddle- 
mounted on 3 large 


roller bearings—3 
axle ratios available 
—2-speed axle op- 
tional at extra cost. 

e Powerful hydraulic 
brakes—exception- 
ally large cast drums. 

e Needle bearing uni- 
versal joints. 

eRugged 4-speed 
transmission—large 
roller bearings. 

e Shifto-Guide speed- 
ometer dial—saves 
fuel—saves wear. 

e All-steel comfort cab 
—safety glass. 





FORD TRUCKS 


AND COMMERCIAL CARS 
TRUCK-ENGINEERED © TRUCK-BUILT * BY TRUCK MEN | 
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reference, as you will note, is made to 
these wheels in Note 3 as a fitting, power 
equipment or power transmission appli- 
ance for machinery or machines. In 
other words it seems clear that under 
the classification this commodity is not 
machinery covered by that heading in 
the classification. Note 3 does permit 
these wheels, when shipped in mixed 
carloads with such machinery or ma- 
chines, to be taken at the carload rating 
and at not less than the carload min- 
imum weight applicable on such ma- 
chinery or machines. However, we find 
nothing that permits such a mixture in 
a less than carload shipment. 


It does not appear to us that Item 
1540 of Westbound Tariff No. 1-Y per- 
mits a broader application of the rates 
contained therein than that provided in 
the classification, as designated in the 
item. 

The Commission has held that indexes 
are merely references to rate items and 
are not commodity descriptions. Celotex 
Co. vs. Atlantic C. L. R. Co., 179 I. C. C. 
307 (309). 

It is our opinion that the carload rate 
of $1.45 will apply on shipments of gear 
or sprocket wheels in mixed carloads, as 
provided by Note 3, Item 27160, but that 
the less carload rate of $1.70 will not 
apply on these wheels. 


Damages — Special — Manner of Giving 
Notice to Carrier 


Missouri—Question: For many years 
we have read your Questions and An- 
swers column, always with considerable 
interest. Repeatedly we have_ noticed 
questions concerning special damages. 
In each instance your answer is along 
the lines that special damages are re- 
coverable only if the carrier is informed 
at or before the time the goods are ten- 
dered for shipment of the special circum- 
stances which render a prompt transpor- 
tation and delivery of the goods at their 
destination necessary. (See your answer 
to Minnesota, Traffic World of Febru- 
ary 3, 1945, page 284-5.) 

We would appreciate your opinion and 
advice as to the exact wording of such 
a prior notification which should be 
given the carrier in order to assure re- 
course for special damages. 


Answer: Where, for special reasons, 
a shipper desires that the transportation 
of his goods shall be hastened or at 
least that there be no unreasonable de- 
lay in the transportation of such goods 
and the carrier is informed of the spe- 
cial circumstances requiring expedition 
in the shipment, damages may be recov- 
ered for the natural consequences of 
the failure of the carrier to promptly 
transport the goods, that is, where at 
the time of entering into a contract both 
parties knew and contemplated that, if 
the breach is committed, some injury 
will occur in addition to the natural and 
ordinary consequences of the breach, the 
person committing the breach will be 
liable to give compensation or damages 
on the occurrence of the breach. 


As to the manner of giving the notice 
to the carrier, there is no particular 
method. A notation on the bill of lading 
is an effective way of giving notice to 
the carrier in that this method consti- 
tutes certain proof of the giving of no- 
tice. However, provided that some means 
of proof of the giving of the notice is 
provided for, all that is necessary to 
charge the carrier is notice, either verbal 
or written, to the carrier’s agent of the 


special circumstances requiring the 
prompt transportation of the particular 
shipment covered by the notice. 


Reciprocity in Purchasing and Routing 


Illinois.—Question: I believe it is more 
or less generally accepted that the use 
of reciprocity in influencing railroad 
purchases is a technical violation of the 
Elkins Act and possibly a violation of 
Section 3 of the Interstate Commerce 
Act. However, I do not find where the 
question has ever been at issue, either 
before the Commission or at civil law. 


Can you quote any authorities either 
for or against the practice? 


Answer: In its report, in Reciprocity 
in Purchasing and Routing, 188 I. C. C. 
417, this question was considered. In 
conclusion, the Commission said: 


It is obvious that the advisability of chang- 
ing from the present practice to competitive 
bidding as to carrier purchases is a question 
of major importance. The present record does 
not contain adequate information as to this 
question, but it does contain information as 
to this question, but it does contain informa- 
tion as to transactions and practices which are 
not conducive to efficient and economical man- 
agement. This matter may well be corrected 
by the carriers and shippers upon their own 
initiative and without resorting to a change 
in the law as suggested by the examiners. 

The matters under investigation in the sev- 
eral parts of Ex parte No. 104 are closely al- 
lied to those here under consideration, and 
we will leave the decision of what action 
should be taken by us in regard to purchases 
until those investigations have been completed 
and we have had an opportunity to study the 
evidence there presented. 


Tariff Interpretation—Intermediate Rule 


Connecticut.—Question: Item 900 of 
N. E. F. A. Tariff 47-C, Agent Doe’s 
L C. C. 520, contains a commodity rate 
of 92c cwt. on brass rods from Connec- 
ticut points to Atlanta, Georgia. We 
ship to Knoxville, Tenn., to which the 
5th class of 98c is applicable on carloads. 
We are now advised that the Atlanta 
rate may be protected to Knoxville, 
Tenn., authority Route 6-A, through em- 
ploying the intermediate rule. Item 140 
of this issue gives ruling on commodity 
rates from and to intermediate points 
under authority of Interstate Commerce 
Commission 4th Section Order 9800. 
Since the shipments have already moved, 
paragraph D must be applied. This reads 
_-“Where this item is applicable, and it 
develops that shipments have — moved 
from (or to) an intermediate point, un- 
der a rate higher than that contempora- 
neously applicable from (or to) the next 
more distant point, carriers will file an 
application with the Interstate Com- 
merce Commission on the Special Docket 
for authority to make refund on all such 
shipments on basis of the rate arrived 
at under the formula set forth in para- 
graph (A)(1). 

This paragraph (A) (1), as we read it, 
only applies where the class rate to the 
intermediate point is higher than the 
class rate to the more distant point. In 
cases outlined in paragraph (A) (2), 
where the class rate to the intermediate 
points is the same as or lower than the 
class rate to the more distant point the 
formula is not quite so complicated as 
in paragraph (A)(1), but paragraph D 
does not give formula for reparation 
application on shipments which have 
moved to points where the class rate is 
the same or lower than the class rate 
to the more distant point. : 

Since the 5th class rate to Knoxville is 
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98c cwt. and the 5th class rate to Atlanta 
is $1.04 cwt., are we justified in Claiming 
the right to benefit from the carload rate 
to Atlanta on carloads which have a]. 
ready moved to Knoxville? The rule igs 
ambiguous and we will appreciate your 
cooperation in ruling on this point. 

Answer: Paragraph (b) of Item 149 
as it appears on page 27 of Agent Doe's 
I. C. C. No. 520, Tariff No. 47-C, reads 
as follows: 





Subject to the provisions of Notes 4, 5 and 
6 below, to any point of destination to which 
a commodity rate on a given article from a 
given point of origin and via a given route 
is not named in this tariff, which point is 
intermediate to a point to which a commodity 
rate on said article is published in this tariff 
via a route through the intermediate point 
over which such commodity rate applies trom 
the same point of origin, apply to such inter- 
mediate point from such point of origin and 
via such route the commodity rate in this 
tariff on said article to such point beyond to 
which a commodity rate is published herein 
on that article from the same point or origin 
via the same route. 

































If the commodity rate of 92c fromill} 
Connecticut points to Atlanta, Georgiall|} 
applies via Knoxville, Tenn., it is ourffll 
opinion that under the above interme. | 
diate application you are entitled to this 
rate on a shipment from Connecticut 
points to Knoxville, unless the provisions 


a 4 to 7 inclusive otherwise pro- 


In the event that Notes 4 to 7 do 
prevent the application of this a 
is Our Opinion that the carriers should 
refund as an overcharge, the difference 
between the rate paid and the 92c rate 
to Atlanta. The purpose of the inter- 
tagger rule P: = make it unnecessary 

riers to list i i 
points in their tariffs. — 


As we see this matter the provisi 
of paragraph (A)(1) do not soaie to tia 
present instance, but to instances where 
the oth class rate to the intermediate 
point is higher than to the more distant 
point. In such cases authority would 
have to be obtained from the Commis- 
ose = the Special Docket for the car- 
=n make an adjustment in the 

We therefore, disa ree wi 
tention that paragraph D or 
plied and that the rule is ambiguous. 


Liability of Carrier—Car Moving Under 


Shipper’s Seals, but B i 
Transfer Point a | 


Connecticut. — Question: i ‘ 
ence to your answer to Ne Yok al 
page 672 of the March 17th Traffic 
World, unaer the above caption: 
wa would like very much to agree 
oe _ You regarding the carrier’s respon- 
. ility on a merchandise car forwarded 
rom shipper’s siding to an on-line or 
off-line transfer. We load several such ij 
a each month, but have always felt fj 

at since the bills of lading are signed 
Shipper’s load, count and weight, that if 
material was checked short at the first 
transfer we did not hold a bill of lading 


sufficiently cl] i 
shortage. ean to file a claim for 


: Answer: | It was not definitely stated 
in the inquiry that the bill of lading car- 
ried a shipper’s load and count notation. 
However, where a bill of lading does 
carry such a notation, the carrier’s re 
ceipt is a qualified receipt. See our an- 
swer to New York, on page 1660 of the 
June 17, 1944 Traffic World, under the 
caption “Shipper’s Load and Count.” 


Ae aagen. 
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No 


No. 


No. 















. 29197 (amended, Cadwallader Bibson Co., Inc., E. J. Stanton & Son, 


Los Angeles, Calif., vs. Atchison, Topeka & Santa Fe Railway Co. 
et al. (See Traffic World, Oct. 7, 1944, p. 936.) 

Allege rates on hardwood lumber originating in the Philippine 
Islands, moving by water to Pacific coast ports, Los Angeles Har- 
bor, Long Beach, and San Francisco, re-shipped to points in Colo., 
Ill., Ind., Kan., Ky., Ky., Me., Md., Mass., Mich., Minn., Mo. 
Mont., Neb., N. Y., N. D., O., Okla., Pa., Tex., and Va., unjust 
and unreasonable in violation of section 1; unduly preferential 
with ocean ports in California north of San Francisco Bay, from 
Brookings, Ore., and from ports on Coos Bay, Ore., when such 
shipments are received from ocean carriers, in that shippers 
located at these ports may forward certain Philippine hardwoods 
from the aforementioned ports to San Francisco, Los Angeles 
Harbor, and Long Beach, Calif., thereby receiving benefit of the 
published trans-shipment rates, in violation of section 3; and in 
violation of the long-and-short-haul clause of section 4, in that all 
shipments received from such ports north of San Francisco and 
Los Angeles Harbor are routed through or via the complainants’ 
shipping points. Ask cease and desist order, reparation, and reopen- 
ing of No. 28914, E. J. Stanton & Sons et al. vs. Ann Arbor Railroad 
Co. et al., holding in abeyance pending decision to be made in 
this case. (Charles O. Swartz, 134 N. La Salle St., Chicago, Ill.) 
29279, Federal Cartridge Corporation, Minneapolis, Minn., vs. Cen- 
tral of N. J. et al. 

Alleges freight charges assessed ‘by defendants on carload ship- 
ments of gun wadding felt from Newark, N. J., to Anoka, Minn., 
since April 1, 1943, in violation of section 1. Asks cease and desist 
order, rates, and reparation of $3,000 with interest. 

29280, B. & R. Distributors, Inc. Inc., et al., Los Angeles and San 
Francisco, Calif., vs. Alton Railroad Co. (Henry A. Gardner, 
Trustee) et al 

Alleges rates assessed on shipments of vermouth and wine in 
straight carloads, or mixed carloads of vermouth, wine and other 
liquors, and of less than carload shipments of vermouth and wine 
from points in rate groups A, C-i, D, and E as defined in Agent 
L. E. Kipp’s I. C. C. No. 1446, Trans-Continental Freight Bureau 
South Coast Territorial Directory 41-G, to California points, in 





ALCOA STEAMSHIP COMPANY, INC. 


perving 
BERMUDA 
VIRGIN ISLANDS 
TRINIDAD 
BRITISH WEST INDIES 
BRITISH and NETHERLANDS 
GUIANA and VENEZUELA 


For particulars apply 


ALCOA STEAMSHIP COMPANY, INC. 

240 Conway Bldg., Chicago Randolph 4730 
NORFOLE, VA.: 621 Citizens Bank Bldg. 
BALTIMORE. MD.: 710 Garrett Bldg. 

NEW ORLEANS, LA.: 1512 Amer. Bank Bidg. 

MOBILE. ALA.: 500 North Commerce St. 
NEW YORK, N. Y. 17 Battery Place 
MONTREAL, CAN. 276 St. James St. West 
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violation of section 1. Ask cease and desist order, rates, and repa: 
tion. (E. W. Cox, 541 South Spring St., Los Angeles, Calif.) 
29281, Brown & Brown, Mobile, Ala., vs. Boston & Maine ei al, 
Alleges rates on eight cars billed as old bags in machine con 
pressed bales; having value only for conversion into cotton baj 


No. 


covering, from Medford, Lawrence, and Watertown, Mass., to Mo 


bile, Ala., on shipments made May 29, June 1, June 14, July ¢ 
July 27, September 2, September 7, and September 10, 1943 4, 
violation of section 1. Asks cease and desist order, rates, reparatig 
of $187.29, and waiver of undercharges of $254.71. (R. G. Cobp 
Royal & St. Francis Sts., Mobile, Ala.) 
. 29282, American Factors, Ltd., New York, N. Y. vs. Central of Ge, 
et al. 

Alleges assessment of domestic freight charges on carload 4 
sugar mill machinery, knocked down, shipped July 26, 1944, frop 
Macon, Ga., to San Francisco, Calif., for export to Hawaii, whe 
export rates were applicable, in violation of section 1. Asks pay 
ment of difference between domestic charges actually paid ani 
applicable contemporaneous export charges. (S. S. Eisen, 140 Ceda 
St., New York 6, N. Y.) 

29283, Federal Cement Tile Co., Hammond, Ind., et al. vs. C. & O, 
et al. 

Alleges freight charges collected on 86 carloads of tile building 
or roofing slabs, October 27, 1943, to September 26, 1944, fron 
Detroit, Mich., to Blair, Elza, and Oak Ridge, Tenn., in violatioy 
of sections 1 and 6. Ask cease and desist order, rates, and repara 
tion. (M. S. Allison, 750 Transportation Bldg., 608 South Dearbory 
St., Chicago 5, Ill.) 

29284, Wilbur E. Dow, Jr., Short Hills, N. J. vs. Pennsylvania Rai 
road Co., et al. 

Alleges passenger fares charged for transportation from Bosto 
Mass., to Newark, N. J., October 22, 1943, included Hell Gat 
bridge toll, in violation of sections 1, 2 and 3. Asks cease and desis 
order; rates, fares, or charges; and reparation. (Sherman 
Petrie, Jr., 70 Pine St., Borough of Manhattan, New York, N. Y. 
29285, Parrott & Co. et al., Los Angeles, Calif., San Francisco 
Calif., and Portland, Ore., vs. Florida East Coast Railway Co. et a 

Allege rates on liquors, alcoholic, N. O. S., alcohol, in bond, an 
Cuban cane spirits, in carloads, shipped from points in Florida, an 
New Orleans, La., to California points, and Portland, Ore., sinc 
March 1, 1943, in violation of sections 1 and 6. Ask cease and desis| 
order, rates, and reparation of $75,897.72. (E. W. Cox, 541 Sout 
Spring St., Los Angeles, Calif.) 
29299, Benjamin E. Mays, Atlanta, Ga., vs. Southern Railway Co. 

Alleges that on passenger train No. 30, operated by defendan' 
on October 7, 1944, en route in South Carolina, from Atlanta tf 
New York, dining car steward, acting pursuant to instructions 0 
defendant, while serving white passengers, refused service to com 
plainant, a Negro, and ejected him from dining car by use 0 
force, in violation of sections 1, 2, 3, and 13. Asks cease and desi: 


order, and reparation of $2,500. (Thurgood Marshall, 69 Fifth Ave. 
New York 3, N. Y.) 


No. 


No. 


No. 


No. 


CHANGES IN DOCKET 


Hearing in MC 105360, assigned for April 20 at Philadelphia, Pa, 
was cancelled. 


Hearing in I. & S. M-2507, assigned for April 21 at Kansas City, Mo, 
was postponed to May 1 at Hotel Pickwick, Kansas City, Mo., befor 
Examiners Lawton and Mayo. 


Hearing in MC 1506 Sub. 3, assigned for April 18 at Jackson, Tenn, 


was transferred to April 18 at the State Commission, Nashville, Tenn. 
before Jt. Bd. 107. 


Hearing in MC 105507, assigned for April 17, at St. Louis, Mo., post 
poned to a date to be fixed. 


Hearing in MC-F 2755, assigned for April 19, at Minneapolis, Minn. 
was cancelled. 


CONSOLIDATED CLASSIFICATION DOCKET 


Consolidated Classification Docket No. 108, covering hear 
ings to be held at 101 Marietta St., Atlanta, Ga., May 9; Unio 
Station, Chicago, May 17, and 143 Liberty St., New York, Maj 
23, is included with the April 21 issue of the Traffic Bulleti 


SERVING 
5 IMPORTANT 
GATEWAYS 


CHICAGO 
COUNCIL BLUFFS (OMAHA) 
KANSAS CITY 
MINNESOTA TRANSFER 
ST. JOSEPH 


Chicago Great Western Railway 
The Corn Belt Route 


ST. PAUL 
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NEW TRUCKS! The government has 
authorized the manufacture of a limited 
quantity of International trucks for es- 
sential civilian hauling. See your Inter- 
national Dealer or Branch for valuable 
=». help in making out your application. 
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“OUTPERFORMS IN EVERY WAY” 


ray Co. 
efendan 





iat Al Performance Report of an INTERNATIONAL KR-Il 
ps : ; 
y tse HERE’S ANOTHER demonstration of ample \\ /\ 


ifth Ave, truck capacity and power as recommended 


by International Harvester Company —a per- 
formance report from Robert A. Drennan, 
Arcade, New York, about his recently pur- 
chased International KR-11. 

















Owner: Robert A. Drennan, 


yhia, Pay 
arcade, N.Y- 


















- | 1pase 
4 "salt “May I,” writes Mr. Drennan, “take this del KR-11; 149-Inch _ 
— Opportunity to commend you on the per- international Mo piamond 450 
je, Tenn. formance and dependability of the new KR- international Red 
Mo., post 11 recently purchased. It has all the power Engine: 1 
is, Min and speed we have needed, even in hilly axie Ratio: 7.10 to et 
country where we operate. I have checked its 3 aes, RENE ine 
performance with other makes of trucks with qransmiss+0": aa 
T the same size engine and have found it outper- ,-Trailer: Tank siti 
ng ane forms them in every way. _ . weight: 50 ,000 Pou 
rk, Ma “I look forward to the time when I will be Gross _— - 6.8 Miles per Gallo® 
Bulleti able to replace my other units with KR-11’s Fuel Consumption: ™ 


powered by the Red Diamond Engine.” 


Mr. Drennan’s experience is another in a 
long list—a list of International Truck opera- 


tors who report the value of ample truck capacity 
and power... who report that costs go down and 
profits go up when trucks are big enough and 
strong enough for the loads to be hauled and the 
roads to be traveled, with axle ratios and transmis- 
sions correctly specified. 


International Trucks are carefully recommended INTERNATIONAL HARVESTER COMPANY 
for the jobs they are to do—recommended as to size, 180 North Michigan Avenue — Chicago 1, Illinois 


power, bodies, axles and transmissions, to give rug- 
ged, dependable, low cost service...one reason 
why more International Heavy-Duty Trucks were 
bought in the 10 years before the war than any 
other make. Pe] 


HARVESTER 


~ International Truck Branches located at San Diego, Los Angeles, West Los Angeles, Glendale, Fresno, 
Sacramento, Oakland, San Francisco, Portland, Tacoma, Seattle, Spokane and Salt Lake City. 


INTERNATIONAL 7% 












April 23—Brooklyn, N. 
—Examiner 
MC 2835, Sub. 10—Adirondack Transit Lines, 
Inc., Kingston, N. Y. 
April 23—Brooklyn, N. Y.—Hotel St. George 


-—Hotel St. George 
hutrumpf: 


—Examiner Myers: 

MC 16093, Sub. 2—White Trucking Service, 
New York, N. Y., certificate to extend 
operations. 

MC 27214, Sub. 2—J. Rubin, Brooklyn, N. 
Y., certificate to extend operations. 

April 23—Brooklyn, N. Y.—Hotel St. George— 
Examiner Bernhard: 

Finance 13170—Florida East Coast Ry., re- 

organization. 
April 23—Chicago, Ill.—Hotel Sherman—Ex- 
aminer Proudley: 

1. & S. M-2509—Batting, mattress felt, be- 
tween Chicago and lwaukee. 
April 23—Ft. Wayne, Ind.—U. S. Ct 

iner Winson: 

MC-F 2723—C. J. Villeneuve, control, Green- 
ville-Dayton Transportation. 

— Tenn.—U. S. Ct.—Jt. Bd. 


MC-70402, Sub. 4-— Spangler Transfer, 
Middlesboro, Ky., certificate to extend 
operations. 

April 23—Nashville, Tenn.—Andrew Jackson 
Hotel—Examiner Fuller: 

29263—Franklin Limstone Co., Inc., vs. A. 
G. S. et al. 

April 23—Toledo, O.—U. S. P. O. Bldg.—ZIJt. 
Bd. 23: 


MC 482, Sub. 6—Peoples Rapid Transit 
Corp., Kalamazoo, Mich., certificate to ex- 
tend operations. 

MC 1573, Sub. 3—R. Shaw, New Buffalo, 
Mich., certificate to extend operations. 
soe 23—Washington, D. C.—Examiner Crem- 

ns 


Finance 11040—St. Louis Southwestern Ry., 
reorganization. 

April 24—Brooklyn, N. Y.—Hotel St. George 
—Examiner Carpenter: 

MC 31357, Sub. 12—Gerosa Haulage & Ware- 
house Corp., New York, N. Y. 

April 24—Brooklyn, N. Y.—Hotel St. George 
—dJt. Bd. 42: 

MC 104880, Sub. 1—South Side Trucking, 
Patchogue, N. Y., certificate. 

April 24—Chattanooga, Tenn.—U. S. Ct.—ZIJt. 
Bds. 238 and 101: 

MC 20901, Sub. 7—Cherokee Motor Coach 
Co., Chattanooga, Tenn., certificate to ex- 
tend operations. 

MC 29868, Sub. 3—Chattanooga-Chickamauga 
Bus Line, Chickamauga, Ga., certificate to 
extend operations. 


April 24—Chicago, IIl.—Sherman Hotel—Ex- 
aminer Proudley: 

MC 60597, Sub. 6—G. & A. Truck Line, 
White Pigeon, Mich., permit to extend 
operations. 

MC 60597, Sub. 7—G. & A. Truck Line, 
White Pigeon, Mich., permit to extend 
operations. 


roe roe Wash.—Olympic Hotel—Jt. 


MC 41522, Sub. 4— Issaquah Auto Freight 
and/or Renton Auto Freight, Issaquah, 
Wash., certificate to extend operations. 

April 24—Toledo, 0.—U. S. P. O.—Jt. Bd. 9: 

MC 73701, Sub. 24—B. Giupker, Grand 
Rapids, Mich., certificate to extend oper- 
ations. 

April 24—Toledo, O.—U. S. P. O.—Examiner 
Cantrell: 

MC 13900, Sub. 4—Midwest Haulers, Inc., 

—* O., certificate to extend opera- 
ons. 

April 24—Tulsa, Okla.—Mayo Hotel—Exam- 
iner Simmons: 

MC 43, Sub. 2—American Transfer & Stor- 
age Co., Tulsa, Okla., certificate to ex- 
tend operations. 

MC 10312, Sub. 3—L. T. Campbell, Inc., 
Longview, Tex., certificate to extend op- 
erations. 


.—Exam- 


MC 14612, Sub. 9—A. W. Dunn Transfer Co., 
Marshall, Tex., certificate to extend op- 
erations. 

MC 14743, Sub. 8—E. L. Powell and Sons 
Trucking Co., Tulsa, Okla., certificate to 
extend operations. 

MC 19564, Sub. 16—L. C. Jones Trucking 
Co., Oklahoma City, Okla., certificate to 
extend operations. 

MC 24583, Sub. 3—F. Stewart, Magnolia, 
Ark., certificate to extend operations. 
MC 30042, Sub. Mr eon ao A Trucking Co., 
— Okla., certificate to extend opera- 

ons, 

MC 37592, Sub. 14—C. L. Tyrell, Chase, 
Kan., certificate to extend operations. 
MC 43362, Sub. 7—H. J. Uhl, Wichita, Kan., 

certificate to extend operations. 

MC 46925, Sub. 3—M. & M. Supply Co., 
Haynesville, La., certificate to extend 
operations. 

MC 55881, Sub. 2—Percy Jones, Oklahoma 
cans Okla., certificate to extend opera- 
tions. 

MC 55891, Sub. 2—R. D. Richardson Truck- 
ing Co., Oklahoma City, Okla., certificate 
to extend operations. 

MC 57962, Sub. 1—John White Truck Serv- 
ice, Ellinwood, Kan., certificate. 

MC 59823, Sub. 5—Hickerson Brothers, 
Great Bend, Kan., certificate to extend 
operations. 


MC 60157, Sub. 3—C. A. White Truckin 
Co., Seminole, Okla., certificate to exten 
operations. 


MC 63610, Sub. 2—C. Rowlett, Great Bend, 
Kan., certificate to extend operations. 
MC 63994, Sub. 4—A. C. Clark Trucking Co., 
— Okla., certificate to extend opera- 

ons. 

MC 64773, Sub. 2—Burns Trucking Co., 
— Okla., certificate to extend opera- 

ons. 

MC 88685, Sub. 1—L. E. Whitlock Truck 
Service, Stafford, Kan., certificate to ex- 
tend operations. 

MC 94916, Sub. 3—W. M. Coplin & Son, 
Palestine, Tex., certificate to extend op- 
erations. 

MC 95619, Sub. 1—E. J. Ware, Mineral 
Wells, Tex., certificate to extend opera- 


tions. 

MC 103066, Sub. 3—Spicers, Inc., Oklahoma 
<aty. Okla., certificate to extend opera- 
ons. 

To be held before Jt. Bd. 39: 

MC 40297, Sub. 2—Ebert Truck Service, 
Blackwell, Okla., certificate to extend 
operations. 

MC 52845, Sub. 2—Raney’s Truck Service, 
Cunningham, Kan., certificate to extend 
operations. 

MC 66380, Sub. 1—P. Dilworth, Winfield, 
Kan., certificate to extend operations. 
MC 67872, Sub. 2—E. Goldsby, Oklahoma 
caty. Okla., certificate to extend opera- 

ons. 

MC 96443, Sub. 2—N. O. Ellis, Eldorado, 
Kan., certificate to extend operations, 

To be held before Jt. Bd. 86: 

MC 14706, Sub. 4—C. W. Kelley Transport, 
Hutchinson, Kan., certificate to extend 
operations. 


To be held before Jt. Bd. 170: 

MC 3274, Sub. 3—McCall and Sebastian, 
Drumright, Okla., certificate to extend 
operations. 

MC 13781, Sub. 1—J. A. Snyder, Beggs, 
Okla., certificate to extend operations. 
MC 52694, Sub. 1—C. E. Fenly, Ellinwood, 
Kan., certificate to extend operations. 
MC 52794, Sub. 2—Edson Trucking Co., 
Seminole, Okla., certificate to extend op- 

erations. 

MC 53563, Sub. 2—S. Fordyce, Ada, Okla., 
certificate to extend operations. 

MC 58311, Sub. 2—Ball Brothers Trucking 
Co., Inc., Fort Worth, Tex., certificate 
to extend operations. 
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MC 71995, Sub. 1—W. J. Record, Tuls; 

Okla., certificate to extend operations, 
To be held before Jt. Bd. 180: 

MC 55808, Sub. 1—Guthrie Truck Line 
a. Kan., certificate to extend opera 
tions. 

April 24—Washington, D. C.—Argument: 

27766—Alden Coal Co. et al. vs. C. of N.] 


et al. 
April 25—Brooklyn, N. Y.—Hotel St. Georg 
—Examiner Myers: 

MC 103613, Sub. 1—H. S. Waller & Co, 
Mineola, N. Y., certificate to extend op 
erations. 

MC 105628—Walsh Trucking, New York, N 
Y., permit. 

April 25—Chattanooga, Tenn.—U. S. Ct.—ky 
aminer Fuller: 

1. & S. 5315—Routing soda ash from Bato 
Rouge, La. 

April 2 hicago, Iil.—Sherman Hotel—j 
Bd. 149: 


MC 55873, Sub. 5—Great American Tran: 
port System, Inc., Detroit, Mich., cer 
tificate to extend operations. 
April 25—Cleveland, O.—Hotel Cleveland—ky 
aminer Winson: 
MC-F 2748—C. H. Barnett, purchase, Wil 
son Motor Lines, Inc. 
MC-F 2749—J. J. Barnett, control; Barnet 
Trucking Co., lease, C. H. Barnett. 
April 25—Providence, R. 1.—Main P. 0.—Jt 
Bd. 321: 
as bs ams Sub. 2—Rhode Island, Providence 


April 25—Spartanburg, S. C.—Chamber o 
Commerce—Jt. Bd. 177: 
MC 14486, Sub. 15—Carolina Scenic Coact 
Lines, Spartanburg, S. C., certificate tq 
extend operations. 


April 25—Toledo, 0.—U. S. P. O. Bidg.—J 
Bd. 73: 


MC 73701, Subs. 22 and 23—B. Glupker 
Grand Rapids, Mich., certificate to ex 
tend operations. 


April 25—Washington, D. C.—Argument: 
Finance 14639—Atchison, Topeka & Sant; 
Fe, construction. 
April 25—Washington, D. 
Weems: 
1. & S. 5336—Deming rates, eastern po 
to southwest. 


April 26—Brooklyn, N. Y.—Hotel St. Georg 
—Examiner Myers and Jt. Bd. 67: 
MC 66562, Sub. 619—Railway Express Agen 
cy, Inc., New York, N. Y., certificate td 
extend operations. 
MC 105228, Sub. 1—P. S. Kramer, Oxford 
N. J., certificate. 
April 26—Lynchburg, Va.—U. S. Ct.—Exan 
iner Fuller: ; 
29072—-A. B. Burton Co. vs. P. R. R. eta 
April 26— Washington, D. C.— Examine 
Brown: 
¥en Sand Co., Inc., vs. C. & 
e 


al. 
April 27—Brooklyn, N. Y.—Hotel St. George 
Examiner Myers: 

MC 105349—Five Boro Trucking Co., Brook 
lyn, N. Y., permit. 

MC 66562, Sub. 609—Railway Express Agen 
cy, Inc., New York, N. Y., certificate ta 
extend operations. 

April 27—Detroit, Mich.—Hotel Fort Shelby. 
Jot.. Ba. 9: 

MC 72300, Sub. 12— American Carloading 
Corp., Detroit, Mich., certificate to extend 
operations. 

April 27—Fort Worth, Tex.—Hotel Texa 
Examiner Borroughs: 

MC 104558, Sub. 1—F. Wolfe, Greenville 

Tex., certificate to extend operations. 
April 27—Pittsburgh, Pa.—Roosevelt Hotel 
Examiner Winson: 

MC-F 2765—R. H. Anderson et al., control 
Clyde D. Duffee Motor Express, Inc., pur 
chase, H. F. Bockman. 

April 27—Spartanburg, S. C.—Chamber 0 
Commerce—Jt. Bds. 2 and 177: 

MC 14486, Sub. 14—Carolina Scenic Coac 
Lines, Spartanburg, S. C., certificate td 
extend operations, . 

MC 17820, Sub. 12—Carolina Stages, Spar 
tanburg, S. C., certificate to extend oper 









Cc. — Examiner 



















































ations. 
— EE D. C.—Examiner Bem 
ard: 
* Finance 10882—C. M. St. P. & P., reorgal 
ization. 


5,000 MILES IN MISSOURI, ARKANSAS, 
OKLAHOMA, TEXAS, KANSAS, TENNESSEE, 
MISSISSIPPI, ALABAMA, FLORIDA. 
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PERFECT 
SHIPPING 


rev ROCK ISLAND LINES 


ONE OF AMERICA'S RAILROADS — 
ALL UNITED FOR VICTORY 
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SHIPS... 


vital in War... 


vital in Peace... 


To the winning of the war, GRACE LINE has con- 
tributed its entire modern fleet, its officers, its crews, 


its management organization. 


With Victory, the responsibilities of GRACE LINE 
will be far from finished. For out of this war must 
come an enduring peace, and our “SANTA” liners 
and freighters will have their share of the task 
which the American Merchant Marine must per- 
form in the creation and maintenance of a peaceful 
world structure. 


GRACE LINE will soon again be devoting its full 
energies to developing trade, travel and under- 
standing between the nations, through swifter, more 
efficient and more economical transportation service. 


GRACE LINE 


10 HANOVER SQUARE OR ROCKEFELLER CENTER, NEW YORK; WASHINGTON, D. C.; PITTSBURGH; CHICAGO; 
DETROIT, NEW ORLEANS; HOUSTON, TEXAS; SAN FRANCISCO; LOS ANGELES; SEATTLE; PORTLAND, OREGON 
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April 28—Detroit, Mich.—Hotel Fort Shelby 
—Jt. Bd. 76: 


wae Sales Wayne, Ind.—U. S. C.—Jt. Bd. 
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MC_ 105720—Methow Valley Stage Ling 
Winthrop, Wash., certificate. 












MC 61741, Sub. 10—Great Lakes Greyhound MC 3286, Sub. 6—Brodbeck Trucking Co., May 2—Valentine, Neb.—Cherry County ¢ 
Lines, Inc., Detroit, Mich., certificate to South Bend, Ind., certificate to extend oper- —Jt. Bd. 230: 
extend operations. ations. MC 55653, Sub. 1—L. Haire, Valentine, Nep We 
MC 66562, Sub. irs Express Agen- May 1—Kansas City, Mo.—Pickwick Hotel— certificate to extend operations. 
cy, Inc., New York, N. Y., certificate to Examiners Lawton and Mayo: May 2—Valentine, Neb.—Cherry County Coy 
extend operations. * 1. & S. M-2525—Increased rates, middlewest —Jt. Bd. 184: 
April 28 — Spartanburg, S. C.— Chamber of territory (4). MC 105567—P. E. Billeter, Valentine, Nem #ePt 
Commerce—Jt. Bd. 177: * 1, & S. M-2521—Increased rates, middlewest May 2—Washington, D. C.—Examiner Card 
MC 1448@ Sub. 17—Carolina Scenic Coach territory (2). MC 105414—Fuchs Transfer Co., Inc., Balt! 
Lines, Spartanburg, S. C., certificate to 1. & S. M-2507—Canned goods, eggs between more, Md., certificate. 
extend operations. midwestern points. May 2—Washington, D. C.—Argument: Indt 
April 30—Allentown, Pa.—Hotel Traylor—ZJt. May 1—Scranton, Pa.—Casey Hotel—Jt. Bd. 29102—-Darling and Co. vs. Ann Arbor et ; 
Bd. 67: 42: 29106—Kentucky Chemical Industries, Ine 
MC 65993, Sub. 4—J. R. Wright, Phillips- MC 105511—Joseph Herzog Trucking, Hones- et al. vs. Ann Arbor et al. | 
burg, N. J., certificate to extend opera- dale, Pa., certificate. May 3—Chicago, iIl.—Sherman Hotel—Jt, B; Por 
tions. May 1—Washington, D. C.—Examiner Card: 58: 
MC 52905—Penn Jersey Trucking Co. (suc- MC 105486 and Sub. 1—M. Fox, Washing- MC 104965, Sub. 1—Strassey’s Service § 
cessor in interest to France Trucking Co., ton, D. C., certificate. tem, Momence, Ill., permit. il 
Inc.), Tamaqua, Pa. May 1—Washington, D. C.—Argument: May 3—Chicago, Iil.—Sherman Hotel—Jt, Bj ral 
April 30—Detroit, Mich.—Hotel Fort Shelby— * Florida Railroad Commission et al. 149: 
Examiner Cantrell: vs. A. C. L. et al. MC 42487, Sub. 119—Consolidated Freigh| 
MC 43038, Sub. 230—Commercial Carriers, 28514—Neuhoff Packing Co. et al. vs. Aber- ways, Inc., Portland, Ore., certificate n 
Inc., Detroit, Mich., certificate to extend deen and Rockfish et al. extend operations. co 
operations. May 2—Atlanta, Ga.—State Comm.—Jt. Bd. May 3—Philadelphia, Pa.—U. S. Ct.—Jt. Bi 
April 30—Newark, N. J.—State Comm.—Ex- 131: : 
aminer Carpenter: MC 54644, Sub. 4—Bass Bus Lines,Athens, MC 39491, Sub. 2—Neibauer Bus Co., Br ov 
MC 105683 — Consolidated Interstate Lines, Ga., certificate to extend operations. tol, Pa., certificate. P 
Inc., Allwood, N. J. May 2—Chicago, IIl.—Sherman Hotel—Jt. Bd. May 3—Washington, D. C.—Argument: 
April 30 — Spartanburg, S. C.— Chamber of 21: Ex Parte 104 Part 2—Practices of carriey 
Commerce—Jt. Bd. 177: MC 2024, Sub. 2—A. E. Anderson, Jr., Kan- affecting operating revenues or expense 
MC 61598, Sub. 25—Smoky Mountain Trail- kakee, Ill., certificate to extend opera- terminal services, American Smelting 
ways, Ashville, N. C., certificate to extend tions. Refining Co. 
operations. MC 103964, Sub. 3—Economy Transport Co., Ex Parte 104 Part 2—Practices of carrier 
MC 14486, Sub. 13—Carolina Scenic Coach Elgin, ril., permit. affecting operating revenues and expense 
Lines, Spartanburg, S. C., certificate to May 2—Los Angeles, Calif.—Federal Bldg.— terminal services, United States Smelting 
extend operations. Examiner Linn: Refining, and Mining Co. P. O. 
MC 61599, Sub. 59—Queen City Coach Co., * Finance 11481—Yosemite Valley Ry., reor- Ex Parte 104 Part 2—Practices of carriey 
Charlotte, N. C., certificate to extend oper- ganization hearing of maximum limits for affecting operating revenues and expense 
ations. allowance for services and reimbursement terminal services, Anaconda Copper Mij TAC 
April 30 — Spartanburg, S. C.— Chamber of of expenses. ing Co. 
Commerce—Jt. Bd. 103: May 2—Michigan City, Ind.—Federal Bldg.— May 3—Williamsport, Pa.—U. S. Ct.—Jt. Bé 
MC 1504, Sub. 64—Atlantic Greyhound Corp., Examiner Carter: 236: 
Charleston, W. Va., certificate to extend W-920—Lake Michigan Transit Co., common MC 104958, Sub. 10—McCormick Drayling 
operations. earrier application. Lock Haven, Pa. Ou 
May 1—Baltimore, Md.—Baltimore Assoc. of May 2—Philadelphia, Pa.—U. S. Ct.—Exam- May 4—Brooklyn, N. Y.—Hotel St. George 
Commerce—Examiner Peterson: iner Peterson: Examiner Peterson: 
MC 105225—Service, Inc., Washington, D. C. MC 104753, Sub. 38—E. Brooke Matlack, MC-C 469—Delcher Brothers Storage Co 
May 1—Belle Plaine, la.—City Hall—Exam- Philadelphia, Pa., certificate. Inc. vs. Neptune Storage Van Co., Inc. use 
iner Lyle: May 2—Scranton, Pa.—Casey Hotel—Exam- MC 11753, Sub. 7—C. H. Beaney, Brockpo 
Finance 13907—Amended and supplemental iner Myers: N. Y., certificate to extend operations, 
application of C. & N. W. for permission C 7585, Sub. 2—N. Sparacino, Scranton, May 4—Chicago, I!l.—Sherman Hotel—Exam hi 
to abandon branch line of railroad ex- Pa., certificate. iner Cantrell: iy 
tending from Belle Blaine to What 1. & S. M-2504—Cheese, Wis., points { 


Cheer, Ia. 


The 





iad GALVESTON 


The Minneapolis & St. Louis Railway 
For Fast Freight Service to 
Industry and Agriculture in 

Great Midwest 


May 2—Spokane, Wash.—Davenport Hotel— 
Jt. Bd. 80: 



















Sorte LOS ANGELES 





For complete information, write 


BOARD OF HARBOR COMMISSIONERS 


M. G. Rouse .. . Secretary 





"points in south. 



















A Warm Welcome .. . fcu 
In Wartime too! 


he fi 
ORS 


elt 

keep 
The ] 
powe 
trans 
“Kee 


11,00 


SERVING ALL - 
The PRINCIPAL 


GULF PORTS 


BETWEEN 
New ORLEANS and BROWNSVILLE 













Dai 
NEWSORLEANS 


GULF MOBILE & OHIO RAILROAL 


MISSOURI 
PACIFIC 
LINES 


¥ 4 - ~ = 
“= Al Service Institution” 
4 


a 
aah? 










1075 


ORL ppt 21, 1945 




























Be Line 


























unty 
ine, Neo’ ~=We offer for lease or sale, reasonable 
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ine, Ne’ terms, choice manufacturing sites in the 
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ant Industrial Development District of the 
ries, ¥* . 
1st. py Port of Tacoma—served by belt-line 
rvice § - n a 
13. pg railway connections with four trans- 
1 Freight ” zs . 
Uficate  eontinental railroads—low-cost electric 
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av wer || «oT RARPIC 
of ainda P. O. Box able "Portacoma in 
expense 
opper Mu TACOMA WASHINGTON Leaders need always-to be reading, studying, brushing up—both to 
t.—Jt. Bi keep ahead of the crowd and to keep from slipping back. 
oul To such men in the Traffic field, we suggest our Traffic Management 
.—— Our general cargo facilities are being Training as an interesting and valuable refresher course. 
t. George Our 48-page booklet will give you a quick picture of our training— 
t Cc a m what it covers and whether it can help you. It’s free—ask your secre- 
Cov, Ine. used in the war effort—Commercial tary to drop a note for it today. 
perations, 
tel—Exan 7 e 
“*-'=] shipments handled by permit. LASALLE extension university 


A Correspondence Institution 
417 South Dearborn Street Dept. 495-TA Chicago 5, Illinois 











e ¢ e FIGHTING POWER at | 
} he front depends upon , 
. ORSEPOWER at home -- 


@ It takes power, on rails, to 
~ keep the war program rolling. 
a The Milwaukee Road has the 

power needed to speed the 

transportation of troops, munitions and essential civilian traffic. 

“Keep ‘em Rolling’ is the watchword along this railroad's 

11,000 mile supply line—from Lake Michigan to the Pacific. 


Merchant “Z-Men’ 


Not an attempt at punning ... rather what Bob 
Hope has suggested we call the heroic men of our 
Merchant Marine. Nearly all of our merchantmen 
carry identification numbers beginning with the let- 
ter “Z.” From such beginnings catch phrases spring 
. .- Let's hail' the Z-Men. 





‘RS 
THE MILWAUKEE ROAD 
RTS FYSTER KARRY KRANE 





REG U S PAT OFF 


A general utility crane with 
ge pneumatic tires giving ut- 
host traction over any surface. 


TO OR 
FROM MEXICO 





Kemindee / ON SHIPMENTS 
—~f 
ILE | 


tite for catalog. 


YSTER 


COMPANY 


ORTLAND 8, OREGON 
PEORIA 1, ILLINOIS 
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INTERNATIONAL AIR EXPRESS” 













































TRAFFIC WORL 


MOTOR TRANSPORT SECTION 


PUBLISHED IN THE THIRD WEEK'S ISSUE EACH MONTH 


Maps and Abed hake Unique Key fo Maps in This =... 


The maps in this section are different from maps quam Daily INTER- and INTRAstate service. 
published in any other medium. They are special ses Daily INTERstate service (no INTRAstate). 
maps designed by TRAFFIC WORLD'S map depart- 
ment and keyed in accordance with the specifications 
of shippers. Hence, these maps and the allied data ovccces igi kines. 
are unique in that the material is presented in a way rs oe : Panes points served. Terminal cities. 
shippers all over the country told TRAFFIC WORLD : 








Daily coordinated rail-motor service. 





Irregular or special service routes 





noted » motor lines offer- 
it would be most helpful to them in selecting highway ee ee ee ee cae. 
carriers and routing freight. ators when their routes extend into other states. 


CENTRAL STATES 





2 ..Glemans Truck Line, Inc.| | Post-War Planning? 

















815 E. Pennsylvania Ave., South Bend, Ind. aie ta 
A. C. Clemans, Pres., A. C. Scheetz, T. M. @ While your number one job is to continue to Mit 
C. L. Jones, Secy.-Treas. Tel. 39381 aid the war effort, your number two job can well §/—““ 
COMMON CARRIER: I. C. C. Certificate No. M-2136 —P. S. ; . 
C. 1. Nos. 692-A-2-3-4-5-6-7 Intrastate-Indiana—-P. S. C. 1. Nos. be planning for post-war. a 
preg 0 Fs Interstate Indiana—M. P. U. C. No. C-548 Inter- Start planting the seeds now for your post-war ICC-M.C 
state-Michigan. eo ial 
SERVICE: Overnight service between Elkhart, Indianapolis, sales harvest by constantly keeping before the 
ae petere. bos ert, a. Fs. outh and yoy 1 % ai ae i ae, waitin: tn i ont Gutain Tariff Ag 
ndiana; a ie ree. ran: a) 3, alamazoo ree vers, din shi 
Michigan and Louisville, Ky. All intermediate ~~. served be- —_ g nrnaes ap Central $ 
tween Grand Rapids, Michigan, and Louisville, of your operation. : 
NUMBER UNITS: Tractors 54; Trailers 60, (39 v vans, 20 open, a . . Freight T 
1 flat); 26 Trucks (17 vans, 9 open). All Company owned. The quickest, most effective, economical way 
Hea NPeblic Liebilien 25, G00 and 100,000; Property Dam: to do this is through this motor transport section 
Rn | patie Compensation, (Michigan Mutual on the shippers’ everyday working tool. M 


SAFE—COURTEOUS—SERVICE 
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ANDERSON MOTOR SERVICE CO. Fe 





St. | 








MAIN OFFICE — 1516 NORTH 14TH STREET, LOUIS, 


asin “ VY” LAKE ERIE — 


| 
WISCONSIN \\ MICHIGAN ff caieennee 
<—~and —— MICHIGAN Lr LEVELANDZNEW JERSEY 
————— \ MINNESOTA \ { = 
ANDERSON .  —_—_ > | Toledo Sarg = NEW YORK 
MOTOR CHICAGO & a 
SERVICE 4 | Whit Sar” pae 
co. | z ¢’\ PENNA 
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| Pendleton le WEST --—— 

INDIANAPOLIS = F409} VIRGINIA |B r.cottine 

- field a Aleree 
BE Senate > WEST VIRGINIA hae : 
and ame 


“es VIRGINIA 






28 years in business. 


Serving the Indus- 
trial Middle West 






ARKANSAS LOUISIANA 


OKLAHOMA and TEXAS TRAFFIC WORLD — CHICAGO 
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4 DECATUR CARTAGE CO., INC., 
OF INDIANA 


Decatur Cartage Co. 









































= | ; 
iZ “4 > | igi 20th St. & Wentworth Ave., Chicago 16, Ill. Telephone—Victory 6000 
/ ILLINOIS 0 @ Astica gf . 
Kid \ Danviite \., WALTER MULLADY, President * R. A. BAENSCH, V. P.-Traffic 
a ST 2. oe ty af COMMON CARRIER—I. C. C. Certfs. 68909-80412; P. S. C. I. No. 418A-1-10; P. S.C. I. 
(We Ft eM) eae — No. 1597-A-1; P. S.C. M. No. T-3406; P. U. C. O. No. 4856-RX; U. S. Customs Bond. Estab- 
— Sfp ea Ph 5 - 5 eee lished 1926. INSURANCE: Cargo, $50,000-$100,000; Public Liability, $25,000-$50,000; e | 
pe (3 ~ oe] “ fa fi TERRE HAUTE @ Property Damage, $50,000. 
assourt ¥ a he ae: L= * oa —e Ree Route it “DECATUR” for Cleveland, Cincinnati, Toledo, Terre Haute, Indianapolis, 
r a NCINNATE = St. Louis, Quincy, Peoria and a thousand and one other spots in the great area shown on the 7 
iain eae a ‘a map ... served day and night by our great fleet of modern transports . . . affording a trans- 


Watch Display advertisements onthe tation service whose dependability amply proves that “FOR SHIPMENTS MIDWEST, 


index page of TRAFFIC WORLD. DECATUR IS BEST.” 
Established 1927. §T. LOUIS LOUISVILLE CINCINNATI S SS 
LAWRENCEBURG CENTRALIA ALTON ey, 





; 
tanters TT OECE' ST. LOUIS 
ST. LOUIS aNhencn. 














GENERAL OFFICES: 1717 N. Broadway, ST. LOUIS = ore Pm ever 
. H. Husmann, Pres. . F. Walsh, Traffic ‘ eeeeee | 
USMC oper W.H.H Pres J. F. Walsh, Traffic Mgr. m | 
FreicuT Lines, Inc. L ° 
g 9 HOY pes Gels is the time to keep the details of your operation 
we \eceers cae os 





aia LOUIE tel, ee Wa 7 SOUNEAST before the leading shippers of the country. 





| SwEst Fe i _ OO (Lakeland . 5 " 
it Non Mon fu genic aban © Listings in this motor transport section are set- 
, —~ J ~ SOUTH ™S SOUTHEAST 
Common Carrier ie C= up in accordance to specifications of shippers. 
t-war Bilicc.m.c.44290-56126 , , 
e the Advertising rates are extremely low. Write for 
ot ails Tariff Agency 


full details. 


Tm 
Merchants Motor Freight, Inc. 


Established 1928 - - I.C.C. Permit No. MC 76266 | 
STANLEY L. WASIE, President *¢ WALTER J. HEROLD, 7rf. Mgr. 


“ ’ Insu ee \ ; 
Freight Tariff Bureau 000, P.L. $25,000 and $50,000; > Equipment: 47 tractor-trailer units 


way P.D. $5,000. (company owned); 16 refr. units. 


ction 


Merchants criss-crosses the Middlewest with 5,802 miles of daily service 
) P OFFICES 
St. Paul, Minnesota, 2625 Territorial Road; Omaha, Nebraska, 123 North 12th; 
Oo Phone Nestor 2601; Teltp. St. P. 9. Phone Harney 5441; Teltp. Omaha 188. 
: Des Moines, lowa, 321 S.W. 6th; Denver, Colorado, 1320 tith; 
Phone 3-4185; Teltp. D. M. 90. Phone Keystone 5121. 
D Chicago, Ilinols, 2424 West Cermak Road; Waterloe, lowa. 300 Duryea; 
Phone Haymarket 3930; Teltp. Chicago 1794. ~— yon "a iii « 
/ St. Louis, Missouri, 4th and Spruee; —- fare 4 = ~4942: 
oe Phone Garfield 5234; Teltp. St. L. 440. — Istana oS weed 
Kansas Clty, Missourl, 2560 Warwick Traffiew Cedar Rapids, lowa, 215 Ninth Ave., 8.E.; 
and Phone Harrison 6282; Teltp. K. C. 594.” *" Phone 3-0253; Teltp. C. R. 18: sini 
WwW YORK 
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2$8. 
ARIFFS ; Western Trunk Line Motor Common Carriers Bureau, Inc.; North- La 
use est Tariff Bureau, Inc.; Central States Motor Freight Bureau, Inc., Midwestern Kansas City |= , 
otor Freight Tariff Bureau, Inc.; Rocky Mountain Motor Tariff Bureau; South- Kansas City 
est rn tor Carriers Rate Conference; Eastern-Central Motor Carriers Assn.; j 


otral and Middlewest Motor Freight Bureau. 


INSURANCE: Cargo—$50,000 per unit—$100,000 per catastrophe. Public Lia- 


Y—$25,000 per person—$100,000 per accident. Property Damage—$5,000. EQUIPMENT: Includes 70 tractors, 70 trailers, 
Workmen’s Compensation. 54 city trucks. 
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Tidewater Express Lines, Inc. 


Warner & West Streets, BALTIMORE, MD. 
J. T. Bennett, Traffic Manager Call—SOuth 1551] 







TRUCK LINES, INC. 


Est. and Inc. 1929 
COM. CARRIER ICC-MC 26560 


t51 East Wilson 
Madison, 


HARRISBURG & 


Lemoyne EDS Steelton 


New aes |< Hoven, 
¢ @\ee 





BRANCH OFFICES 
Aberdeen, Md. 
(Call 111) 
Frederick, Md. 
300 East St. (Call 557) 


TELEPHONE 
Fairchild 500 
MEMBER: 
Am, Trucking 
Association,Inc. 


Westminstege) ha ) York, Pa. 
Lieryionn— Toyf 5 Ee SZ, | Charles & Howard Sts. 
= LY OSes, Z seg ee (Call 6122) 
f BE \\ Pes Sare || Washington, D. c. 
REDERICK IN MA nSAMEO Non, || 2515 H St. N. W. 
one BALTIMORE "| (Call Republic 2224) 
SoC ASHINGTONG Fredericksburg, Va. 
S))) Aegis (Call 1199) 


Richmond, Va. | 
S. 18th St. (Dial 7-4366) | 
Westminster, Md. | 
77 John St. (Call 288) 
Elkton, Md. 
(Call 144) 





REPRESENTATIVE: Pennoyer 
Merchants Transfer Compony, 42 
cago. 


West Polk St., Monroe 5020, C 


TARIFF AGENCIES: Central States 
Motor Freight Bureau, Inc., Northwest 
toe —. —_ —— ——— 

ari ureau, Inc., stern ntra 
Motor Carriers Association, Central & 'NSURANCE: 
Southern Motor Freight Tariff Associa- Cargo, $10,000-$50,- 


: a . 000 (Northern Assurance 
tion and Mid-Western Motor Freight Company, Ltd. of London); 


Public Liability, $50,000-$100,000 (Fidel- 


15 ‘peste. 17 comb tesiem, Sento. 35 vans (12 refrigerated); open| 
UIPMENT: 41 T 3 ed), j - an t bodies available. com owned. 
30. cemi-trailers (28 ened % — a re dng 2008 (rei _— 


van bodies (16 owned), | truck—open, Casualty Company of New York); Work- INSURANCE 

putter. to lscgpapanseenieanegaaaa 2 Casualty Cargo, $10,000 (Northern Assur. Co. of London) . . . Public 
sibl mpany of New York). i 

linee nt Chicege, Illinois: Milwaukee and LOCAL SERVICES: Pool car distribu- — , actey - a — Beg A ig Fe 


F d . Wi 3 Dub ° d i i . 
lowe. <_< —s Compensation (Lumberman’s Mutual Casualty). 









TARIFF AGENCIES 


Individual Southern Motor Carrier Rate Conference 
Middle Atlantic States Motor Carriers Conference Eastern-Central Motor Carrier Association 
Rocky Mountain Tariff Bureau 


EQUIPMENT 















Tariff Bureau, Inc. 






























, INTER-STATE SYSTEM 


CENTRAL MICHIGAN TRUCKING INC. 
EASTERN MICHIGAN FREIGHT LINES 
INTER-STATE MOTOR FREIGHT SYSTEM 
NTER-STATE MOTOR FREIGHT SYSTEM, INC., OF INDIANA 


+ ) y we ( at ‘ Gee S 






MICHIGAM 





fester 







etl 
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Elmer A. Schier, General Traffic Manager 
134 Grandville Avenue, S. W. Grand Rapids, Michigan 


Common Carrier Tariff ncies 


se ‘ Central States Motor Freight Bureau 
Established 1924, a Michigan corporation. Fastern-Central Motor Carriers Association. 
I.C.C, Docket Nos. MC35628 and MC48645. Indiana Motor Rate & Tariff Bureau, Inc. 40s ! 


Equipment : Southern Motor Carriers Rate Conference. 
sien OO ee Mid-Western Motor Freight Tariff Bureau. 
Owned and leased—8 ractors, . Sched 
Unexoelled Transportation over fast, direct, soheduled 200 pick-up trucks; Total 2125. All equip. Follow: : song nh eau poo net 
routesthrough 19 Industrial states. Terminals and = ment modern and efficient. on all shipments within a 360-mile radius of 





Warehouses in prinolpal olties. Cheok th : principal terminal points. 
. ” — caine Insurance All “schedules based “on 22}4 m.p.b. | 
Registering stations (electric time Wire reports on trucks in transit. | All forms of insurance carried in companies j; oo y- a 
ks) every 100 miles or less. C0. deliveries accepted. authorized to do business in cach state ce Gur con fase and established consestit 
ines serve more than 25,000 pointe in th 


Free pick-up. Free delivery. Experienced personnel. — . 


Teletype service. Gusitantetilinetine Cargo: $120,000 (Primary), $155,000 (Ex- United States. LOS AN 
‘ cess); Public Liability, $100,000/200,000; Association Memberships 2045 
Insurance inspectors at terminals. Fully insured cargoes. Property Damage, $25,000; Workmen's A-T.A.; Mich. T.A.: Ohio T.A.; Chamber 













Highway Patrol System. Modern equipment. Compensation. of Commerce in principal cities served. 
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. OHIO TERMINALS—Akron, 550 E. South St. (Franklin 5195): Bellevue 
(Phone 241); Cleveland, 33rd & Hamilton (Prospect 5350): Clyde, 402 

orwa ruc ne SSeS Sse 
(Phone $484) ; Fremont, 109 E. State St. (Main 2825) ; Lorain, 202 11th 

. Bt. (Phone 4185); Mansfield, 399 N. Main St. (Phone 21606); Medina, 

h 1551 “Satisfy your Customers with 254 Smith Rd. (Phone 22181); Napoleon (Phone 28741): Norwalk, 


“ 36 Woodlawn Ave. (Phone 266); Sandusky, 30 W. Perkins St. (Phone 

Norwalk Service’’ 2276); Toledo, 145 8. St. Clair St. (Adams 4291); Vermilion (Phone 
J. F. Ernsthausen 
President 


Cc. 






























3363); Warren (United Terminals) (Phone 4886). 


MICHIGAN TERMINALS—Adrian, 405 S. Center St. (Phone 105); Battle 
Creek, 220 S. Calmy St. (Phone 2-5107); Bay City, foot of First St. 
(Phone 6228); Detroit, 175 8. Campbell St. (Vinewd 2-1435); Flint. 
1812 Beach St. (Phone 41659); Grand Rapids, 338 Wealthy Ave. (Phone 
8-6427) ; Jackson, 336 S. Otsego Ave. (Phone 7483); Kalamazoo, 115 West 
Bush St. (Phone 22423); Lansing, 904 E. Hazel St. (Phone 49401); 
Monroe, 715 8. Telegraph Rd. (Phone 1032); Pontiac, 375 N. Cass Ave. 
(Phone 29201) : Saginaw, 142 Davenport St. (Phone 6228). 

INDIANA TERMINALS—Aubur, 334 W. 9th St. (Phone 618-3): Elk- 
hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Sherman 
St. (Anthony 4363): Goshen. 1201 8. 10th St. (Phone 111); Hammond, 
1055 Indianapolis Blvd. (Whiting 783); Kendallville, 900 8. Main St. 
(Phone 300); La Porte, 902 E. Lincoln Way (Phone 2041); Michigan 
City (Phone 687); South Bend, 843 Rush St. (Phone 39321). 
IELINOIS TERMINALS—Chicago, 18th and Canal (Monroe 8888). 
PENNSYLVANIA TERMINALS—New Castle, 32 S. Beaver St. (Phone 
745); Pittsburgh, 202 Penn Ave. (Phone At-5887). 


Le Lake Brie ati 
i. ; Ey Te Ee 


COMMON CARRIER 
.C.C Certificate No. 71096 





C. W. Hoke 
Vice-President 


" Established 1921 
Incorporated (Ohio) 


367) | 36 Woodlawn Ave. 


Telephone—266 


NORWALK, OHIO 
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’ 
| i 
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| PENNSYLVANIA 
Greenville () 


ssociation ILLINOIS | 
| 
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)s 5 Tearnc ve mA i 
INSURANCE Co.). *xBlanket Employees Bond 

fCarpo. $25/75,000 (The Connecticut (Fidelity & Casualty Co.). Also bonded 
Public ire Ins. Ce.). Leggy» — en by new A. T. A. bond. EQUIPMENT 
000-$50]—l Compensation, and Lizbility Insur- TARIFF AGENCIES saz alors ewmminy Somat 

U All T inals (The Travelers Central Motor Freight Assn., Inc. : < 

men sj eerance Co. a The Travelers Liability Ohio Motor Frt. Tariff Bureau 208 delivery tasks (159 companyowned) 


Dependable Interstate Motor Freight Transportation 
I. C. C. CERTIFICATE No. MC 59069 


CALIFORNIA 


bound traffic moving over 
by to Lordsburg route is 
restricted to that moving from 





















_— ints and 
Sheets aco ane gots 

au Paso, Texas, and points and 

iation. places east of ml — = Pee. 
oaferenee texas, or beyond to points. ik 
3 fous New Mexico, sburg and eas' 
prvice 
arily made 
e radius 
.p.h. All 
“4 and de- 
conan “Our Shippers’ Preference Is Our Best Reference’’ 
inte 

LOS ANGELES, CALIF. PHOENIX, ARIZ. TUCSON, ARIZ. EL PASO, TEX. 

ips 2045 Violet Street 230 North 9th Street 414 No. 5th Ave. 601 West San Antonio St. 
Chambers MI. 1154 Phone 3-6164 Phone 877 Main 2750 
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This Advertisers’ Index is published as a reader convenience and 
not as part of the advertising contract. The inclusion of this 
index is a last-minute operation and although we try to make 
it error proof, we cannot be responsible for any errors or failure 
to insert. No allowances will be made for any errors or omissions. 













































TRAFFIC WORLD 


Educational Courses 


1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act, 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill, 


















Situations Wanted 












TRAFFIC MAN with wide railroad and industrial experience, 
thoroughly familiar with rates, routings, claims and in-transit matters 
in Middle and Far West, desires permanent position. Excellent record 
and references. Address Box 347, Traffic World Chicago address. 















RATE AND DIVISION MAN, familiar all territories, especially Mid- 
dle West and Pacific Coast, 18 years with last employer in-charge, 
including accounting, desires permanent connection. Top references, 
Address Box 348, Traffic World Chicago address. 

















TERMINAL OR Industrial Traffic Manager, 3 years’ experience, now 
employed in Boston, must return to New York. Would like position 
in that area. Box 349, Traffic World Chicago address. 




































For Sale 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
$500 to $4250 each! 


Which of these cars could you use? 


8—Hopper, Twin 50-Ton 

40—Hopper, Triple, 50-Ton 

50—Hopper, Side-Discharge, 50-Ton 
50—Refrigerator, 40-Ft., 40-Ton 

16—Refrigerator, 36-Ft., 30-Ton 

50—Box, 40-Ft., 40-Ton 

12—Box, Automobile, Steel, 50-Ft., 50-Ton 

10—Dump, Magor, Automatic, 30-Yd., 50-Ton; lift doors 
2—Dump, Western, Automatic, 30-Yd., 50-Ton; lift doors 
3—Dump, Western, 20-Yd., 40- and 50-Ton; steel floors 
20—Dump, Koppel, 20-Yd., 40-Ton; lift doors 

5—Flat, 40-Ft., 50-Ton; A B brakes 

6—Gondola, 50-Ton, High-Side, Steel 

10—Tank, 8000-Gallon, 40- and 50-Ton 


Perhaps this list also has some other cars you eould use to very 
cial advantage now? 


All cars are priced to selll 
IRON & STEEL PRODUCTS, INC. 
40 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
**ANYTHING containing IRON or STEEL" 














































L Checking Truck Costs 
ee By the Mile 


Compare ratios of taxes 
and payroll to revenues 


/ in the new COST ANALYSIS TABLES 
compiled from the 1943 annual reports 
of all Class I Motor Freight Carriers to 
ICC. Place your order Now. $25 per 
copy; additional copies $5. 


TRANSPORT RESEARCH, Inc. 


1129 Vermont Avenue N. W. Washington 5, D. ©. 


Publishers of: Motor Carrier Financial Manual (5 issues—quarterly and 
full year); Motor Carrier Cost Analysis Tables (yearly). 
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A 200-pound acrobat leaps from a springboard, lands hard on 
his partner’s shoulders—a blow that might easily break both of 
a man’s collarbones. But the athlete is trained to use flexed 
back, hip, knee, and ankle muscles to travel the force of such 
an impact through his whole body to the floor—so that most 
of the shock is absorbed. 


MOVEMENT CUSHIONS THE SHOCK! 


The same principle, in the Duryea Cushion Underframe, 
gives you SHOCKPROOF SHIPPING. 


The unique Duryea floating center sill travels the 
force of any impact the entire length of the car, 
absorbing it as it goes in big cushion springs. Car and 
lading ride over the blow, comparatively undisturbed. 


Ss € DURYEA CORPORATION 
30 Rockefeller Plaza, NewYork 20,N.Y. -135So0.LaSalle St., Chicago 3, Ill. 
725 Fifteenth Street, N. W., Washington 5, D. C. 


How the Duryea Cushion 
Underframe Contributes to Victory 


PROTECTS car and lading, prolongs 
car life, cuts damage claims. 
PERMITS higher handling speeds. 
ELIMINATES gear replacements main- 
taining efficiency for life of car. 
SAVES TIME loading and unloading. 
Needs less packing and bracing. 
SAVES MONEY usually spent for 
maintenance on every part of car. 
COMPLEMENTS air brake; Duryea cars 
withstand abrupt stops. 

CUTS SLACK to pre-determined ideal. 


COSTS NO MORE than conventional 
type, for average Duryea gear. 


Here’s what actually happens 


. . . When two stationary freight cars 
receive the same impact, equivalent to 
a 50-ton car, loaded to capacity, coupling 


at a speed of 4 m.p.h.: CONVENTIONAL 


CAR (A): Draft gear “goes solid.” car 
receives almost entire impact. 
DURYEA CAR (B): Shock absorbed 


by cushion gears, car and lading are 
comparatively undisturbed. 
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IN EVERY 
SERVICE 
U.S. TIRES 
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Listen to “Science Looks Forward” —new series of talks by the great scientists of America— 
on the Philbarmonic-Symphony Program. CBS network, Sunday afternoon, 3:00 to 4:30 E.W.T. 


Today new tires are scarce. First call must 
go to our armed forces—you wouldn't 
have it any other way. That’s why it’s so 
important to make every tire mile count 
—by getting the right tire for every job 
—by giving your tires the kind of 
care they need to deliver a// their built- 
in service. U.S. Heavy Service Tires are 
built to make every tire mile count. They 
are compounded and engineered to excel 
at their specific jobs. See your U.S. Truck 
Tire Dealer today. Ask him about U.S. 
Transportation Maintenance. He can 
help you keep your truck tires rolling. 


Make every tire mile count TOWARD VICTORY! 
Serving Through Science 
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